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PROPOSED LEGISLATION 

Our readers are familiar with our idea of what should 
be done as to railroad legislation by the present Con- 
gress. To much of what is proposed we are opposed on 
principle ; to other measures—such as the proposal spon- 
sored by the National Industrial Traffic League as to 
railroad consolidation—we are favorable in principle; 
but as to all of it we think that now is the time to stand 
frm for a do-nothing policy, on the theory that the 
transportation act of 1920, though imperfect, is a piece 
of constructive legislation and that even its friends ought 


not try to tamper with it at a time when its enemies ' 


are so active to destroy it utterly. We believe the wis- 
dom of acting on the defensive instead of trying to ac- 
complish what they would like to see accomplished 
should become clearer every day to the friends of sound 
transportation policies, as the schemes of the demagogues 
and the ignorant in Congress are poured into the hopper. 
It at least seems certain either that the number of those 
who believe as we do is increasing or that they are mak- 
ing themselves heard to an increasing extent. We may 
be wrong about it, but it seems to us that the thing to 
- do is to stand by to repel boarders rather than attempt 
anything on the offensive at this time. 


Certainly, whatever one may think about that, there 
are enough vicious measures being introduced to engage 
attention and cause more or less anxiety, especially with 
the Republican insurgents holding the balance of power 
in the Senate and the Senate interstate commerce commit- 
tee under the chairmanship of a man elected witk the help 
of this element and who has little qualification for the job. 

We paid our respects last week to Senator Capper 
and his “progressive” colleagues whose sole motive in 
the Senate, so far as transportation is concerned, seems 
to be to reduce freight rates, particularly on agricultural 
commodities, no matter what the consequences to the 
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railroads and commercial conditions generally. Their 
plans to accomplish this end range all the way from 
schemes to lower the valuation of the railroads on which 
the percentage of adequate return is figured to doing 
away with that section of the act which says that there 
shall be an adequate return to the carriers. Their motive 
is, of course, to make friends of the farmers, though we 
note that this week they are asking the farmers to de- 
clare themselves as to what they want. If this is a gen- 
uine attempt to find out what their constituents want, 
we welcome it, though it is a little late. It would seem 
that they should have found out first what would be 
popular before they went to the lengths they have gone 
to make themselves ridiculous for the sake of the voters 
—who, perhaps, it may now develop, are not pleased with 
the performance. But we have an idea that the so-called 
effort to find out what the farmers want is merely an 
attempt to get more material to bolster up their cause, 
and that they either have selected the farmers to whom 
their appeal is sent or they are sure that farmers gen- 
erally are convinced of the soundness of the buncombe 
they have been hearing from the Cappers, the Brook- 
harts, and the LaFollettes in the Senate. 

Senator LaFollette, perhaps, leads in the matter of 
proposed vicious legislation. He is a vicious person and 
has acquired a dangerous power in the Senate. He is 
the author of a bill providing what he calls a scientific 
method of rate making. It provides that the Commis- 
sion shall fix rates on the basis of “cost of service” 
(operating expense plus capital cost). The Commission 
would find or estimate original cost to date so as to de- 
termine the amount of money actually and “prudently” 
invested. In other words, the valuation found by the 
Commission under the law fathered by LaFollette him- 
self. has not produced a low enough rate base to suit 
his present purposes, so he proposes to change the law. 
He is not seeking a righteous basis of valuation but a 
means of reducing rates by reducing the base on which 
they are figured. That is plain enough to any one who 
knows his methods. 

Another of the measures he has introduced is an 
emergency resolution that would instruct the Commission 
to proceed forwith to reduce substantially to pre-war 
levels the freight rates on agricultural products, includ- 
ing live stock, and on materials and implements required 
on the farm. No investigation is provided for. Congress _ 
is merely asked, on the judgment of this Wisconsin 
senator, arbitrarily to order a reduction to 1914 levels 
on a vast amount of tonnage. No account whatever is 
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taken of the effect such a reduction might have on the 
revenues of the carriers or what might happen to the 
carriers in consequence.. Senator LaFollette does not 
care. His only care is that he may be able to pose as 
the friend of the farmer. 

Of course, his two. bills, if both were enacted into 
law, would wreck the railroads. Not only does he not 
seem to know this, or care about it, but he seems equally 
ignorant as to the effect on the farmer and all other in- 
dustry if the railroads were wrecked. The farmer would 
be in much worse case than at present if the LaFollette 
prescription were taken. LaFollette, even among his 
enemies, has a reputation for being “smart.” His pro- 
posals show that he either never deserved that reputa- 
tion or he is becoming senile. Perhap§S; however, he 
does have some idea of the consequences of what he 
proposes but does not believe his plans will be adopted 
and thinks he can pose as the would-be emancipator of 
the farmers while “Wall Street” and the “interests” tie 
his hands. He is, any way you take him, either a vicious 
demagogue or an extremely ignorant person. 


Another “progressive” railroad measure, fathered by 
Senator Brookhart, of Iowa, proposes that the market 
value of railroad securities be used to get the rate basis. 
Brookhart is at least original. We believe no one ever 
thought of this plan before. He enters it in the com- 
petition for the best plan to wreck the railroads and make 
it impossible for business to have adequate transporta- 
tion. We suppose there are farmers who think this a 
great scheme, but we wonder sometimes why it is that 
farmers are supposed to “fall for” the nonsensical 
schemes and bombastic oratory of the wild-eyed, loud- 
voiced demagogues in Congress. Farmers whom we 
know don’t all dress for dinner, perhaps, but they are 
about as wise as their city brothers. We suppose the 
answer is that they are as wise as their city brothers, 
but that most “city fellers,” like most farmers, listen 
open-mouthed to the wind-jamming of the men they 
elect to the Senate and think the noise must be music 
because it is uttered by the men whom they have hired 
to sing. In other words, few-people, either on the farm 
or off of it, think. It is off the unthinking kind that 
LaFollette, Brookhart, and their gang thrive. 

Senator Norris also has a clever plan for keeping 
rates down. He would have the government go into 
the railroad business far enough to set up competition 
for the privately-owned roads and then see’ what they 
would do about rates. Isn’t that a brilliant idea? 
Sometimes when we look at the men in the United 
States Senate we think a shipping clerk ought to be 
elected President of the world. 

Then Senator Gooding comes along with a resolu- 
tion providing for an investigation of railroad “propa- 
ganda,” or publicity. Of course, everything is “propa- 
ganda,” in the sense that the word acquired in the late 
war, if you don’t like the ideas behind it. But if an in- 
vestigation is needed of the things the railroads are 
doing to defend themselves, why should there not also 
be an investigation of the “propaganda” put out by mem- 
bers of Congress like LaFollette, Capper, Brookhart, 
Norris, Gooding, Magnus Johnson, and Shipstead? Of 
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course, Johnson and Shipstead are hardly in the class 
with the others. They are just ignorant men who may 
learn something if they try hard enough. The others 
really have been to school, though we doubt if they ever 
attended Sunday school. 


There is another railroad bill that also deserves 
attention. That is the consolidation measure offered by 
Senator Cummins. We beg his pardon for mentioning 
him in the same column with the others, for, though we 
do not like his bill, we have great respect for him as a 
constructive statesman who has the real interests of the 
country, at heart and who has a deep knowledge with 
respect to transportation. Those who agree with him 
may say that he is at least as likely to be right as we are, 
and that is true; at the same time we think he is wrong 
and we do not hesitate to say so. 


The consolidation provision in the present law calls 
for a plan, to be constructed by the Commission, for con- 
solidation of all the railroads into several groups or 
systems, the roads not being compelled to consolidate 
but being compelled, if they do consolidate, to do so in 
accordance with this plan. We have always believed 
this plan to be unwise. We have favored, instead—and 
in this we have been in agreement with the National 
Industrial Traffic League—of simply providing by law ™ 
that railroads might consolidate if they asked the Com- 
mission for permission and the Commission, after due 
hearing, saw no objection. This, in our opinion, would 
make possible all the benefits that might accrue from 
voluntary consolidation, naturally brought about, and 
avoid all the dangers of consolidation in accordance with 
any fixed plan, either voluntary or compulsory. 

But Senator Cummins goes farther even than the 
present law. He is an advocate of what is practically 
compulsory consolidation. He proposes to make the 
present plan effective for two years after the passage of 
his bill. Then he would provide for the appointment by 
the Commission of “consolidation committees” to take 
steps to stimulate voluntary consolidation. This total 
period of voluntary consolidation would continue for 
seven years after the enactment of the law. After that 
the Senator would virtually compel consolidation by 
empowering the Commission to adjust divisions as be- 
tween carriers in any “uncompleted system” so that the 
result as to net railway operating income would be the 
same for each carrier in that system as if all the carriers 
were actually consolidated in one system. There are also 
other provisions of a compulsory character. We have 
previously printed the bill in full. 

We do not believe that those who believe general 
consolidation of the railroads to be a cure for our trans- 
portation ills have considered the problem deeply enough. 
The hearings on the question have not brought out the 
truth, for the reason that there has been hesitancy among 
railroad executives to speak their unbiased minds. They 
have endeavored, rather, on the theory that there was to 
be or might be general consolidation, to make whatever 
showing seemed necessary to get the most favorable ad- 
justment for themselves. The arguments in favor of con- 
solidation have been widely proclaimed. There has been 
little said on the other side, but there is another- side. 
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We do not believe the interests of the shipping pub- | 


lic can best be served by a few large systems with the 
resulting lack of contact between shipper and the man 
with whom he does business, and we believe the difficul- 
ties of administration would also be greater than some 
would have us believe. The most important objection, 
however, to any kind of consolidation other than that 
naturally brought about with the consent of everybody 
concerned, is that it would be another step toward gov- 
ernment operation or ownership. It seems to us that we 
have gone far enough in our paternalism toward the rail- 
roads. Suppose the consolidation plan were adopted and 
it did not work? That is possible. Then what would 
be the next step? It would, logically, be government 
operation or ownership, It seems to us that the cure for 
the situation is in the other direction—a return to in- 
dividual enterprise and initiative, as far as may be con- 
sistent with necessary regulation and control, rather 
than a farther move toward paternalism. 





MOVES TO BE EXEMPTED 


The Trafic World Washington Bureau 


The Central of New Jersey, by Alexander H. Elder, its 
general solicitor, has formally moved for exemption from the 
Commission’s order in No. 11756, Bangor & Aroostook et al. vs. 
Aberdeen & Rockfish et al., commonly known as the New Eng- 
land divisions case. Broad grounds for the exemption are that 
the order, in the language of the Supreme Court of the United 
States in that case, “is believed to operate unjustly” in respect 
of the Central of New Jersey, that relatively speaking the con- 
dition of the New England carriers, since the compilation of 
statistics upon which the Commission based its order, has 
become much better, while that of the Central of New Jersey 
has become much worse; that the Central of New Jersey is 
just as much of a terminal line as the New England roads, its 
situation entitling it to relief for the reasons assigned by the 
Commission for extending relief to the New England carriers; 
and for the further reason that the Central of New Jersey, by 
reason of the fact that its divisions are arbitraries, has not 
yet received the benefit of the Commission’s decision in Ex 
Parte 74. 


The motion is based on the interpretation placed upon 
the Commission’s order that it “may properly be deemed a 
supplement to or modification of that entered in Ex Parte 74” 
and the further interpretation by the highest court that the 
order leaves the way “open to any carrier to apply to the Com- 
mission for modification of the order if it is believed to operate 
unjustly in any respect.” 


In his motion for exemption Mr. Elder said that even if 
the Central of New Jersey (as well as the New England car- 
riers) were to receive from the other carriers in the eastern 
group the full share to which they were respectively entitled of 
the revenue increase authorized by Ex Parte 74 and the prior 
rate increases on which that decision was predicated, yet the 
petitioner would still be entitled to complete exemption from 
the divisions order— 


(1) Because as shown by the uncontroverted evidence of rec- 
ord, it has the same terminal characteristics as the New England 
earriers, but in a more pronounced degree; and owing to these 
and other characteristics it has, in recent years, been subjected 
to greater relative increases in operating costs than roads enjoy- 
ing a longer average road haul, including the New England car- 
riers, although the bases of divisions it receives from such roads 
have not been increased. 

(2) Because the Central Railroad Company of New Jersey, 
being a direct connection of the New England carriers, inter- 
changes more traffic with them_than any of the other defendants, 
excepting the Pennsylvania, the New York Central and the Dela- 
ware & Hudson and, it is believed, has a larger proportion of its 
total freight revenue affected by the order than is true of any, 
except one, of the more than 600 other defendants. For this rea- 
son the order imposes a wholly disproportionate burden on your 
petitioner, while, in practical operation, it exempts many of the 
other defendants who benefit largely from the inclusion of the 
New England carriers in the eastern group. 

(3) Because, under compulsion of said order, the petitioner, 
in addition to the liberal divisions it previously accorded to the 
New England lines, has, during each month since March, 1922, paid 
to them large sums of money in the form of increases in divisions. 
although, during 1922 and 1923 said New England carriers have 
individually shown a great and progressive improvement in their 
financial condition, while your petitioner, in striking contrast 
with its pre-war condition, for the year 1922 had a net income 
after payment of taxes and fixed charges of only $2,613.76 and 
for the year 1923 it earned but a small part of its dividend re- 
ceements and fell far short of a fair return on the property in- 
vestment. 





Vol. XXXIII, No. 6 


Hearings were held on the suggestions of the western, 
southern and trunk line carriers as to modifications of the 
order the first three days of the week. The New England car- 
riers started the modification proceedings by suggesting that 
all the traffic to and from New England, regardless of where 
originating, should contribute to the increase of 15 per cent in 
divisions. They called attention to the fact that the trans- 
Canada traffic via the Michigan Central was not contributing, 
although the roads looping through Canada, other than the 
Michigan Central, had voluntarily contributed, though not cov- 
ered by the order; that connections west of the Hudson had 
refused to contribute anything on traffic sent to the Bangor & 
Aroostook, which was exempted from the order, which other 
New England roads carried as intermediate carriers, and had 
in other ways interpreted the order so that the New England 
petitioners were not receiving the benefit the Commission in- 
tended them to receive. 

Witnesses for the different groups were: L. E. Wettling, 
D. S. Brigham and J. W. Rimmer for the Boston & Maine; 
George H. Eaton, Maine Central; F. C. Stafford, the Rutland 
Railroad; L. B. Landon, G. M. Wood and F. E. Kenney, New 
Haven; Assistant General Freight Agent Dempsey, Central of 
Vermont; F. M. Snyder, auditor of freight revenue, Central of 
New Jersey; Assistant Freight Traffic Manager Dana of the 
Atchison, Topeka & Santa Fe. 

Plans for completing the hearing in regard to contentions 
for the modification of the Commission’s order in the New 
England Divisions Case begun February 4 in three days had 
to be changed on account of the funeral of Woodrow Wilson, 
to the extent of continuing the examination of the witnesses 
to the following day. 


W. S. Kallman of the New York Central, and Robert C. 
Wright of the Pennsylvania, were examined at length on the 
question of increases in arbitraries to short and terminal lines 
by Mr. Choate representing the New England carriers and Mr. 
Elder representing the Central of New Jersey. They directed 
the attention of the witnesses to instructions from the Railroad 
Administration after General Order No. 28, which seemed to 
require the traffic committees to check in increases in arbi- 
traries for the benefit of short and terminal lines. The wit- 
nesses could not agree with the construction placed on the in- 
structions by the attorneys for the terminal lines. Messrs. 
Choate and Elder tried to induce the witnesses to admit that 
in no instance had the arbitraries of the lines they represented 
been increased. 


MILEAGE BOOK ORDER 


The Trafic World Washington Bureau 


The Commission has set aside its order in the interchange- 
able mileage book case but reopening of it cannot be ordered 
until answers of the railroads to the petition of the traveling 
salesmen for such reopening have been given, or, if no answers 
are given, until time for them has expired. The setting aside 
of the order was announced February 8. 


The National Council of Traveling Salesmen’s Associations 
has asked for rehearing in the case. After reciting all the 
facts about the enactment of the legislation, the inquiry by the 
Commission, its order and the court proceedings, the applica- 
tion for rehearing sums up as follows: 


Your petitioner avers that accordingly further hearings should 
be held and that at such hearings there can be presented and pro- 
duced to the Interstate Commerce Commission evidence of the earnings 
and return on invested capital of the carriers by rail subject to the in- 
terstate commerce act, evidence of the effect of general and special re- 
ductions in fare in the past and those now in operation, of the advan- 
tages to the carriers from the use of the money received in advance 
from the sale of the proposed scrip coupon ticket, of the effect on travel 
and the prevention and limitation of travel by the present levels of 
fare, of the experience of the traveling public regarding the various 
levels of fare, of the conditions and circumstances of the business 
and commercial world and the situation of the traveling public in 
general affecting and involved in the question of reductions in_ fare. 
especially as related io distance traveled within limited periods, of 
the stimulation of travel to be brought about and the relation thereof 
to any reduction in revenue from a reduction in fare, of the application 
of the wholesale principle in all branches of industry and of other 
matters pertinent to said investigation under the act of August 18, 
1922, and such other data. as may be required or deemed appropriate 
by the Interstate Commerce Commission, all of which, as your peti- 
tioner verily believes, will be of such a nature as to constitute suf- 
ficient evidence for the making by the Interstate Commerce Commis- 
sion on independent grounds of an order directing the carriers to 
issue and maintain for sale a nontransferable, interchangeable scrip 
coupon ticket at a reduced rate. 





NEW OKLAHOMA LINE 


The Beaver, Meade & Englewood Railroad Company has 
been authorized by the Commission to extend its line from Forgan 
to Hooker, Okla., a distance of 39.2 miles, and to retain excess 
earnings therefrom under section 15-a of the interstate com- 
merce act. The Commission said the chief purpose of the ex 
tension was to serve a large territory between existing rail- 
roads. Objections to the granting of the application were filed 
by the Kansas & Oklahoma Railway Company, but no appear- 
ance was made at the hearing in support of the objections. 


Oo 


Teese oOmmrds wo orasconprrbdate dsb ws O ews Reb 


eS 


he 
1es 
Mr. 
ted 
vad 


tbi- 
vit- 

in- 
SIs. 
hat 
ted 


ers to 
. scrip 


y has 
rorgan 
excess 
» com- 
he ex: 
g rail- 
e filed 
uppear- 
ctions. 





February 9, 1924 





‘Current Topics | 


in Washington 


Practical Law or Influence?—Any one so desiring could easily 
moralize at great length on the further revelations of E. L 
Doheny, the oil millionaire, who told about the fees and salaries 
received from him by four members of the Wilson cabinet— 
McAdoo, Lane, Gregory, and Garrison—after they had quit the 
cabinet. One of the outstanding facts everybody recognized 
was that there was nothing illegal in anything they did. 
Franklin K. Lane told all those interested and some who were 
not that he had gone out to work for the Doheny interests. 
He was assistant to the President of the chief Doheny com- 
pany. The size of his salary, $50,000 a year, surprised those 
who were interested. The $2,000 fee received by Mr. Gregory, 
Attorney-General under Mr. Wilson, appeared so modest that 
hardly anyone gave it a second thought. Any kind of service 
from a former member of the cabinet and especially a former 
Attorney-General, well informed men conceded, could not be 
overpaid by such a fee. Therefore, no one has regarded it 
with suspicion. The wonder has been that Mr. Gregory ren- 
dered any service for so small a fee because, as a rule, former 
attorneys-general are regarded as being worth more than that. 
Of course, a number of oil companies each pair a part and 
the fee, as such things go, was respectable. But William G. 
McAdoo, who for five years, according to Doheny, each year 
received $25,000 for representing the Doheny interests, first in 
Washington and then on the Pacific coast, created a crop of 
interrogation points. So far as known, he never appeared be- 
fore the Railroad Administration, the Interstate Commerce 
Commission, at the White House, in a court, before any com- 
mittee of Congress, nor yet made any trips to the state depart- 
ment. He made a trip to Mexico for a purpose not avowed. 
There was great wonder what he did or could do for the Doheny 
interest. The late Philander C. Knox, one of the keen minds 
of this generation, once referred to a man as practicing in- 
fluence, as distinguished from practicing law. Knox had a 
mind that could sum up a thing in a few words. Once a fellow 
senator asked him, as a lawyer, to say whether something he 
had propounded was not good law. Without batting an eyelid, 
Knox told his colleague that he was not practicing law at 
that time but discussing a matter of policy that had to do with 
the enactment of legislation and that that was what he was 
being paid for. Knox did not appear to have a high opinion of 
men who had been in public life and then took employment 
that did not have obvious work attached thereto. Perhaps that 
was because Knox made a comfortable fortune out of the prac- 
tice of law before he went into public life as Attorney-General. 
At any rate, he never seemed to work as Attorney-General with 
an eye to getting employment after giving up office. His 
Northern Securities and Trans-Missouri grain cases, in those 
days before it was deemed possible for a lawyer ever to be 
attorney for a railroad and then. for a shipper, were not cal- 
culated to give him popularity among the railroads. Nowa- 
days, however, they ‘might bring future employment because 
the railroads have learned that a man who can whip them in a 
fight in some other case, may whip their opponents. Some of 
the self-dubbed progressives did not think much of Knox, who 
made no pretense of progressiveism but had a contempt for 
the practitioners of influence. 





Lake Lines Divorce.—La Crosse Red Wing, and other cities 
in Wisconsin that have just lost the case they brought before 
the Commission with a view to having restored to them the 
low rail-lake-and-rail rates they had before the Commission 
divorced the lake lines from their trunk line owners, it is be- 
lieved, might profitably go into retirement for two or three 
hours to mull over the proposition of their senior senator, 
which, in effect, is to make Congress superior instead of merely 
equal to the Supreme Court of the United States. Congress 
enacted the Panama Canal part of the act under which the 
Commission issued its decree of divorce. It did not act directly 
on the proposition of divorcing the rail and water lines. It 
deputed discretion in that matter to the Commission. The 
latter acted after much thought and all the information it could 
obtain. There was nothing hasty about it. Making haste 
Slowly seems to have been an obsession among the makers of 
the Constitution. To the end that there would be no speed in 
governmental matters that might seriously affect the interests 
of citizens, they provided about as slow-moving machinery as 
they could. No furnace ever had more baffle plates than there 


are in the American scheme of government.. And yet it appears, 


every now and then, that even as carefully moving a body as the 
Commission can not avoid making decisions that, in their effect, 
have more of evi) than good in them. If the LaFollette idea 
of having Congress the supreme body were in effect now, it is 
suggested, this would be a time for all men to be shivering. 


. 
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The English, it is true, always have had, since kings have had 
real ministries, a “responsible” form of government. The United 
States never have had that form of government and the average 
American has not that immutable law of the Englishman, “it is 
not done,” to check him. It is suggested that “it is not done” 
is the real English constitution, more than the great character 
and the great statutes that have endured for centuries. The 
thought is that La Crosse and the other losers in the recent 
case should take LaFollette into retreat with them to study the 
beauties of making haste slowly and the good things that flow 
from keeping the American idea of three equal branches of the 
government intact, lest the small hurt such as came to La Crosse, 
even when the Commission did not go into the divorce with 
a hop, skip and jump, be converted into a nation-wide hurt. 





The Fourth Section—That the intermediate country is not 
satisfied with what has been accomplished by the enforcement 
of the fourth section seems clear. That the railroads traversing 
the northern part of the intermediate country, especially the 
northern transcontinental lines, are equally sour, is also be- 
lieved to be reasonably certain. The Pacific Coast seems to be 
doing business and not bothering about the fourth section. 
Portland and San Francisco seem to care no more about the 
fourth section than a Chinaman about the queue the Manchus 
once made him wear. The northern transcontinental lines be- 
lieve they are losing business that they should be allowed to 
take because they are not permitted to make rates to the termi- 
nals, without flattening them at intermediate points, low enough 
to keep the traffic from the country traversed by the rails mov- 
ing down the Mississippi Valley and thence west via water to 
the Pacific Coast ports, whence it is being hauled into the in- 
terior in competition with all-rail traffic coming to the interior 
cities for distribution westward in competition with the coast 
cities. The coast seems to be prosperous, while, according to 
every line that comes to Washington, the intermediate country 
is gasping for financial breath. Some in the intermediate coun- 
try, it is said, are inclined to think that abolition of rates to 
the terminals, made on a competitive basis, has not done as 
much for them as had been preached to them. The intermediate 
country and its northern transcontinental lines are not pros- 
perous. The implication is strong that, unless the northern 
lines soon get some traffic, they will not be able to carry to the 
intermediate territory except at much higher rates. What the 
jobbers at. intermediate points could do with goods that would 
have to pay higher freight rates has not yet been suggested. 
A rigid fourth section is in effect in that country, except that 
the rates, in some parts, are blanketed over considerable areas, 
and yet there is little if any prosperity, if what the people 
themselves say about their own country is accurate. 





Farm Bloc Wants Helf—The senatorial farm bloc feels the 
need of help from home. It has called on the farmers to hold 
meetings not later than February 9 for the formulation of 
resolutions or letters setting forth what they really want. In 
a statement signed by the LaFollette party in the Senate, the 
declaration was made that there was a vast amount of propa- 
ganda for some of the bills intended for the good of the far- 
mers but that “comparatively little interest has been shown by 
actual farmers themselves. Some members of the committee 
on agriculture have wondered why.’ The party declared that 
its signers believed the Norris-Sinclair bill would meet the sit- 
uation, “help the farmers and reduce the cost of living for 
everybody and the opinion of the farmers in regard to this 
is asked.” Continuing, the statement said: “Is the situation 
serious enough and the question of legislation of enough im- 
portance be warrant the farmers taking a day off and getting 
together to talk the question over? We believe it is. Con- 
gress wants to know what the farmers really think. We urge 
that meetings be held by farmers in each precinct not later than 
Saturday, February 9. If you are interested, get together, adopt 
resolutions, sign petitions, and send them to Washington as 
soon as possible.” Some folks in Washington inferred from 
what some of the LaFollette party senators said when they 
came here that they spoke ex cathedra in all matters pertain- 
ing to the farmers at all times. Therefore, the call for help in 
the form of information was a bit surprising. 





Pitiless Publicity Might Help—Every governmental agency 
in Washington at one time or another, except the Commission, 
has had a scandal or a near-scandal because it~has conducted 
public business as if it were none of the public’s business. 
The Shipping Board has been investigated so often, because of 
its secretive way of trying to do business, that there is no thrill 
in an announcement that another is to be begun. A war cor- 
respondent interested in the lignite rate controversy who came 
here while it was acute acted as if he thought he could start 
something of a fire in the neighborhood of the Commission. He 
came prepared with flaming pieces for the newspapers, but he 
did not go far. Any one who cared to inquire at the Commis- 
sion found that, for the asking, he could get every scrap of, 
paper on the subject in the files of the Commission; also there 
were a good many scraps in those files. That brought cold 
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feet. There could be no scandal in a case in which every paper 
on the subject could be had for the asking, with none to say 
such and such a thing might not be copied. Before some of 
those who thought there might be something in the case could 
become “het up” on the subject the Commission suspended the 
rates and proceeded about the routine for a hearing on the 
subject. It is believed that if Secretary Denby had followed 
such a course in respect of the leases of naval reserves in 
California and Wyoming, even if there were military secrets 
in connection with the matter, there could have been no such 
riot as has taken place in the Teapot Dome matter. for more 
than a year. The chances are that London and Tokio knew 
all about the plans to create an immense oil shortage station 
at Pearl Harbor, which plans were adopted while there was a 
question as to whether the two of them, owing to the Anglo- 
Japanese alliance, would come into a military collision with the 
United States on account of the attitude taken by Japan in the 
questions at issue between her and the United States. There- 
fore, there was no military secret to be guarded. Fall’s sup- 
posed misdemeanor or crime, if it be either, it has been sug- 
gested, when discovered, would not have been so much of a hid- 
den mine as it was—threatening political annihilation for one 
party—until it was discovered that men of the other party also 
got considerable money out of oil. Now oil does not look as 
good political thunder as it did before the later testimony of 
Mr. Doheny. 





Commission Does Earn Its Wage—In the three weeks ended 
with February 2, the Commission promulgated reports and or- 
ders in 130 formal docket cases and put out twenty-six reports 
proposed by its examiners. In the week ended February 2 it 
released a total of 72 reports and 16 proposed reports. No court 
or administrative body endowed with quasi-judicial functions, 
it is believed, ever approached the mark set in that week. On 
one day in that week of 72 reports and 16 proposed reports, fif- 
teen formal docket reports and orders and eight proposed reports 
were placed before the public. No particular reason appeared 
for the emission of so many reports on one day, although the 
dates of decision, when compared with the date of promulga- 
tion, suggested that the government printing office had been 
under compulsion to put ahead of reports of the Commission 
reports of doings in Congress. That, however, may not have 
been the controlling fact that caused the accumulation of work 
to place before litigants on one day. The government print- 
ing office, while probably the largest institution of its kind in 
the world, at times is not able to keep pace with the flow of 
rhetorical lava from the craters known as the House and the 
Senate. Inasmuch as this is the year the sovereign voters 
choose their chief servant the lava flow is in great volume. 
The so-called sovereign voters, therefore, must have their busi- 
ness delayed while their minor sewants yowl about how good 
they have been and how bad the others are. A. E. H. 


RATES ON SHEEP AND LAMBS 


An attack on the rates on sheep and lambs in double-decked 
cars from Montreal and Quebec to Sommerville, a suburb of 
Boston, and New York City, was made in the hearing on I. & 
S. No. 15180 before Examiner Butler, at Chicago, February 2. 
The protest, filed by Swift & Company against the Canadian 
carriers originating the traffic, alleges that the rates should 
not exceed 41.5 cents to New York and 44 cents to Sommerville, 
with a minimum weight of 18,000 instead of the present mini- 
mum of 22,000 pounds. A similar protest was filed in Sub No. 
1 by Armour & Company, and was heard at the same time. 

In defense of the present rates, Ira H. Hubbel, assistant 
freight traffic manager for the New York Central Lines, Hast, 
told the history of the current rate adjustment and indicated 
the manner in which the rates were arrived at. He said the 
movement was light and spasmodic as well, which brought 
difficulties in handling it in the expedited manner necessary. 
He also said there twas no possible return loading and that it 
had been several years since the New York Central Lines had 
handled such traffic into Boston from Canadian destinations. 
The rate asked for from Montreal, he said, was lower than the 
rate currently in effect on the same commodity from points 
intermediate and within the United States. 


W. G. Story, general freight agent for the Delaware and 
Hudson, defended the present rates and compared them with 
the rates from intermediate and less distant points to show 
their reasonableness. He went into the matter of divisions and 
said the present rates yielded low returns and that, if the pro- 
posed cuts were made, his road would get but $50 a car while 
it received $100 a car for moving the traffic, when it originated 
it at the points near the Canadian border, where the through 


traffic was turned over to it. He said the movement was light - 


and spasmodic, and that return loadings were not available. 
E. W. Abbott, general freight agent of the Boston & Maine, 
adopted the testimony of previous witnesses, stating that condi- 
tions were similar on his road. 
W. C. Watson, of the transportation department of Swift & 
Company, compared the proposed rates with those from mid- 
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western points to the east to-show that the proposals were in 
line and reasonable. He also attacked the minimum weight 
now in effect of 22,000 pounds, attempting to show that it was 
impossible to load that weight and that the proposal of 18,000 
pounds was reasonable and in line with other rates. Witnesses 
for the carriers had said that the minimum of 22,000 pounds 
was fixed by the Canadian carriers who originated the traffic. 

He was followed by G. A. Stowitz, a buyer for Swift & Com- 
pany, who added his testimony on the impossibility of loading 
to the present minimum. He said that Canadian: sheep, due 
to the long haul and other conditions, could not be loaded as 
heavily as other sheep. 

W. W.. Manker testified for Armour & Company, adopting 
the greater part of the testimony of the Swift witnesses and 
attacking the impracticability of the present minimum weights. 


REPARATION ON SCRAP IRON 


Reparation on 125 carloads of scrap iron moving from 
Penniman, Va., to Vandergrift, Chester, and Latrobe, Pa., and 
Massillion, Ohio, between March 1, 1920, and January 31, 1921, 
is sought in Docket 15304, heard before Examiner Butler, at 
Chicago, February 7. The complaint filed by Briggs and Turivas 
against the Chesapeake & Ohio, the originating carrier, seeks 
reparations in the amount of about $2,000, the difference between 
the sixth class rates charged and commodity rates subsequently 
established. 

The testimony of the complainant by John J. Low, man- 
ager of the freight rate department of the company, was to the 
effect that before the shipments were made the carrier told 
the shipper verbally that there were commodity rates ap- 
plicable, which, it was said, were lower than the sixth class 
basis under which scrap iron moves when no commodity rates 
are available. The shipments consisted of several hundred 
carloads of government shells which were converted into scrap 
and the testimony of the complainant was that several different 
rates were paid. It was stated, however, that the carrier re- 
funded on all of the movement, except the 125 cars covered 
by the complaint, so that actual payment on all other cars had 
been on the basis of the commodity rate later established. 

It was said that these cars were some on which the first 
charge had been made on the basis of fourth class, to cover 
projectiles, and that, subsequently, the carrier had refunded 
to the basis of the commodity rates but had billed them for the 
difference between the sixth class and commodity rates, so 
that the final charge had been that of the sixth class rate. 

The complainants also testified that they had gone before 
the Commission and obtained a ruling to the effect that the 
material shipped was scrap steel and not projectiles. Mr. Low 
also made comparisons of the rates which he contended. should 
have been charged and the rates for other movements of. this 
material from other points to the same destinations. His com- 
parison of the car-mile earnings was to the effect that the com- 
modity rate, which he maintained should have been applied, 
was better than earnings on other rates and better than the 
average car-mile earnings. 

J. A. Barthel, accountant for the complainant, testified as 
to the payment and bearing of the charges: He said the ma- 
terial had been bought from the government and that it had 
been consigned on his company’s orders’ by the government to 
the firms to which it was sold by the complainant. The re- 
sult was, he said, that while, on the freight bills, the complain- 
ant did. not appear as either consignee or consignor, it had 
nevertheless, paid and borne all freight charges and the car- 
riers had recognized this in making refunds on other ship- 
ments. 

The testimony of the carriers was given by H. G. Fitz- 
patrick, commerce agent for the C. & O. He said the com- 
modity rate had been established before the shipments in ques- 
tion had been made and that the sixth class rates, as charged, 
were reasonable at the time the movements took place. He 
made comparisons of them with the rates between Chicago and 
New York points and between other points.. Some of his com- 
parisons were attacked by the complainant in cross examination 
as not being fair because they were made with rates between 
districts where, he said, there was no movement of scrap. 


CHANGES IN DOCKET 


Argument in No. 11975, Montrose Oil Refining Company, 
Inc., vs. St. L.-S. F. Ry. et al., assigned for February 6, at 
Washington, D. C.. was reassigned for February 8. 

Argument in No. 10420, Donner Steel Company, Inc., vs. D. 
L. & W. R. R., Director-General, et al., and No. 11703, In the mat- 
ter of intrastate rates within the state of Illinois, assigned for 
eee 6, at Washington, D. C., was reassigned for Febru- 
ary 9. 
I, and S, 2024, petroleum oil and its products from Kansas, 
Mo., and Okla., to Bellville, Ill., was set for hearing Feb. 8, at 
Tulsa, Okla. 

Hearing in I. and S. No. 2024, petroleum oil and its prod- 
ucts from Kansas, Missouri and Oklahoma to Belleville, III. 
assigned for February 8, at Tulsa, Okla., before Examiner 
Howell, was postponed to a date to be hereafter fixed. 
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RATES ON LIME 


Establishment of rates on lime from Dolomite, Utah, to 
points on the Oregon Short Line in Idaho, Montana, and Oregon, 
in accordance with a scale of distance rates, not later than 
April 26, has been ordered in No. 13305, Utah Lime & Stone Com- 
pany vs. Atchison, Topeka & Santa Fe et al. Existing rates wese 
condemned as unreasonable. The scale and the effective date 
of the revised rates are the same as prescribed for plaster in 
the Nephi Plaster & Manufacturing Company case, decided th 
day before the lime case. The Commission also prescribed rates 
on the Union Pacific in Wyoming and on the Denver & Rio 
Grande Western in Colorado in specific amounts. All are to have 
a minimum of sixty thousand. 

The Commission’s decision, opinion No. 9144, 87 I. C. C. 
170-80, on account of references to the earlier case of Nephi 
Plaster & Manufacturing Co. vs. Denver & Rio Grande Western 
et al., 87 I. C. C. 159, and the fact that the same scale for 
making rates on lime was prescribed in the instant case, may 
be regarded as a supplement to the earlier one. The scale and 
the minimum are the same, and the rates to Portland and 
other Pacific coast points are to be held as maximum at inter- 
mediate points. 

An additional feature, however, is the prescription of spe- 
cific rates to points in Colorado and Wyoming west of Colorado 
common points, based on a finding of unreasonableness. The 
specific rates, in connection with a minimum of 60,000 pounds, 
are as follows: 
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PLASTER RATE REVISION 


Establishment of new rates on plaster, from Gypsum, Utah, 
to destinations on the Union Pacific and Oregon Short Line in 
Idaho, Oregon and Montana, via Nephi, Utah; and from Lime and 
Gypsum, Oregon, to points on those lines in the states men- 
tioned from Laramie, Wyo., to points in Idaho, Oregon, Montana 
and Utah, not later than April 26, has been ordered in No. 13337, 
Nephi Plaster & Manufacturing Company vs. Denver & Rio 
Grande et al., opinion No. 9143, 87 I. C. C. 159-69. Division 3 
found the rates on plaster from Gypsum and from the Oregon 
points mentioned unreasonable and unduly prejudicial to the 
extent they exceeded rates made by the use of a scale prescribed 
in the order and hereinafter set forth. 

A further finding was that the failure of the defendants to 
establish rates and tariff rules permitting the mixing of lime and 
plaster from Gypsum, Utah, and loading-in-transit privileges sim- 
ilar to those enjoyed by producers at Gypsum, Lime and other 
producing points in region was not unreasonable but unduly 
prejudicial. The order requires the removal of the undue pre- 
judice not later than the day appointed for the establishment 
of the rates in conformity with the mileage scale. 

The complainant asked for the establishment of rates from 
the three groups of origin, and particularly from Gypsum, Utah, 
via Nephi, to points on the Union Pacific and Oregon Short Line. 
It suggested a distance scale from the two Gypsums and from 
Laramie, the report said, with a holding of the present rates to 
Portland as maxima. It preferred, the report said, the Kansas 
plaster scale, but did not insist upon its adoption as a unit. 

Objection was made by the railroads and intervening plaster 

and cement interests. The latter intervened in behalf of the 
existing adjustment. Intrastate rates in Utah and Wyoming were 
considered in so far as those in Utah related to the allegation 
of undue preference or prejudice between persons or localities in 
intrastate commerce on the one hand and interstate commerce 
on the other and insofar, in Wyoming, as it was alleged they 
constituted a discrimination against interstate commerce, under 
the thirteenth section. 
__ Defendants’ and interveners’ principal objection to the estab- 
lishment of distance rates, the report said, was based upon the 
Sparsity of population and general lack of development in the 
territory involved. One witness for the interveners, the Com- 
Mission said, urged that such an adjustment would result in 
restricting the movement of traffic to relatively short hauls, 
thereby decreasing the revenues of the carriers. The report 
Said there were plaster plants in practically all the states com- 
prising intermountain territory. It said that in view of the many 
and widely scattered producing points extremely long hauls of 
this low grade traffic could not reasonably be expected. 


The report said the carriers admitted the loading-in-transit 
privilege to Oregon producers and its denial to the complainant 
constituted undue prejudice against the latter. It said they were 
opposed to any extension of the privilege and proposed to 
remedy the situation by withdrawing it at Gypsum and Lime, Ore. 

The condemned rates are to be displaced by rates made in 
conformity with the following scale, on a 60,000 pound minimum, 
with rates to Portland as maxima: 


Rates. Rates. 

Distances. Cents. Distances. Cents. 

10 miles and less............ 10 325 miles and over 300....... 25 
20 miles and over 10........ 11 350 miles and over 325....... 26 
30 miles and over 20........ 12 375 miles and over 350...... » 37 
45 miles and over 30........ 13 400 miles and over 375....... 28 
60 miles and over 45........ 14 425 miles and over 400....... 29 
80 miles and over 60........ 15 450 miles and over 425....... 30 
100 miles and over 80........ 16 500 miles and over 450....... 31 
125 miles and over 100........ 17 550 miles and over 500....... 32 
150 miles and over 125........ 18 600 miles and over 550....... 33 
175 miles and over 150........ 19 650 miles and over 600....... 34 
200 miles and over 175........ 20 700 miles and over 650....... 35 
225 miles and over 200........ 21 750 miles and over 700....... 36 
250 miles and over 225........ 22 800 miles and over 750....... 37 
275 miles and over 250........ 23 850 miles and over 800....... 38 
300 miles and over 275........ 24 900 miles and over 850....... 39 


BEDDING RULE STANDS 


In a report on further argument, written by Commissioner 
Lewis, on No. 13107, National Live Stock Exchange vs. Atchison, 
Topeka & Santa Fe et al, opinion No. 9142, 87 I. C. C. 157-8, the 
Commission affirmed the original report 80 L C. C. 747, finding 
the rules and charges of the carriers governing the bedding of 
livestock cars were not unreasonable. except upon railroads which 
had included the cost of the bedding service in their transporta- 
tion rates. 

A declaration that the duty of bedding livestock rested upon 
the carriers, Mr. Lewis said it developed on further argument, 
was the chief objection they had to the finding in the original 
report. He said the inference seemed to be that the case might 
have been decided without an expression of opinion upon that 
question. He said the defendants’ counsel said that if the re- 
port had not contained statements about the duty of the car- 
oe a petition for reargument probably would not have been 

ed. 

Commissioner Lewis said the defendants conceded it was 
the common law duty, in some states to provide the bedding so 
as to give the animals a firm footing, but that that was not neces- 
sarily the law in other states. The carriers cited McDaniel vs. 
Chicago etc. 24 Iowa, 412, to indicate a diversity of authority on 
that point, but Mr. Lewis said the Commission did not see that 
the Iowa decision supported the position of the carriers. The 
Commission cited Western Union Telegraph Co. vs. Call Pub- 
lishing Company, 181 U. S. 92, as to the applicability of the 
common law to interstate commerce. Mr. Lewis said it did not 
seem necessary to discuss that phase of the case any further 
for aside from the question of common law liability the record 
established that some of the principal roads in western territory, 
where the bulk of the livestock movement originated, for years 
had furnished the bedding and had cited, among other things, 
the cost of such service, both before the courts and the Com- 
mission, in attempting to justify the reasonableness of their live- 
stock rates. Furthermore, the report said, it did not appear prac- 
ticable for the shippers in that territory to furnish the bedding. 
It said the rule attacked by the complainant did not state whether 
the bedding was to be furnished by the carrier or the shipper. 

The commission clarified its former finding, as to the stope 
of its applicability, because certain roads with lines from Mis- 
souri river, but not west thereof had construed the finding as 
not applying to them because of the use of the descriptive 
phrase “west of the Missouri” had included the cost of bed- 
ding in their rates. The Commission said that that construction 
was obviously too narrow. It said its findings embraced any and 
all western lines which had included the cost of bedding in their 
transportation rate. To make its finding definite and certain 
it said they were hereby found to embrace all lines which in- 
clude the cost of bedding in their transportation rates. 


ICE FINDINGS AFFIRMED 


Attempts by the Director-General to have the Commission 
overturn its findings that rates on ice for unusually long hauls 
made necessary by the mild winter of 1919 were unreasonable 
and that reparation was due, have resulted in an affirmation 
by the Commission of its original position. Commissioners Hall, 
Esch and Lewis dissented and Mr. Hall wrote at length setting 
forth why he thought the cases should be dismissed. 

Affirmation of the original report was made in a report on 
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No. 12062, Wilson & Company, Inc., vs. Director-General, opinion 
No. 9116, 87 I. C. C. 81-5. That, however, was not the case in 
which the affirmation was given. The former report that was 
upheld was in Swift & Company vs. Director-General, 62 I. C. 
C. 618. 

The report in which the affirmation was made also covered 
No, 11467, Swift & Company vs. Director-General; No. 11540, 
Armour & Company vs. Same; No. 11642, Cudahy Packing Com- 
pany vs. Same; No, 11521, Swift & Company vs. Same, and No. — 
11499, Consumers’ Ice Company vs. Same. In those cases the 
Commission found unreasonable rates on ice from Shell Lake, 
Wis., to Blue Island, Ill. There were 60 carloads of ice involved 
in the leading case. They moved in March, 1919. After their 
movement the Director-General reduced the rate from 16.5 cents, 
including absorption of the switching charge at Chicago, to 12.5 
cents, without absorption. The Commission held the rate of 16.5 
cents unreasonable to the extent it exceeded the 12.5 cents, plus 
switching. 

In his dissent Mr. Hall said “the majority not only affirm a 
previous report, but in No. 12062 find a new instance of violation 
of the act for which the United States should pay damages to 
a packer.” After setting forth the facts that usually ice was 
drawn from near-by points, that the complainants had not been 
accustomed to shipping from the more distant ones, that the per 
car-mile and ton-miles were 28.5 cents and 8.3 mills, he said the 
majority found all the rates not only on the shipment of 60 car- 
loads, but upon 2,350 carloads as well, unreasonable irrespective 
of earnings and awarded reparation to the basis of the emerg- 
ency rates put in by the Director-General, yielding ton-miles as 
low as 5.63 mills: -He said that in the circumstances rates yield- 
ing such low earnings were not subject to the sweeping and in- 
discriminate finding of unreasonableness made by the majority. 
And if they were, he said, the emergency scale made by the Di- 
rector-General was not the proper measure of reasonable maxi- 
imum rates. 


CORPORATE IDENTITY CASE 


The Commission has dismissed No. 14108, Sales Department 
Gillican-Chipley Company, Inc., vs. Director-General and Gulf & 
Northern, and Sub No. 1, Same vs. Director General and Ange- 


lina & Neches River Railroad Company, opinion No. 9070, 85 . 


I. C. C., 702-4, on the broad ground that the complainant was 
not a party to the transportation and that the motion to substi- 
tute, made at the hearing, coming as it did after the expiration 
of the period of law allowed for the bringing of complaints, was 
too late. 

Complaints alleging the rates charged on rosin, in carloads, 
from Wiergate and Chireno, Texas, to Galveston, on shipments 
made in 1919, were unreasonable, were filed by the sales depart- 
ment, an incorporated organization of the Gillican-Chipley Com- 
pany. The Commission said the business of the incorporated 
sales department consisted of obtaining contracts of sales for 
the products of the Gillican-Chipley Company and its subsid- 
aries. The incorporated department, the report of the Commis- 
sion said, negotiated the sale, in 1919, of 22 carloads of rosin to 
Lever Brothers, Liverpool. The sales department prayed for 
reparation in its own name. Informal complaints were filed 
in January, 1921. 

Of the shipments, sixteen originated at Wiergate and six at 
Chireno, They were sent to Galveston, billed at a rate of 15.5 
cents. Later it -was discovered that no commodity rates for 
export applied. Undercharges were collected at the class C 
rate of 34 cents from Wiergate and 35.5 cents from Chireno. 
On the last day of federal control proportional commodity rates 
of 15.5 cents from Wiergate and 16.5 cents from Chireno were 
made effective. The complainant asked for reparation to the 
basis of 17 cents, “apparently,” said the Commission, “upon the 
assumption that this was the rate established for export on 
February 29, 1920.” 

Contemporaneously, the Commisison said, there was an 
intrastate rate of 15.5 cents blanketed from the producing points 
to Galveston. The Commission also called attention to equally 
low rates in Louisiana. 

“From these comparisons,” said the Commission, “it is ap- 
parent that the class rates charged were unreasonable. In fact, 
no evidence was submitted by defendants in support of the 
reasonableness of the rates assailed. Their defense is that 
reparation must be denied because the necessary parties com- 
plainant are not before us; and that the motion to amend by 
adding such parties to the complaint, made by complainant’s 
counsel at the hearing, came too late.” Discussing the law and 
announcing its finding, the Commission said: 


As previously stated, complainant is an incorporated department 
of the Gillican-Chipley Company. The fact that its capital stock is 
owned by the latter company is immaterial. In law it is a separate 
entity, and must be so considered. The bills of lading are not before 
us, but the aaent bills show that the shipments were made in the 
name of the Gillican-Chipley Company or the Western Naval Stores 
Company. The last-named company is controlled by the Gillican- 
Chipley Company through 50 per cent stock ownership. Witness 
for complainant concedes that the title to the property at the time 
of shipment rested in these companies. The freight bills were paid 
by the Gillican-Chipley Company, which charged the amounts 
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thereof to the account of the Western Naval Stores Company.. The 
ae of the shipments were J. H. W. Steele Company, for 
warding agents at Galveston. Thus, the evidence establishes that 
complainant was not a party to the transportation records, had no 
contractual relations with the defendants, had no interest in the 
goods, and suffered no damages. But it is urged complainant was 
an agent of the Gillican-Chipley Company and by reason of-the 
interrelationship of the companies'was also an agent for the Western 
Naval Stores Company; and, as agent, was entitled to bring this 
complaint. Even conceding argumentatively that complainant was 
an agent of the Western Naval Stores Company the evidence shows 
that this agency was a limited one, and related only to the making 
of contracts of sale. No power of attorney or other competent evi- 
dence was submitted to establish as a fact that complainant had 
authority to file complaints for the Gillican-Chipley Company or 
the Western Naval Stores Company, and such authority can not 
be inferred. The case presents facts somewhat analogous to those 
considered by us in American Agricultural Chemical Co. vs. Director 
a par ag a C., 650, and Gulf Refining Co. vs. Director General, 


At the hearing, December 5, 1922, motion was made to amend the 
complaints by adding the name of the Western Naval Stores Com- 
pany as a party complainant. In support of this motion counsel cites 
Mo. Kans. Tex. Ry. vs. Wulff, 226 U. S., 570. The case cited is not in 
point for it is to be observed that the action therein was brought 
by the proper party complainant but in her wrong capacity, and 
the motion to amend was merely to. correct this technicality. In 
the instant cases the motion is to add the name of the necessary party 
complainant, which, if granted, would have the effect of commencing 
new causes of action in the name of such party. At the time the 
motion to amend was made the statutory period within which com- 
plaints for the recovery of damages could be filed had expired, and 
since complainant had no legal interest in the shipments to entitle it 
to bring a cause of action in its own name and submitted no proof of 
agency to file these gomplaints for and on behalf of the estern 
Naval Stores Company, its action in this respect can not serve to toll 
the statute for the latter company. The motion, therefore, must be 
denied. Oden & Elliott vs. S. A. L. Ry., 57 I. C. C., 698. The com- 
plaints will be dismissed. 


RATES ON COTTONSEED CAKE 


On a finding that charges collected on three carloads of 
cottonseed cake from Memphis, Tenn., to Nara Visa, N. M., in 
February, 1919, were not unreasonable, the Commission has dis- 
missed the complaint in No. 14565, Nara Visa Lumber Company 
vs. Director-General, as agent, C. R. I. & P. et al., opinion No. 
9128, 87 I. C. C., 111-12. The report said that, in 1918, owing to 
a serious drought in the Southwest the Director-General author- 
ized the application of 50 per cent of the applicable rates on 
stock feed to that territory. When complainant’s shipments 
moved there was no commodity rate in force on cottonseed cake 
from Memphis to Nara Visa and charges ‘were collected at 46.25 
cents or 50 per cent of the applicable class B rate of 92.5 cents. 
The intermediate commodity rates contemporaneously in effect 
to and beyond Elk City, Okla., aggregated 49 cents. On August 
15, 1919, a 49-cent commodity rate was established from Mem- 
phis to Nara Visa. The complainant contended that the 92.5- 
cent rate was unreasonable to the extent that it exceeded 49 
cents, and that, as stockmen received the benefit of the applica- 
tion of the 50 per cent reduction to reasonable rates, repara- 
tion should be made to the basis of 50 per cent of a reasonable 
rate. The Commission said the Director-General admitted that 
the class rate was unreasonable to the extent that it exceeded 49 
cents, but urged that the charges collected were less than rea- 
sonable for the service performed. 

The Commission said originally freight charges aggregat- 
ing $420 were collected and that subsequently undercharges of 
$320 were collected. The complainant contended the shipments 
were sold on the basis of the charges originally paid, plus $2 
per ton, and was damaged to the extent of the undercharges sub 
sequently paid. In conclusion, the Commission said: 


The prayer for reparation is based upon the allegation that 
the charges were unreasonable. In such cases the measure of dam- 
ages is the difference between the charge found to have been un- 
reasonable and that found to have been reasonable. Accordingly com- 
plainants are entitled to reparation only in case the charges assailed 
are found to have been unreasonable. 

We find that the charges assailed were not unreasonable. The 
complaint will be dismissed. 


RATES ON STEEL RAILS, ETC. 


An order dismissing the complaint has been entered by the 
Commission in No. 13625, Mid-Continent Equipment & Machin- 
ery Company vs. Mobile & Ohio et al., opinion No. 9063, 85 
I. C. C., 683-4, on a finding that rates on steel rails, joints and 
bolts, in carloads, from Huntington, W. Va., to Sparta, IIl., and 
on steel rails from Huntington to Willisville, Ill., were not and 
are not unreasonable or unduly prejudicial. 


Two shipments were involved—one carload of steel rails, 
joints and bolts shipped July 31, 1920, from Huntington to East 
St. Louis and reshipped in the same car to Sparta, IIl., and one 
carload of steel rails shipped November 5, 1921, to East St. Louis 
and reshipped in the same car to Willisville, Ill. On the 1920 
shipment the rates charged were $4.40 to East St. Louis and 
$2.912 beyond, aggregating $7.312. On the 1921 shipment 
charges were collected at East St. Louis under the applicable 
rate of $6.10, and for the transportation beyond a rate of $3.10 
was applied. The Commission said when the 1920 and 1921 
shipments moved, rates of $4.60 and $6.44, respectively, were 
in effect to Cairo, Ill., via Louisville, Ky., and the Illinois Central. 
These rates, it said, did not apply via East St. Louis, the route 
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of movement, but complainant sought reparation to the basis 
of the Cairo rates on the two shipments. 

Effective November 30, 1921, a rate of $6.20 on steel rails 
was established to Cairo from Huntington via East St. Louis 
by the Chesapeake & Ohio and Mobile & Ohio, and similar action 
was taken by the Baltimore & Ohio.and Mobile-& Ohio August 
2, 1921, the report said. The Commission said both tariffs in 
which the $6.20 rate was published made reference to rule 77 
of Tariff Circular No. 18-A, but the rule was subject to the 
provision that the rates to Cairo would not apply to intermediate 
Illinois points on the Mobile & Ohio, which included Sparta and 
Willisville. 

The Commission said the participation by the Mobile & 
Ohio in the $6.20 rate to Cairo and higher rates to Sparta and 
Willisville and intermediate points constituted a departure from 
the fourth section and that any existing fourth-section violation 
should be promptly removed. The Commission said defendants 
showed higher rates than those charged for similar distances 
from points in Pennsylvania, Ohio, Indiana, Illinois and Missouri 


to destinations in Pennsylvania, Indiana, Ohio, Illinois, Missouri, 
Florida and Georgia. 


EL PASO OIL RATES 


In a report on I. and S. No. 1831, Petroleum, Kansas and 
Oklahoma to El Paso and Group, opinion No. 9114, 87 I. C. C. 
70-7, the Commission condemned the proposed rates on pe- 
troleum and its products from Oklahoma and Kansas to El Paso 
as not having been justified, ordered the suspended schedules 
cancelled without prejudice, however, to the filing of other 
schedules in conformity with views expressed in the report. 

The carriers proposed, in schedules dated to become effec- 
tive June 15, 1923, to increase the rates to El Paso from Okla- 
homa and Kansas refining points, not including Kansas City 
among the refining points. The schedules were suspended upon 
the protest of the Western Petroleum Refiners’ Association and 
the El Paso Chamber of Commerce, the latter in the interest 
of its various members, including the Calumet Oil Company. 
The schedules, after the expiration of the time the Commis- 
sion could hold them in suspension were voluntarily postponed 
until March 13, 1924. The schedules, while nominally applic- 
able to petroleum and its products, the Commission said, did 
not in reality affect the rates on crude or fuel oil as lower 
rates were named elsewhere on those commodities. 


In 1915 a rate of 42 cents was established from Oklahoma 
to enable refineries at Tulsa and other points in that vicinity 
to get into the El Paso market in ,competition with refineries 
in southeastern Texas: Until November 1, 1916, the rates were 47 
cents from Kansas City, 42 cents from other Kansas points and 
points in Oklahoma excepting southern Oklahoma, and 39 cents 
from southern Oklahoma and Texas common points. The last men- 
tioned rate was the maximum of 25 cents applied from Texas 
common points plus the fifth class differential added to points 
in Texas differential territory. On November 1, 1916, as a re- 
sult of the Commission’s decisions in the Shreveport cases the 
rates from Texas common points were increased to 438 cents. 
With the exception of that change, none had been made prior 
to the changes proposed in the schedules suspended in this 
case except such as those resulting from the general increases 
and reductions. Thus the present rates are 62.5 cents from 
Kansas City, 56.5 cents from the other Kansas points, and points 
in Oklahoma excepting southern Oklahoma, 52.5 cents from 
southern Oklahoma and 58 cents from Texas common points. 
The Commission said the rates quoted from southern Okla- 
homa did not include those from Wilson and a few other points 
en the Oklahoma, New Mexico & Pacific, which points took an 
arbitrary of 1.5 cents over the southern Oklahoma group rate. 

The basis proposed in the suspended schedules was the 
present Kansas City basis from Oklahoma and Kansas without 
changing the rates from Kansas City and Texas. The justi- 
fication offered by the respondents for the proposed revision, 
the Commission said, in great measure was based on the restora- 
tion of the relationship existing prior to the Shreveport case 
in the rates from northern Oklahoma and Kansas on the one 
hand and from Texas common points on the other. In other 
words, the Commission said, it was urged that as the 42 cent 
group rate then maintained from those Oklahoma and Kansas 
points represented 107.7 per cent of the contemporaneous rate 
from Texas common points a corresponding percentage relation- 
ship in such rates would be reflected by the revision proposed. 

“But while this revision would restore the relationship of 
these particular rates,” said the Commission, “it would neverthe 
less disturb other relationships. Thus it is to be observed 
that during- the period referred to, the rates from. Southern 
Oklahoma’ and Texas common points were the same. In the 
adjustment proposed, Texas common points would have an ad- 
vantage of 4.5 cents. The rate from Kansas City during that 
deriod was 8 cents higher from southern Oklahoma and 5 cents 
higher than from other Oklahoma points and points in Kansas 
except Kansas City. The proposed adjustment would wholly 
tliminate those differences. In other words, the effect of the 
Proposed schedules would be to reduce to two blankets the more 
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numerous blankets now maintained. The 62.5 cent blanket 
‘would begin at the Oklahoma-Texas state line and extend as 
far north as St. Joseph, Mo. 

On this traffic to the north and east, the rates are lower 
from Kansas City than from southern Kansas and Oklahoma, 
the difference to Chicago, for illustration, being 3.5 cents, and 
the export rate to Texas ports from Kansas City is 4 cents 
higher than the coresponding rate from other Kansas points 
and 6.5 cents higher than from Oklahoma points. Protestants 
resist the observance of grouping which would include Kansas 
City on traffic to the southwest and net include southern Kan- 
sas and Oklahoma on traffic in the reverse direction. 

The Commission said that the application of the Texas 
rate of 58 cents instead of the Kansas City rate of 62.5 cents 
to El Paso from the points of origin mentioned would also 
result in a blanket rate over a very extensive area, but con- 
sidering this territorial origin as a whole it would go further 
to restore the original adjustment than that proposed by the 
railroads. It said it might also be observed that with the es- 
tablishment of that rate the existing rate from intermediate 
Texas points would not be upon a higher level and that the 
fourth section departures which the respondents had proposed 
to create by the schedules under suspension would be avoided. 
Therefore, the Commission limited its condemnation so that 
if they desire the railroads may establish that 58 cent basis. 


OIL WELL MATERIAL RATES 


In a report on No. 12437, Parkersburg Rig & Reel Company 
vs. Director-General, Atchison, Topeka & Santa Fe et al., opinion 
No. 9058, 85 I. C. C. 665-72, the Commission held rates on wooden 
tank material in carloads from Tulsa, Okla., to points in Kan- 
sas on the Santa Fe not unreasonable or otherwise unlawful. 
It found rates on bull-wheel material in straight carloads or in 
carloads mixed with lumber from Tuisa to points in Kansas 
moving wholly over the Santa Fe unduly prejudicial to the ex- 
tent they exceeded rates from Oklahoma City to the same des- 
tinations. It further held the rates on wooden tank material 
and bull-wheel material in straight or mixed carloads from 
Tulsa to Eldorado, Kan., on the Missouri Pacific, unreasonable 
to the extent they exceeded by more than 10 per cent the rates 
Se maintained on lumber from and to the same 
points. 

A third finding was that rates on wooden tanks complete, 
knocked down, including necessary iron and steel parts, in car- 
loads, from Tulsa to points in Kansas, on the Santa Fe, prior 
to October 20, 1919, were unreasonable. Awards of reparation 
were made on the findings of unreasonableness but denied on 
the finding of undue prejudice. It was denied on the finding 
last mentioned because the Commission said it had not been 
shown that the complainant suffered any damage by reason 
thereof. 

The allegation was that the rates on wooden tank material, 
consisting of staves and heading with and without iron and 
steel parts, the iron and steel parts not exceeding 20 per cent 
of the weight of entire carload, and of wooden bull-wheel ma- 
terial consisting of arms, cants and pins shipped from Tulsa to 
destinations in Kansas in 1917 and since January 1, 1919, were 
and are unreasonable. The Commission was asked to award 
reparation on shipments made since January 12, 1917, and to 
prescribe for the future rates based on a distance scale applic- 
able on lumber and lumber products maintained by the Santa 
Fe from Oklahoma City and Ponca City, Okla. The defendants 
urged that claims on shipments that moved in 1917 were barred 
by the statute of limitations. Section 206 (f) of the transpor- 
tation act, 1920, the Commission said, provided that the period 
of federal control should not be counted as part of the periods 
of limitation, and that therefore the claims were not barred. 

Commissioner Hall said he thought the majority findings 
were proper except that of unreasonableness in respect of the 
rates on wooden tank material including necessary iron and 
steel- parts. That finding, he said, was based upon Parkers- 
burg Rig & Reel Company vs. Director-General, 59 I. C. C. 751, 
which in turn purported to follow Rates on Lumber Products, 
52 I. C. C. 598. But in the latter proceeding he said there was 
no issue and no finding as to reasonableness. Merely showing 
that the rates applicable on the commodities in question were 
in excess of 110 per cent of the contemporaneous lumber rate 
did not prove them unreasonable, he said. There was no evi- 
dence, he said, that the lumber rates were reasonable nor that 
there was any movement thereunder. As stated in his dissent- 
ing expression in Bradford Rig & Reel Company vs. Director- 
General, 73 I. C. C. 696, upon further reflection he said he was 
of opinion that the decision of the Commission in the case first 
mentioned was wrong. 


REPARATION ON ICE 
Reparation has been awarded in No. 14839, City Ice & Fuel 
Company vs. Director-General, opinion No. 9108, 87 I. C. C. 55-7, 
on a finding of unreasonableness as to a sixth class rate of 
9 cents, imposed on six carloads of ice, shipped in September 
and October, 1919, from Akron to Cleveland, 0. The shipments 











moved over the Akron, Canton & Youngstown and the Wheeling 
& Lake Erie. The Youngstown road was not under federal con- 
trol. Following the rule laid down in International Nickel 
Company vs. Director-General, 66 I. C. C. 627, and related cases, 
that carriers were jointly and severally liable for damages that 
might result to any shipper on account of the assessment of 
an unlawful joint rate, the Commission found the rate unrea- 
sonable to the extent it exceeded 90 cents per ton. Commis- 
sioner Potter concurred in the decision, but he said that he 
desired to be understood as not being in accord with the de- 
cision in the International Nickel Company case. 


SHREDDED RATE NOT APPLICABLE 


An order of dismissal] has been made in No. 12946, Charles 
Harley Company vs. Director-General, opinion No. 9110, 87 
I. C. C. 61-2, on a finding that ratings on camel’s hair filter- 
press cloth from San Francisco, Calif., to Charlotte, N. C., were 
applicable on a shipment of 30 bales of second-hand camel’s- 
hair filter-press cloth cut into small pieces. The complainant 
urged that since this shipment was in small pieces it could no 
longer properly be characterized as cloths or mats and that 
this, with its worn-out condition, made applicable the rating 
on rags and the rates thereunder. It pointed to the analogous 
rule in support of its contention. The Commission said that 
since shredded worn-out camel’s-hair filter-press cloth neces- 
sarily meant the original cloth torn into narrow strips, so the 
designation “other than shredded” at the same rating must 
embrace the same material in other and irregular shapes and 
sizes. It said that was a specific exception to the analogous 
rule. It seemed the Commission said reasonably free from 
ambiguity. Hence it followed, said the Commission, that the 
prescribed rating was applied. 


ALLOWANCES NOT REQUIRED 

The Commission has dismissed No. 14105, L. Hershman & 
Co. vs. Director-General, New York Central, et al., opinion No. 
9068, 85 I. C. C. 695-6, on a finding that payments made to 
individuals for lightering, storing and loading shipments ef 
paper stock at New York Harbor destined to Richmond, Va., 
and Hamilton, O., were not overcharged, although the defend- 
ants failed and refused to perform the loading and lightering 
of the traffic. The dismissal was on the authority of the Com- 
mission’s decision in No. 13854, Ragone & Son vs. Director- 
General, 80 I. C. C. 491. In the controlling case and in this 
one it appeared the shippers were permitted to go upon the 
New York piers and load the paper stock themselves and in 
that way obtain transportation which they would not have ob- 
tained had the Director-General exercised his right to embargo 
traffic of that kind because he was not able to do the loading 
and lightering as offered in the tariffs. The report also covers 
a sub-number, Kelly & Co. vs. Director-General and_ Baltimore 
& Ohio. 


LUMBER CASE DISMISSED 

An order of dismissal has been made in No. 14170, Ameri- 
can Box Company vs. Director-General, Hampton & Branch- 
ville, et al., opinion No. 9086, 85 I. C. C. 750-2, on a finding that 
rate on a carload of lumber shipped in June, 1918, from Smoaks, 
S. C., to Lynchburg, Va., was in excess of the lawful rate, but 
that the complainant had not borne the freight charges and 
was not therefore entitled to reparation. The Commission found 
the demurrage charges imposed were applicable. 


STEEL PLATE RATES CASE 

The Commission has dismissed No. 14299, Worth Steel 
Company vs. Director-General, opinion No. 9099, 87 I. C. C. 29-30; 
on a finding that rates on steel plates from Claymont, Del., to 
Lancaster, Steelton, York, Warren and Oil City, Pa., were not 
unreasonable or otherwise unlawful between November 2, 1918, 
and March 1, 1919, as alleged in the complaint. Charges were 
collected at the applicable fifth class rates. Commodity rates 
from Chester, Pa., to the destinations mentioned, varying from 
1.5 to 6.5 cents lower than the class rates from Claymont, were 
mentioned by the complainant as supporting its contention. 


REPARATION ON PETROLEUM OILS 

A finding of unreasonableness and an award of reparation 
have been made in No. 14247, Wadhams Oil Company et al. vs. 
Chicago & North Western et al., and a sub-number thereof, 
O’Neil Oil & Paint Company vs. Same, opinion No. 9071, 85 
I. C. C. 705-9, as to rates and charges on petroleum and its 
products from points in Kansas and Oklahoma to Milwaukee, 
West Allis and Racine, Wis. 

The complainants were users of petroleum products at the 
destination points mentioned. They alleged the rates collected 
between August 29, 1920, and March 18, 1921, were unjust, un- 
reasonable and unduly prejudicial. In disposing of the case 
the Commission treated it in accordance with principles laid 
down in Mid-Continent Rates, 36 I. C. C. 109, Wadhams Oil 
Company vs. Director-General, 57 I. C. C. 597, and cases bearing 
on the question of the relationship of rates on the lower and 
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higher grades of petroleum and its products. It found the rates 
unjust and unreasonable to the extent they exceeded 44 cents 
on refined and 37 cents on low-grade oil and that reparation 
was due the Wadhams Oil Company, Bartles-Maquire Oil Com- 
pany, Lindsay-McMillan Company; Milwaukee Gas Light Com- 
pany,..Burnham Brothers Brick Company, O’Neil Oil & Paint 
Company, John I. Case Plow Works Company, Falk Company, 
Gueder, Paeschke & Frey Company, and the Globe Steel Tubes 
Company. B 


NAIL CASE DISMISSED 

The Commission has dismissed No. 14336, Charles G. Bard 
vs. Director-General, Toledo, St. Louis & Western et al., opinion 
No. 9112, 87 I. C. C. 65-6, on a finding that the fifth class rate 
of 19 cents imposed on seven carloads of nails, in kegs, shipped 
in 1919 and 1920 from Kokomo to Kalamazoo was not unrea- 
sonable. Contemporaneously there was a rate of 17.5 cents 
from Kokomo to Kalamazoo over another route. The Commis- 
sion said it had frequently found that the existence of a lower 
rate over another route and the consequent reduction of a 
higher rate, as in this case, were not sufficient proof of unrea- 
sonableness, particularly when, also, as in this case, the reduc- 
tion was the result of an extensive readjustment, such as fol- 
lowed the C. F. A. Class Scale case, 45 I. C. C. 254. 


CHOPPED ALFALFA CASE 


In a report on No. 14111, Swift & Company vs. Director- 
General, Spokane, Portland & Seattle et al., opinion No. 9141, 
87 I. C. C. 154-6, the Commission found charges assessed on 
chopped alfalfa, in carloads, shipped from Washington and Ore- 
gon points to Lyle, Wash., and North Portland, Ore., in 1917 
and 1918, inapplicable and unreasonable to the extent they ex- 
ceeded those contemporaneously in effect on baled hay. It 
awarded reparation to the complainant as the successor to the 
rights of the Union Meat Company. 


REPARATION ON WOOD PULP 


A finding of unreasonableness and an award of reparation, 
with Commissioner Hall dissenting, have been made in No. 
13867, International Paper Company vs. Director-General, Erie 
Railroad, et al., opinion No. 9138, 87 I. C. C. 142-3, as to a rate 
and the charges thereunder on machine-dried sulphite wood 
pulp from Niagara Falls to Glens Falls in the period of federal 
control. The Commission found the sixth class rate of $4.50 per 
net ton, equivalent to 22.5 cents per 100 pounds, unreasonable 
to the extent it exceeded a commodity rate of 20 cents applica- 
ble from Lockport to Hudson Falls, N. Y. That commodity 
rate of 20 cents was extended May 21, 1919, to Glens Falls from 
Niagara Falls. ; 


VANADIUM ORE CASE 
The Commission has dismissed No. 14437, Vanadium Cor- 
poration of America vs. Baltimore & Ohio et al., opinion No. 
9122, 87 I. C. C. 98-100, holding import rates on vanadium ore, 
from Atlantic ports to Bridgeville, Pa., not unreasonable or 
otherwise unlawful. The complaint alleged they were unrea- 


sonable and unduly prejudicial and asked for rates for the fu- - 


ture and reparation. 


SCRAP IRON RATES 

Finding rates on scrap iron not unreasonable, the Com- 
mission has dismissed No. 14290, Briggs & Turivas vs. Michigan 
Central et al., opinion No. 9127, 87 I. C. C. 109-10. The allega- 
tion was that the rates on scrap iron from Cleveland, Detroit 
and Flint to Saxton and Everett, Pa., between May 29 and De- 
cember 13, 1920, were unreasonable. It asked for reparation 
and rates for the future. 


REPARATION ON BRICK 


An award of reparation hag been made in No. 14555, T. L. 
Herbert & Sons et al. vs. Norfolk & Western et al., opinion 
9237, 87 I. C. C. 139-41, the Commission holding the rate on one 
carload of pressed brick from Chattanooga, Tenn., to Bluefield, 
W. Va., unreasonable to the extent it exceeded 30 cents per 
100 pounds. An applicable joint sixth class rate of 63.5 cents 
was assessed. The Commission found a combination rule which 
would have resulted in a combination of 30 cents on pressed 
building brick and awarded reparation for the difference be- 
tween the rate imposed and the rate made by the use of the 
combination rule. 


AGGREGATE OF INTERMEDIATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14238, Layne & Bowler Company VS. 
Director-General, opinion No. 9117, 87 I. C. C. 86-7, as to a rate 
and the charges resulting therefrom on well-boring machinery, 
carloads, from Montgomery, Ala., to Welsh, La. The Commis- 
sion said it was unreasonable to the extent it exceeded the 
aggregate of intermediates. The shipment moved-in April, 
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1919, and a rate of 95 cents ‘was imposed. The aggregate of 
intermediates was 61.5 cents. 





COTTONSEED REPARATION 

Reparation has been awarded in No. 14365, Prairie Cot- 
ton Oil Company vs. Chicago, Rock Island & Gulf, et al., opinion 
No. 9118, 87 I. C. C. 88-9, on a finding of unreasonableness of 
a combination rate of 41.5 cents on two carloads of cotton- 
seed shipped from Vernon, Tex., to Chickasha, Okla., in Sep- 
tember, 1921. The Commission said it was unresonable to the 
extent it exceeded 23 cents. 


DERRICK COMPLAINT DISMISSED 


An order of dismissal has been entered in No. 14697, Indi- 
ana State Highway Commission vs. Cleveland, Cincinnati, Chi- 
cago & St. Louis, et al., opinion No. 9121, 87 I. C. C. 95-7, on a 
finding that the charges on derricks, carloads, from Columbus, 
0., to Indianapolis, Ind., and reeonsigned to Putnamville, Ind., on 
shipments in May, 1922, were not unreasonable or illegal. The 
Commission said the shipments were undercharged to the ex- 
tent of a reconsignment charge of $7. 


LOG RATES REASONABLE 
The Commission has dismissed No. 14679, Diamond Match 
Company vs. Director-General, opinion No. 9126, 87 I. C. C. 107- 
8, on a finding that rates on logs from Creston to Barberton, 


0., in the period of federal control were not unreasonable or 
otherwise unlawful. 


CRUDE OIL REPARATION 

Reparation on account of an unreasonable rate on crude 
oil has been ordered in No, 13428, Utah Oil Refining Company 
vs. Director-General, opinion No. 9055, 85 I. C. C. 654-6. The 
Commission condemned a rate of 24.5 cents on the commodity 
mentioned, from Spring Valley, Wyo., to Salt Lake City, as un- 
reasonable to the extent it exceeded 20.5 cents, the amount of 
the subsequently established rate. The complaint alleged the 
rate was unreasonable, unjustly discriminatory, unduly preju- 
dicial and in violation of the long-and-short-haul part of the 
fourth section. The Commission said the establishment of the 


20.5-cent rate removed an unauthorized departure from the 
fourth section. 


BALED HAY REPARATION 


A finding of inapplicability and an award of reparation have 
been made in No. 14308, M. J. Hyland, trading ag Omaha Hay 
& Feed Company, et al. vs, Chicago, Burlington & Quincy et al., 
opinion No. 9098, 87 I. C. C. 26-8, as to a rate and resulting 
charges, on baled hay, from O’Neill and Schuyler, Neb., to Red 
Lodge, Mont., in March, 1920. The Commission found the rate 
charged on shipments from Omaha to Bozeman, Caldwell, Wil- 
sall and Benchland, Mont., was applicable. 


PHOSPHATE ROCK RATES 

Rates on phosphate rock from Brewster and Prairie, Fla., 

to West Nashville, Tenn., in a report on No, 14141, Tennessee 
Chemical Company vs. Louisville & Nashville et al., opinion 
No. 9105, 87 I. C. C. 46-50, were condemned as unreasonable 
and reparation awarded. The report also covers No. 13591, 
Read Phosphate Company vs. Director-General. The Commis- 
sion found the rates, applied on shipments moving in Decem- 
ber, 1917, and at times in the period of federal control, unrea- 
sonable to the extent they exceeded $4.25 per ton. The rates 
applied were $5.89 and $5.90. 


SWITCHING CHARGE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13507, Colorado Fuel & Iron Co. vs. 
Director-General, and No. 13542, Same vs. Same, opinion No. 
9158, 87 I. C. C, 211-13, as to switching charges on brick and 
sand, from and to points within the switching district of Pueblo, 
Colo., in the period of federal control. The Commission found 
them unreasonable to the extent they exceeded $6.50 per car. 


HARD COAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13982, Parker Brothers Company, Ltd., vs. 
Director-General, opinion No. 9076, 85 I. C. C. 7212, as to a rate 
of $3.85 on hard coal from the hard coal fields in Pennsylvania 
to Detroit, imposed on 78 carloads between July 1 and August 31, 
1918. On the authority of the Koenig case, 57 I. C. C. 241, and 
Michigan Builders’ Supply Co. case, 63 I. C. C. 349, the Commis- 
sion held the rate unreasonable to the extent it exceeded $3.70, 
which rate included only one increase instead of two. 





OIL DIFFERENTIAL CASE 
In a report written by Commissioner McChord on No. 13206, 
Minneapolis Gas Light Company et al. vs. Director-General, opin- 
ion No. 9140, 87 I, C. C. 149-53, the Commission found unreason- 
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able rates on crude, fuel and gas oils from points in Kansas, 
Oklahoma, Texas and Louisiana, to Minneapolis to the extent 
they exceeded five cents less than the contemporaneous rates 
to and from the same points on refined oils and awarded repara- 
tion, to the complainant named in the title, W. H. Barber Com- 
pany and the Pure Oil Company. The shipments moved in the 
period of federal control. The decision is in accord with and 
was based on Midcontinent Oil Rates, 36 I. C. C. 126. 


ESTIMATED WEIGHT CASE 


The Commission has dismissed No. 14187, Standard Oil Com- 
pany vs. Director-General and Missouri Pacific, opinion No. 9154, 
87 I. C. C. 214-5, finding the estimated weight of gasoline shipped 
from Neodesha, Kan., to points in Kansas in the period of fed- 
eral control not unreasonable. The estimated weight used was 
6.6 pounds per gallon. The complaint alleged it was unreason- 
able to the extent it exceeded actual weight which it was alleged 
the carriers by test had found to be about 6 pounds. A Kansas 
statute required the weight to be actual. The Missouri Pacific 
was a party to a tariff in which the 6-pound basis was specified, 
the report said. There was no other refinery at Neodesha and 
therefore there could be no unjust discrimination in violation of 
section 2. The Commission said the assessment of freight 
charges on the basis of 6.6 pounds per gallon had not been 
shown to have caused unjust discrimination. 


RATES ON BEANS 


In a report in No. 13640, Rosser & Fitch vs. Seaboard Air 
Line et al., opinion No. 9120, 87 I. C. C., 93-4, the Commission 
has dismissed the complaint on a finding that a rate of $1.07 
charged on four carloads of beans shipped between October 27 
and December 11, 1917, from Santa Ana, Pomona and Modesto, 


Cal., to Jacksonville, Fla., was not unreasonable or otherwise 
unlawful. 


COAL CASE DISMISSED 

The Commission has dismissed No. 13968, National Tube 
Company vs. Director-General and Baltimore & Ohio, opinion 
No. 9066, 85 I. C. C., 689-92, on a finding that the rates on 
bituminous coal, from mines in the \Fairchance district of 
Pennsylvania, to Benwood, W. Va., are not unreasonable. The 
allegation was that a rate of $1.20 per ton on 627 carloads moved - 
between June 25 and September 20, 1918, from mines in the 
Connellsville and Fairchance districts in Pennsylvania to the 
furnace of the complainant at Benwood was unreasonable to 
the extent it exceeded $1. It prayed for reparation. The $1 
rate was established after the shipments in question were made. 

The report said that if the terms of General Order No, 28 
had been followed, including the disposition of fractions rule, 
the rate would have been $1 instead of $1.20. It reiterated that 
it had frequently said that neither a departure by the Director- 
General from the terms of his general order nor a subsequent 
reduction was necessarily proof that a rate was unreasonable. 
The rate from the Connellsville district was also reduced from 
$1.20 to $1 when the Fairchance rate was brought down. 

Consideration of the earnings led the Commission to its 
conclusion that the rate was not unreasonable. 


ENDLESS-CHAIN STOKER RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13883, Anheuser-Busch, Inc., vs. Balti- 
more & Ohio Chicago Terminal et al., opinion No. 9134, 87 I. C. 
C., 132-4, as to a fifth-class rate and charges resulting therefrom 
on two carloads of endless-chain grate fuel stokers and parts 
thereof, from East Chicago, Ind., to St. Louis, which moved 
before June 30, 1921. The rate was 31 cents, governed by IIli- 
nois classification. In the reverse direction, from St. Louis to 
Chicago, a rate of 20.5 cents was in effect. That rate was put 
into force from Chicago rate points to St. Louis in June, 1921, 
and minus the reduction of July 1, 1922, is still in effect, the 
report said. The Chicago & Alton, taking the burden of de- 
fense, said that generally the commodity in question was moved 
on the classification basis and that the only reason for the 
reduction was the lower rate from St. Louis to Chicago. 

The Commission found the rate unreasonable to the extent 
it exceeded 20.5 cents from August 26, 1920, to June 20, 1921, 
and that since June 20 it was and is not unreasonable and 
awarded reparation to that basis. 

Commissioner Hall said, in a dissent, that defendant’s justifi- 
cation of the class rates as set out in the report was sufficient 
reason for a dismissal of the complaint. 


CLAIM HELD ABANDONED 

The Commission has dismissed No. 14217, Brown Coal Com- 
pany vs. Director-General, opinion No. 9133, 87 I. C. C. 130-1, 
on a finding that a claim for reparation on shipments alleged 
to have been moved in the period of federal control had been 
abandoned because not presented formally until more than one 
year after the termination of federal control and more than 
six months after it had notified the complainant that the claim 
could not be adjusted informally. The complaint alleged that 
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the rate charged on five carloads of coal shipped in July and 
August, 1918, from Bevier, Ky., to Waldstein, Ark., was unjust 
and unreasonable. 


HOOP POLE CASE DISMISSED 


The Commission has dismissed No. 13639, Creamery Pack- 
age Manufacturing Company vs. Director-General, Pere Mar- 
quette, et al., opinion No, 9150, 87 I. C. C. 2012, on a finding 
that the rate applicable on hoop poles, from Bay City, Mich., 
to Blytheville, Ark., in September and October, 1919, was not 


unreasonable. The report also embraces No. 13684, Same vs. 
Same. 


DAMAGE PROOF LACKING 


A finding of unreasonableness, with a denial of reparation, 
has been made in No. 14421, Galena Signal Oil Company (of 
Texas) vs. Director-General, opinion No. 9125, 87 I. C. C. 105-6. 
The Commission held unreasonable rates on building brici, 
from Fort Smith, Ark., to Galena, Tex., as alleged, between 
December 31, 1918, and March 28, 1919, to the extent they ex- 
ceeded 17 cents per 100 pounds. The Director-General did not 
defend a rate of 22 cents. He moved to dismiss because the 
complaint, filed in time, was against only the Director-General 
of Railroads, as agent, without giving his name. The complaint 
was sent back for correction. The Commission held that it 
was filed in time. The complainant’s witness was not in its 
employ at the time the brick shipments were made and had 
no personal knowledge respecting payment of the freight 
charges. The Commission, however, held that phase open to 
correction, if the defendant filed an affidavit on the subject of 
paying the charges. 


REPARATION ON WOOD PULP 

A finding of unreasonableness and an award of reparetion 
have been made in No. 14281, Monadnock Paper Mills vs. Boston 
& Maine et al., opinion No. 9136, 87 I. C. C. 137-8, as to a join: 
sixth class rate of 22.5 cents on wood pulp from Tarmouth, 
Me., to Bennington, N. H., between September and December, 
1920. It found that rate unreasonable to the extent “t ex- 
ceeded 18 cents. 





BARLEY CASE DISMISSED 


The Commission has dismissed No. 12800, A. B. Haslacher 
and F. G. BE. Lange, doing business as California Grain Com- 
pany vs. Director-General, and Sacramento Northern Railroad, 
opinion No. 9062, 85 I. C. C. 680-2, on a finding that a rate of 
68.5 cents on eight carloads of barley shipped between August 
10 and 31, 1918, from Gridley, Marysville, Brawley and Green- 
wood, Calif., to Manitowoc, Wis., was not unreasonable. The 
complainants contended that that rate was unreasonable in 
comparison with a rate of 56 cents contemporaneously in force 
from north Pacific coast points to the same destination; and 
that the wheat rates from California east were virtually paper 
rates and should not, for that reason, have served as the meas- 
ure of the barley rates on which there was a heavy movement, 
when, under General Order No. 28, the difference in rates on 
wheat and coarse grains was abolished. The measure of the 
increase under General Order No. 28, the Commission said, was 
not controlling if the resulting rate was not unreasonable. It 
said the revenues yielded by the rate under assault showed that 
it was not unreasonable per se. It also added that the mere 
fact that a lowr rate obtained from north coast ports was not 
sufficient of itself to condemn the rates assailed. Commissioner 
McChord dissented, but wrote no separate views. 


OIL COMPLAINT DISMISSED 


The Commission has dismissed No. 13889, Midwest Refining 
Company vs. Director-General, opinion No. 9075, 85 I. C. C. 
719-20, on a finding that a rate of 12 cents on fuel oil from 
Riverton to Casper, Wyo., in the period of federal control was 
not unreasonable or unduly prejudicial. Contemporaneously 
there was a rate of 9.5 cents on crude. Reparation to that 
basis was prayed. The 9.5-cent rate was applied to fuel oil 
after the end of federal control. The Commission said that in 
practically all instances in this case where comparison of earn- 
ings had been made by the railroads the earnings were in excess 
of those under the 12-cent rate under attack. 





MORE LIME RATES 


Further revision of rates on lime from Dolomite, Utah, has 
been ordered not later than April 26, the date when other re- 
visions on lime and plaster are to take effect, in a report on 
No. 13804, Utah Lime & Stone Co. vs. Atchison, Topeka & 
Santa Fe et al., opinion No. 9145. In this case the Commission 
dealt with rates to Los Angeles and other points on the lines 
of the Santa Fe and Southern Pacific. It said: 


We find that the rates in issue for the movement of lime, in 
carloads, from Dolomite, Utah, are not unduly prejudicial and 
that the rate to Los Angeles, Cal., is not unreasonable, but that 
the rates to the other destination — are, and for the future 
will be, unreasonable to the extent that. they exceed, or may exceed 
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40 cents per 100 pounds, minimum 50,000 pounds, to all points in 
California south of Stockton on the lines of the Southern Pacific 
and the Santa Fe to and including Bakersfield, and 45 cents per 
100 pounds, minimum 50,000 pounds, to Mojave and points on the 
coast division of the Southern Pacific, south of San Francisco, such 
as Salinas, Santa Barbara, Ventura and the principal intermediate 
points. These rates take into consideration the reductions author- 
ized in Reduced Rates, 1922, 68 I. C. C. 676. 


CAUSE OF ACTION CASE 


The Commission has dismissed No. 14979, E. I. du Pont De 
Nemours & Co. vs. Galveston, Harrisburg & San Antonio, opin- 
ion No. 9146, 87 I. C. C. 189-92, on a finding that a complaint 
for the recovery of damages, filed more than two years after 
the effective date of the transportation act, 1920, covering ship- 
ments delivered prior to that date, but on which undercharges 
were paid subsequent thereto, was barred from consideration 
under the statute of limitations. 

In effect the finding is that the time of the payment of 
undercharges, in settlement of a suit in court begun within 
the three-year limitation for the beginning of actions in court 
by a carrier, as was the fact in this case, cannot revive the 
whole matter and open the way for the shipper to get into 
the forum of the Commission on an allegation of unreasonable- 
ness. The complainant alleged that the rate of 75 cents, ex- 
acted on twelve carloads of imported nitrate of soda, shipped 
from Galveston to Phoenixville, Ill., in July, 1912, was unjust 
and unreasonable to the extent it exceeded 17 cents. Repara- 
tion was sought. 

As summarized by the Commission, the facts in the case 
were: Freight charges were originally collected on the basis 
of a rate of 81 cents. Thereafter the carriers refunded to 
the basis of 16 cents. In 1914 they re-collected the charges up 
to the basis of a rate of 25 cents. Then the railroads asked 
permission to waive the collection of the remainder of the 
undercharges. That was on February 16, 1915. The Commis- 
sion denied the permission without prejudice to the right to 
file formal complaint attacking the reasonableness of the 
charges collected. 


On January 17, 1923, the complainant paid undercharges 
outstanding to the basis of 75 cents in voluntary settlement 
of a suit for undercharges begun July 10, 1917. May 24, 1923, 
the complaint was filed, the complainant contending that the 
cause of action accrued when the charges were paid January 
17, 1923. The defendants claimed the complaint was barred 
and moved to dismiss without a hearing on the subject. That 
is what the Commission did. Herewith are given its reasons 
for what it has done: 





Prior to the transportation act, 1920, approved February 28, 
1920, a claim for recovery of damages was barred two years from 
the time the cause of action accrued, and it was held in Louis- 
ville Cement Co. vs. Int. Com. Comm., 246 U. S., 638, 644, that the 
cause of action accrued when the unreasonable charges were 
paid. The transportation act, 1920, retained a two-year period. 
subject to certain eventualities, but provided that the cause of 
action shall be deemed to accrue upon delivery or tender of deliv- 
ery of the shipment by the carrier. This provision is found in 
section 16 (3) of the interstate commerce act, and reads, in part, 
as follows: 

“All actions at law by carriers subject to this act for recovery 
of their charges, or any part thereof, shall be begun within 
three years from the time the cause of action accrues, and not 
after. All complaints for the recovery of damages shall be filed 
with the Commission within twc years from the time the cause of 
action accrues, and not after, unless the carrier, after the expira- 
tion of such two years or within ninety days before such expira- 
tion, begins an action for recovery of charges in respect of the 
same service, in which case such period of two years shall be 
extended to and including ninety days from the time such action 
by the carrier is begun. In either case the cause of action in 
respect of a shipment of property shall, for the purposes of this 
section, be deemed to accrue upon delivery or tender of delivery 
thereof by the carrier, and not after.” 

By a new statute a period of limitation may be provided where 
none existed before and a period of limitation already established 
may be shortened or enlarged. 

“A statute of limitations may undoubtedly have effect upon 
actions which have already accrued as well as upon actions which 
accrue after its passage. Whether it does so or not will depend 
upon the language of the act, and the apparent intent of the legis- 
lature. to be gathered therefrom. When a statute declares gen- 
erally that no action, or no action of a certain class shall be 
brought, except within a certain limited time after it shall have 
accrued, the language of the statute would make it apply to past 
actions as well as to those arising in the future. Sohn vs. Water- 
son, 84 U. S., 596, 599.” 

The language of section 16 (3) of the interstate commerce act, 
quoted above, is general and would by its terms apply to actions 
brought after it became effective, based on rights of action aris- 
ing before that time, as well as to actions based on rights accru- 
ing subsequent to the amendment. The ordinary rule, in the ab- 
sence of an intention otherwise, apparent from the language of 
the statute, is that the statute of limitations in effect at the ime 
an action is begun governs the action. Patterson vs. Gaines, 47 U. 
S., 550; Sohn vs. Waterson, supra; Sanberry vs. Hughes, 174 Ind. 
638; Anderson vs. Kennedy, 152 Pac., 123 (Okla., 1915). 

This rule is subject to the important qualification that the 
new statute must be construed to allow a reasonable time for the 
commencement of actions to enforce existing rights. The maxi- 
mum reasonable time is that allowed by the new statute. Sohn 
ve. Waterson, supra. 

A somewhat different question is presented in connection with 
claims based upon undercharges which were paid subsequent to 
the passage of the transportation act, 1920. Complainant con- 
tends that as the alleged unreasonable charges had not been paid 
there was no existing right of action at the time the transporta- 
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tion act, 1920, was approved, and that these claims technically do 
not fall within the rule applicable to rights of action existing at 
the time an amendment is passed; and, further, that the two rights 
of action, that of the carrier to sue for undercharges and that of 
complainant to sue for unreasonable charges thus exacted, could 
not be concurrent. The right of action did not arise subsequent to 
the passage of the new statute because under that statute the 
delivery of he shipment marks the accrual of the right, and there- 
fore any right which complainant has must depend upon rights 
which existed at the time of the amendment. 

At the time the amendment was passed, the event which 
marked the accrual of a right of action under the amendment, i. e., 
the delivery or tender of delivery, had taken place more than two 
years prior thereto. Under a literal interpretation of the statute, 
the action would have been barred upon the passage of the 
amendment. This cannot be presumed to have been the intent 
of the Congress. A reasonable time must be allowed for the filing 
of a complaint. At most, however, the period of limitation could 
not extend beyond two years from the passage of the amendment, 
when the cause of action was subjected to its operation, or 90 


days from the time action by the carrier for the recovery of 
undercharges was begun. 


The complaint was filed more than two years subsequent to 
the passage of the new statute and more than 90 days from the 
time the action by the carrier was begun. The claim is there- 


fore barred from our consideration, and the complaint will be 
dismissed. 


BARLEY CASE DISMISSED 


The Commission has dismissed No. 13768, Garrette & Agnew 
vs. Southern Pacific et al., opinion No. 9149, 87 I. C. C. 199-200, 
on a finding that a combination rate of 62.5 cents on barley from 
Subaco, Calif., to New Orleans, imposed on shipments that 
moved in July, 1920, was not unreasonable nor was the com- 
plainant shown to have been damaged by reason of a rate of 
56 cents on barley from Kirk, Ore., contemporaneously main- 
tained, even if that rate caused undue prejudice. 


POLES OVERCHARGED 


The Commission has dismissed No. 13646, Walter A. Zel- 
nicker Supply Co. vs. Director-General, Southern Railway et al., 
opinion No. 9161, 87 I. C. C. 239-40. It found the applicable 
charges on a shipment of poles from Abita Springs, La., to 
Rome, Ga., in July, 1919, not unreasonable. It found an over- 
charge and directed its refund. 


DIVISION EQUITABLE 


The Commission has dismissed No. 14079, Theo. W. Krein, 
receiver, Muscatine, Burlington & Southern vs. Chicago, Burling- 
ton & Quincy et al., opinion No. 9181, 87 I. C. C. 118-25, finding 
the divisions accorded the complaining road not unjust, un- 
reasonable, inequitable or unduly prejudicial. After saying the 
short line was built to serve the lumber industry which had 
discontinued except as to the manufacture of sash and doors 
and that it was paralleled practically for the entire distance 
between Muscatine and Burlington by the Rock Island, with 
no short line station more than six miles from some other rail- 
road, the Commission said that from those facts it was clear 
that the operation of the short line was not a matter of great 
public importance. 

Defendants said the short line could increase its revenues 
by making its rates at local intermediate points as high as the 
Iowa commission would permit and applying as high rates on 
local traffic as the state authorities had prescribed for roads 
of its class, which is class C under the Iowa rules. Instead they 
said it charges rates lower than prescribed for the highest 
class roads. Those facts, the Commission said, indicated that 
the management of the road had not exhausted its legitimate 
sources for the procurement of additional revenue. 

The Commission further said that in 1921 the short line 
received on an average revenues from divisions about double 
it would have received from a mileage prorate, and on traffic 
interchanged with the Rock Island about three times as great. 


REPARATION ON SUGAR 


Following the criterion laid down in an earlier case, the Com- 
mission has made a finding of unreasonableness and an award 
of reparation in No. 13652, William D. Cleveland & Sons et al. 
vs. Beaumont, Sour Lake & Western et al., opinion No. 9147, 
87 I. C. C., 193-4, as to rates and charges on sugar from New 
Orleans and related points to Houston and Beaumont, Tex., be- 
tween March 10, 1920, and October 20, 1921. It found them 
unreasonable to the extent they exceeded 29 cents prior to August 
26, 1920, and 39 cents thereafter. It found rates on like traffic 
from Greeley, Eaton and Fort Collins, Colo., also involved in the 
complaint alleging unreasonableness, undue prejudice and prefer- 
ence for Shreveport and Lake Charles, not unreasonable. Beau- 
mont Chamber of Commerce vs. Director-General, 83 I. C. C., 125, 
was treated as controlling in this case. 


MISROUTING REPARATION 


The Commission has dismissed No. 12820, West Virginia Pulp 
& Paper Co., Inc., vs. Director-General, opinion No. 9151, 87 I. 
C. C., 203-6, on a finding that the rate on shipments of bois d’darc 
(Osage—Orange wood), from Wapanucka, Olney and Tishomingo, 
Okla. to Cass, W. Va., between June 25, 1918, and February 26, 
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1919, was not unreasonable. The Commission, however, found 
that the unrouted shipments which were forwarded via St. Louis 
and on which the St. Louis combinations was applied were mis- 
routed and directed reparation. It also found the shipments in 
some instances undercharged. Inasmuch as the outstanding un- 
dercharges ‘exceeded the overcharges, it waived the collection of 
the undercharges except as to the excess and dismissed the case. 


STATES STILL HAVE POWER 


Holding that the transportation act had not deprived the 
states of power to require the operation of additional passenger 
trains, the Commission has dismissed No. 14967, Railroad Com- 
mission of Wisconsin et al. vs. Chicago & North Western, and 
a sub-number, Same vs. Minneapolis, St. Paul & Sault Ste. 
Marie, opinion No. 9148, 87 I. C. C. 195-8... The dismissals were 
based on the technical ground that in the circumstances the 
Commission lacked jurisdiction. 

The Wisconsin and Minnesota commissions were the com- 
plainants. They sought the restoration of passenger trains on 
the North Western and Soo Line between Mellen, Wis., and 
Bessemer, Mich., over the Soo Line and over the North Western 
between Saxon, Wis., and Wakefield, Mich., by means of orders 
relating to service within the states. Both routes pass through 
Hurley, Wis., near the state line. 


As a result of their investigations the state commissions 
came to the conclusion that the service was inadequate. The 
passenger service was curtailed in 1918. The two commissions 
contemplate the issuance of orders. They have withheld their 
orders because of pleas to their jurisdiction entered by the 
defendants, who claim the Commission alone has jurisdiction 
under paragraph (10) of section 1, pertaining to car service 
in which, for the first time, the words “and the supply of trains” 
was used in the revision made by the transportation act. 


The complaints were brought to obtain the Commission’s 
decision. They included a prayer that if the Commission held 
it had jurisdiction, for the entry of appropriate orders. The 
Commission reviewed the history of car service legislation. 
Having done that, it said: 


It seems clear that paragraph 10 of section 1 was enacted to en- 
able us to facilitate and expedite the movement of property. 

Defendants, in effect, also contend that the exercise by us of juris- 
diction over passenger-train service is a necessary corollary of our 
duty to so adjust rates as to provide a fair return upon the value of 
the property held for and used in the service of transportation as 
required under section 15a of the interstate commerce act. The sub- 
stance of such argument is that a state body may not require a serv- 
ice that involves an expenditure of funds. Such a view is expressly 
negatived by the provision of paragraph (17) of section 1, that noth- 
ing in the act shall impair or affect the right of a state, in the 
exercise of its police power, to require just and reasonable freight 
and passenger service for intrastate business, when not inconsistent 
with any lawful order made by us. An order by a state regulating 
body requiring a service incompatible with the provisions of section 
15a. might become a matter for action by us under other provisions 
of the att, but it is obvious that the mere possibility of the issuance 
of such an order would not operate to enlarge our powers. 

It is scarcely debatable that the broad provisions of the constitu- 
tion with respect to commerce among the states vests in the con- 
gress the power to regulate the operation of passenger trains, but as 
an instrumentality of that body we may exercise jurisdiction only 
within the limits of the power delegated to us. In the absence of 
specific language only the most unmistakable evidence of an intention 
to confer upon us power -to act under given circumstances would 
warrant the assumption of such power through our own construction 
of the act. We accordingly find that jurisdiction to regulate the 
operation of passenger trains has not been vested in us. The com- 
plaints will be dismissed. ‘ 


FOURTH SECTION REPARATION 


A finding of unreasonableness based on the fact of a com- 
bination of intermediates making lower than the joint through 
rates, with reparation in the amount of the difference between 
the joint and combination rates, has been made in No. 13608, 
Southern Wire & Iron Company et al. vs. Akron, Canton & 
Youngstown et al., opinion No. 9130, 87 I. C. C. 115-17, as to 
joint rates and charges on iron and steel articles, from St. 
Louis and from various steel mill points in Illinois, Indiana, 
Ohio, Pennsylvania and New York to Dallas and Harry’s, Tex., 
between March 1, 1920, and November 5, 1921. The Commission 
said the presumption of unreasonableness arising from the fact 
that the joint rates exceeded the combination on Shreveport 
had not been overcome. It said the railroads contended that 
they lined up their rates, as soon after the end of federal con- 
trol as possible, in accordance with the decision in Through 
Rates to Points in Louisiana and Texas, 38 I. C. C., decided 
February 18, 1916, the effective date of the order in which, in 
1918, was postponed indefinitely. The Commission ignored that 
point. It said it had repeatedly held that a joint rate in excess 
of the aggregate of intermediates was prima facie unreason- 
able, and that in its opinion that presumption had not been 
rebutted in this case. 

In disposing of the case the Commission again took notice 
of the practice in the buying and selling of steel of regarding 
Pittsburgh as the point of sale. It said these shipments were 
bought f. o. b. Pittsburgh and that the complainants paid and 
bore the charges because the price paid varied in- accord with 
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the fact whether the rate from the real point of origin was 
greater or less than the rate from Pittsburgh. It said: 


This method of selling iron and steel articles, that is to say, 
basing the contract price upon the price at Pittsburgh plus the rate 
of freight from Pittsburgh to destination without regard to the 
freight rate from the actual point of origin, is due to the great im- 
portance of Pittsburgh as a center of iron and steel production; it 
has been brought to our attention in other cases, and ig a commer- 
cial condition over which the carriers have no control. 

We find that the rates charged were’ unreasonable to the extent 
that they exceeded the combinations via Shreveport as hereinbe- 
fore set forth. We further find that complainants received the ship- 
ments as described and paid the charges thereon; and that on the 
shipments from East St. Louis, Rankin, Black Rock, and Johns- 
town, and on the shipment of bars from Youngstown, complain- 
ants were damaged thereby in the amount of the difference be- 
tween the charges paid and those which would have accrued upon 
the bases herein found reasonable, on the shipments from St. Louis 
in amounts computed at 9.5 cents per 100 pounds prior to August 
26, 1920, and 12 cents per 100 pounds thereafter, and on the remain- 
ing shipments in amounts computed at 4.5 cents per 100 pounds 
prior to August 26, 1920, and 6 cents per 100 pounds thereafter; 
and are entitled to reparation, with interest. Complainants should 
comply with Rule V of the Rules of Practice. 


SUSPENDED TARIFFS 


In I, and S. No. 2024, the Commission has suspended from 
February 1, until May 31, schedules as published in joint sup- 
plement No. 51 to Boyd’s I. C. C. No. A-1166 and Leland’s I. C. 
C. No. 1413. The suspended schedules propose to increase the 
rates on petroleum and its products from Kansas, Missouri and 
Oklahoma points to Belleville, Illinois. The following is illus- 
trative: 

To Belleville, Il. 

From— Present Proposed 
I 6 gay crediaeo. sip «:0thh'0ide Siglo eA wide vie Clee 33 3416 
EE, Saw 6eSeinine psc KEP PARE RRKS EHe eee 33 344% 


In I. and S. No. 2026, the Commission has suspended from 
February 1, until May 31, schedules as published in Atlantic 
Coast Line, Norfolk Southern and Seaboard Air Line tariffs 
and in Cottrell’s I. C. C. No. 455. The suspended schedules pre- 
pose to revise the rates on potatoes, cabbage and other fresh 
vegetables, from points in North Carolina, South Carolina and 
Virginia to Ohio River crossings and points in Central Freight 
Association and Trunk Line Territories resulting in both in- 
creases and reductions. The following is illustrative: 


On sweet 


On cabbage, C. L. potatoes, C, L. 


From— Present Proposed Present Propsed 
a Se er ee 65 80 48.5 62 
Princess Anne, C. H., Va. ..... 46.5 62 38.5 52 


In I. and S. No. 2025, the Commission has suspended from 
February 1, until May 31, schedules as published in supplement 
No. 20 to Chicago, Milwaukee & St. Paul I. C. C. No. B-4833 and 
in Supplement No. 13 to Chicago & North Western I. C. C. No. 
9008. The suspended schedules propose to increase the rates 
on egg cases and egg carriers from Iowa shipping points to 
certain destinations in South Dakota. The following is illus- 
trative: 


From Tama, Ia. 
To— Present Proposed 
EU, fice bias AOECCEE C0 Vewkianeeee woes s 33 38% 


In I, and S. No. 2028, the Commission has suspended from 
February 6 until June 4 schedules as published in supplements 
Nos. 23 and 24 to Speiden’s I. C. C. No. 638. The suspended 
schedules propose to restrict the present rate of 34 cents per 
gross ton applicable on pig iron, carloads, between Florence 
and Sheffield, Ala., so that it’ would not apply on traffic for 
movement via water to points beyond. This change would re- 
sult in the application of a rate of 45 cents per net ton on such 
shipments. 


COMMISSION ORDERS 


The following interests have been authorized by the Com- 
mission to intervene in Nos. 15007 (and Sub-No. 1 thereto), 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway et al.. The Akron Coal Company, the Barnes 
Coal & Mining Company, the Beaver Coal & Clay Company, the 
Brown Coal Mining Company, the Columbus Coal & Mining 
Company, the Edgefield Coal Company, the Goshen Central 
Coal Company, the Grant Coal Company, the Hutson Coal Com- 
pany, Eben S. Martin, Massillon-Tuscarawas Coal Company, the 
Midvale Coal Company, Midvale-Goshen Coal Company, the 
New Pocock Coal Company, the Reeves Mfg. Company Coal De- 
partment, the Roswell Coal Mining Company, Salineville Coal 
Mining Company, the Seger Fuel Company, Sterling Coal Com- 
pany, Ltd., the Underhill Coal Company, United Iron & Steel 
Company, the Warner Collieries Company, the Willard Gas Coal 
Company and the Youghiogheny & Ohio Coal Company. 

The Kelly Company has been dismissed as a party com- 
plainant in No. 15410, United Fig and Date Company et al. vs. 
A. G. S. R. R. et al. 

The Commission has modified its order of June 14, 1921, in 
No. 10236, Diamond Alkali Company vs. F. P. & E. R. R., Di- 
rector-General et al., by striking out the last paragraph on page 
111 thereof, reading as follows: “It is further ordered, That 
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this order shall take effect as of March 25, 1920, and shall con- 
tinue in force until the further order of the Commission.” 

The proceeding in No. 14435, Public Service Commission of 
Indiana vs. B. & O. R. R. et al., has been reopened for rehearing. 

The State Corporation Commission of Virginia has been per- 
mitted to intervene in Nos. 15007 and Sub-No. 1 thereto, Pitts- 
burgh Coal Producers’ Association et al. vs. Ashland Coa) 
& Iron Ry. et al. The Northern West Virginia Coal Operators’ 
Association has also been authorized to intervene in Sub-No. 
1 of the above. 

The Rockford Manufacturers’ & Shippers’ Association has 
been permitted to intervene in No. 15225, the Board of R. R. 
Commissioners of Iowa vs. C. R. R. of N. J. et al. 

The Certain-teed Products Corporation has been authorized 
to intervene in No. 15337, Memphis Freight Bureau et al. vs. 
A. C.-T Sh. Se. Ct al: 

The Parkersburg Rig & Reel Company has been authorized 
to intervene in No. 15400, Bradford Rig & Reel Company et al. 
vs. Santa Fe et al. 

The R. O. Campbell Coal Company has been authorized to 
intervene in No. 14949 (and Sub-Nos. 1 to 4, incl.), Randall 
Brothers vs. L. & N. R. R. et al. 

The Standard Time Zone Investigation, No. 10122, has been 
reopened for further hearing upon the question whether the 
orders entered therein, in so far as they define the boundary 
line between the United States standard Eastern time zone and 
the United States standard Central time zone, should be modi- 
fied so as to include the city of Columbus, O., any central 
portions of the state of Ohio, and any portions of the state of 
Kentucky, in the standard Eastern time zone. 

The Commission has reopened the proceedings in No. 13528, 
investigation of power brakes and appliances for operating 
power brake systems. 

The Commission has denied the petition for postponement 
of the effective date of its order in No. 14323, Cities of Marshall 
and Jefferson, Tex., et al. vs. T. & P. Ry. et al. 

The Parke Davis & Company and Eli Lilly & Company have 
been authorized to intervene in No. 15486, the Norwich Pharma- 
cal Company vs. B. & O. R. R. et al. 

The Commission has dismissed its proceedings in Finance 
No, 2710, public convenience application of Eastern Maine Rail- 
road. 


UNCONTESTED FINANCE CASES 

The Chicago, Milwaukee & St. Paul Railway Company has 
been authorized by the Commission to issue $14,000.000 of 10- 
year 6 per cent first mortgage bonds and to sell them at not 
less than 9214 of par and accrued interest, and to pledge as 
collateral therefor $20,000,000 of general mortgage 5 per cent 
bonds. 

The Prescott & Northwestern Railroad Company has been 
authorized to construct an extension of its line in -Nevada 
county, Ark. Permission to retain excess earnings was denied. 


FINANCE. APPLICATIONS 

The Philadelphia, Baltimore & Washington Railroad Com- 
pany has applied to the Commission for authority to issue and 
to deliver to the Pennsylvania Railroad Company $10,000,000 of 
general mortgage 5 per cent bonds. The Pennsylvania, which 
operates the property of the P. B. & W. under a 999-year lease, 
asked authority to assume, as lessee, obligation and liability 
in respect of the bonds, and to sell them after delivery by the 
P. B. & W. 

The Conemaugh & Black Lick Railroad Company has ap- 
plied for authority to acquire and operate an existing line of 
railroad in Cambria county, Pa., and to construct and operate 
an extension thereof. The line will form a direct connection 
between the main line of the Pennsylvania and of the Balti- 
more & Ohio at Johnstown, Pa., and have approximately 16 
miles of main track. 

The New York, Chicago & St. Louis Railroad Company has 
applied for authority to assume obligation and liability in re- 
spect of $2,865,000 6 per cent equipment trust certificates in 
connection with the acquisition of 1,000 automobile cars, 300 
double-deck stock cars, 10 switch engines and 10 road engines at 
a total cost of $3,595,000. 

The Kansas City Telephone Company and the Southwestern 
Bell Telephone Company in a joint application have asked ap- 
proval by the Commission of purchase by the Bell company of 
stock of the Kansas company of the par value of $3,000,000. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 12130, Standard Oil Company (Ken- 
tucky) vs. Director-General, B. & O. R. R., et al., has asked the 
Commission to grant a rehearing therein. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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February 9, 1924 


RAIL-LAKE-AND-RAIL CASE 


Advising dismissal, Examiner J. Edgar Smith, in a report on 
No. 14822, Traffic Bureau, Chamber of Commerce, LaCrosse, 
Wis., et al. vs. Great Lakes Transit Corporation et al., said the 
Commission should find the rail-lake-and-rail rates from eastern 
points to LaCrosse, Wis., Winona and Red Wing, Minn., not un- 
reasonable and unduly prejudicial as compared with rates on 
like traffic to St. Paul-Minneapolis. The three cities alleged the 
rail-and-lake and the rail-lake-and-rail rates applicabe to them 
were unjust, unreasonabe and unduly prejudicial in comparison 
with similar rates to Chicago, Milwaukee, Eau Claire, St. Paul 
and Minneapolis. They asked for rates no higher than those 
to St. Paul and Minneapolis. 

The Great Lakes Transit Corporation was the only water 
line defendant. It was out of the Lake Michigan service from 
the end of navigation in 1917 until 1922. The troubles of the 
interior Minnesota points united in this complaint, as to the 
rates of the kind involved in this complaint, began when the 
Commission, under the Panama Canal act, divorced the boat lines 
on the Great Lakes from their trunk line owners, 33 I. C. C. 699, 
in 1916. In the greater part of 1916 and until August 1, 1917, 
Smith pointed out, the complaining cities had no joint lake-and- 
rail rates. From August 1, 1917, until the end of navigation 
that year they had rates the same as to Twin Cities. Then the 
transit corporation withdrew from the Lake Michigan service 
because, as it said, it was not profitable. In 1922 the transit 
corporation restored service to Milwaukee and Chicago, and 
the complaining cities had combinations of locals on the ports. 
Joint rates were restored May 31, 1923. 

Reviewing the geographical situation of the complaining 
cities, on the Mississippi north of Dubuque, the northernmost 
crossng, and south of the Twin Cities, in relation to the carrier 
competition at Chicago, the Twin Cities and Duluth, Smith said 
they were not entitled to the benefit of carrier competition which 
tended to a reduction of rates at Mississippi River crossings 
and the proximity to Duluth which controlled the level of rates 
at the Twin Cities. That competition, he said, was not theirs. 

“Prior to 1916, when the eastern rail lines owned and con- 
trolled the lake carriers,” said Smith, “rates to the Twin Cities 
applied lake-and-rail via Chicago-Milwaukee as well as via 
Duluth and necessarily on the sam'e level regardless of the west- 
ern transit port. It was during that period that, having regard 
to the fact that complainant cities are intermediate, Chicago- 
Milwaukee and the Twin Cities, the Twin Cities level of rates 
on lake-borne traffic was applicable to La Crosse, Winona and 
Red Wing.” Continuing, he said: “Rates to Chicago and Mil- 
waukee are rates to ports and interior cities can not expect to 
have rail carriage from such ports disregarded; lake-and-rail 
rates to Eau Claire are merely the Twin Cities rates extended 
to that place by a carrier serving Duluth, the Twin Cities and 

‘au Claire by its own rails.” 

He said the competitive forces at work in that territory 
had brought rate situations, all-rail and lake-and-rail, repeatedly 
before the Commission. One of the results of that competition 
was the placing of Chicago and Duluth on an equality in rail- 
and-lake rates from New York and to place the Twin Cities on 
a differential of 21 cents, first-class, in rail-lake-and-rail rates 
above both Chicago and Duluth. But he said that it was to be 
borne in mind that when the finding in Commercial Club of 
Duluth vs. Baltimore & Ohio, 27 I. C. C., was made the boats on 
the great lakes were owned and controlled by the rail lines and 
that the equalization of rail-lake-and-rail rates at the Twin Cities 
through Chicago and Duluth was the act of the carriers, not of 
the Commission. Shortly after that decision the Commission 
ordered the divorce, since which time the complaining cities 
had joint rail-lake-and-rail rates only from August 1, 1917, to 
the close of navigation that year. But, he said, the Commission 
was not without information concerning the rate situation in 
that territory, for La Crosse was active in the proceeding 
reported in Wisconsin Rates Cases, 44 I. C. C., 602, where after 
a very careful examination the Commission found that class 
rates from New York to La Crosse should not exceed 145 per 
cent of the New York-Chicago rates, and in La Crosse Chamber 
of Commerce vs. Ann Arbor, 61 I. C. C., 289, the Commission 
made a relative adjustment as between Chicago, Dubuque, St. 
Paul and La Crosse. In summing up the case, Smith said: 


As the present record contains nothing indicating the necessity 
of modifying the prior findings of the Commission; as, indeed, it very 
clearly shows that those findings did ample justice to the claims of 
La Crosse and can not be modified in the way complainants now ask 
without disturbing the adjustments to Wisconsin points there made 
by the Commission; and as the granting of the prayer of the com- 
plaint would result in departures from the requirements of the fourth 
Section that would reach far east of La Crosse, it is clear that the 
rate adjustment does not subject that point to undue prejudice or 
disadvantage. Using the mileages shown by the Chicago, Milwaukee 
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& St. Paul Railway, La Crosse is approximately 282 miles west of 
Chicago and 200 miles west of Milwaukee; Winona and Red Wing are 
respectively 25 miles and 88 miles more distant from the lake ports; 
and Red Wing is about 46 miles south of the Twin Cities. In view 
of the fact that traffic all-rail as well as rail-lake-and-rail to La 
Crosse, Winona and Red Wing moves through Chicago or Milwaukee; 
that these complainant cities, by reason of the requirements of the 
fourth section of the act, receive the benefit of the extremely com- 
petitive rates applicable all-rail to the Twin Cities; and that the fuli 
lake differentials under all-rail rates are applied at these points, it is 
also clear that neither Winona or Red Wing is subjected to undue 
prejudice or disadvantage. 


This case was tried on the theory of undue prejudice as between 
the lake-borne rates to complainant cities and to the Twin Cities. 
A large part of the testimony in behalf of complainants is solely 
directed to that issue, exhibits were filed to show the sums of the 
rates inbound to complainant cities plus the rates outbound to points 
where the latter must compete with dealers located at the Twin Cities 
as compared with the sums of the rates inbound to Twin Cities and 
outbound to the same points. Obviously, in many places the Twin 
Cities have an advantage; but that this advantage is not undue is 
shown by the circumstances and conditions that compel the relative 
adjustments and that have repeatedly been recognized by the Com- 
mission. Little or no testimony introduced by complainants touches 
the reasonableness of the rates in issue. Defendants, however, show 
that lake-borne traffic differs from all-rail traffic mainly in the lake 
portion thereof and that these complainants receive the full benefit of 
the differentials applicable on traffic rail-and-lake to Chicago and 
Milwaukee, the rail lines from these ports charging the same propor- 
tions to destinations as they receive on all-rail traffic although the 
cost of handling is, perhaps, to these delivering carriers, in excess of 
the cost of handling through all-rail traffic. 

The Commission should find that the rates assailed are not shown 
to be unjust, unreasonable, or unduly prejudicial. The complaint 
should be dismissed. 


OIL WELL SUPPLIES CASE 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
14417, Prairie Oil & Gas Company vs. Atchison, Topeka & Santa 
Fe et al., has recommended a finding that rates on nearly 100 
carloads of iron pipe, iron pipe fittings, gas engines, sucker rods 
and oil well supplies, from Pittsburgh, Pa., and other points, to 
Drumright and Oilton, Okla., between May 25, 1920, and May 22, 
1922, were unreasonable. to the extent they exceeded the con- 
temporaneous rates to Cushing, Okla., the junction point between 
the main line and the branch line of the Santa Fe. Drumright 
and Oilton are on the branch line. The complainant contended 
the rates should not have exceeded the contemporaneous ones 
to Cushing or Jennings. The junction point basis was estab- 
lished in May, 1922, and therefore reparation was the only ques- 
tion at issue. 

The Drumright branch, the examiner said, represented the 
consolidation of two electric lines. Reviewing the facts about 
the construction of the two electric lines, the acquisition of one 
by the Santa Fe and the construction by the Santa Fe of 4 con- 
necting link, Mackley said a big tonnage was in sight when 
that was done, the Cushing pool having been discovered in 1913. 
The branch, he said, had been a part of the system since the 
beginning of 1916 and had always been a large tonnage pro- 
ducer. He said the Commission, in Western Petroleum Refiners’ 
Association vs. Director-General, 59 I. C. C. 38, found unreason- 
able the application of a differential over the Oklahoma group 
rates, which applied from Cushing and Jennings, on petroleum 
and its products, from points on the Drumright branch to north- 
ern destinations. 


ACID RATE RELATIONSHIP 


A wider spread in rates on sulphuric and other acids to 
Oklahoma points, as between St. Louis and producing points in 
Illinois near that city, on the one hand, and Kansas City (Ar- 
gentine), Kan., on the other, has been recommended by Ex- 
aminer Bronson Jewell in a report on No. 14621, National Zinc 
Company, Inc., vs. Atchison, Topeka & Santa Fe et al. He said 
the Commission should find the present spread in rates on sul- 
phuric acid, 7.5 cents, was unduly prejudicial to the complainant 
and unduly preferential of its competitors at St. Louis and points 
in Illinois, in violation of the third section. He said the Com- 
mission should find that rates on sulphuric acid from St. Louis to 
destinations in Oklahoma, which are a differential over Kansas 
City of less than 12.5 cents, will be unduly prejudicial to Kansas 
City. 

The complaint alleged the,rates on sulphuric, nitrating and 
muriatic acid, in straight or mixed carloads, from Kansas City 
(Argentine Station), Kan., to various stations in Kansas, Okla- 
homa and Texas were unreasonable, unjustly discriminatory and 
unduly prejudicial. The Western Petroleum Refiners’ Associa- 
tion, Southern Acid & Sulphur Company and Monsanto Chemi- 
cal Works intervened. 

Because no one suggested varying rates on the different 
kinds of acids, the examiner mentioned only sulphuric acid in his 
report after setting forth the fact that none had suggested vary- 
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ing rates. He said the Commission should find the rates to Kan- 
sas not unreasonable, unduly prejudicial or otherwise unlawful. 

The rates to Oklahoma, the examiner said, were the impor- 
tant ones because a large percentage of the complainant’s busi- 
ness was done with points in that state. Until March 24, 1923, 
he said the spread between Kansas City and St. Louis was about 
20 cents, but on that date the carriers published a readjustment 
in which the spread was made only 7.5 cents, with Chicago 15 
cents over Kansas City. To a small group in northeast Okla- 
homa the differential, the examiner said, was 10.5 St. Louis over 
Kansas City and Chicago, 18.5 cents. Prior to March 24 the 
differentials were 15 and 23 cents. The schedules were pro- 
tested by the complainant, but the Commission did not suspend 
them, 


COMPRESS CHARGE ABSORPTION 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner John T. Money, in a report on 
No. 14385, Houston Cotton Exchange and Board of Trade et al. 
vs. Aberdeen & Rockfish et al. as to the failure of the carriers 
to absorb, out of the applicable rates, the entire compress charge 
on shipments of cotton forwarded from points in Texas, Louis- 
iana, Arkansas and Oklahoma to interstate destinations. 

The case grew out of the failure and refusal of the railroads, 
after August 26, and before December 4, 1920, to absorb the 
whole of a charge of 20 cents per bale for compression of cot- 
ton in transit. The examiner said the case was substantially 
similar to those in Memphis Freight Bureau vs. Director-Gen- 
eral, 74 I. C. C. 588. In that case he said the Commission found 
the failure of the Director-General to provide for the absorption 
of the compress charge on shipments from Tennessee and Mis- 
sissippi was unreasonable and awarded reparation. The exam- 
iner said that reparation should be awarded in this case to 
Anderson Clayton & Company and H. M. Wolfe & Company. He 
said no evidence was filed in behalf of other shippers. He said 
they should file statements and affidavits and that if the rail- 
roads objected to the affidavits the shippers might ask for 
further hearing. 


HAY COMPLAINT DISMISSED 


Examiner Leo J. Flynn has recommended the dismissal of 
No. 14972, Toberman, Mackey & Company vs. Terminal Railroad 
Association of St. Louis et al., on a finding that the charges for 
local movements of hay and straw between St. Louis on the 
one hand and East St. Louis and adjacent points, on the other, 
are not unreasonable or unduly prejudicial. The examiner said 
the current tariff provided a rate of 2.5 cents on commodities 
on which specific rates were not mentioned, with a minimum of 
$12 per car. The complaint contended that inasmuch as hay 
and straw generally took a minimum of 12,000 pounds, the 
minimum charge on its shipments should not have exceeded or 
exceed 2, 3 or 2.5 cents per 100 pounds, depending upon the date 
of shipment. 





BICHROMATE POTASH RATES 


Dismissal of No. 14904, Griess-Pfleger Tanning Company vs. 
Central of New Jersey et al., and Sub-No. 1, Same vs. Baltimore 
& Ohio et al., has been recommended by Examiner P. F. Gault, 
on a finding that rates on bichromate of potash, from Jersey 
City to Waukegan and Chicago, are not unreasonable. The rates 
were fourth class of 73.5 cents prior to July 1, 1922, and 66 
cents thereafter. The allegation was that they were unreason- 
able between June 8 and December 28, 1922. The complainant 
contended the fourth class rates were unreasonable in compari- 
son with those on bichromate of soda, from Jersey City to Chi- 
cago and Waukegan. Bichromate of soda is also rated fourth 
class, the report said, but by exception to the classification it 
taxes sixth class from Jersey City to Chicago and Waukegan, 
the rates being 52.5 and 47.5, the higher rate before July 1, 
1922, and the lower since that time. The defendants said the 
comparison between the two commodities was not helpful, be- 
cause bichromate of soda moved in much greater volime and 
was less valuable. The examiner said the complainant did not 
know of any movement of bichromate of potash between Jersey 
City and Chicago, other than its own. 


JACKSON, MISS., ADJUSTMENT 


A recommendation that Jackson, Miss., be given the benefit 
of the class and commodity scale prescribed in Memphis South- 
western Investigation, 77 I. C. C. 473, has been made by Exam- 
iner J. O. Cassidy, in a report on No. 14701, Jackson Traffic 
Bureau vs. Alabama & Vicksburg et al. He said the Commis- 
sion should find the class and commodity rates from Jackson, 
Miss., to destinations in southern Arkansas and Louisiana, un- 
duly prejudicial to Jackson and unduly preferential of New 
Orleans, Memphis and Natchez, as alleged in the complaint. 

The destinations in southern Arkansas particularly referred 
to in the complaint, the examiner said, were those on the Mis- 
souri Pacific south of Pine Bluff and McGehee and southwest and 
southeast of Guerdon, points on the Rock Island south of Haskell 
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and Fordyce and points on the St. Louis Southwestern south- 
east of Fordyce. Destinations in the so-called Texarkana group 
and destinations throughout Louisiana were in issue. 

Cassidy said that, in addition to the actual distance between 
points of origin and destination, twenty miles should be added 
for Mississippi River transfer, in calculating the distances for 
the application of the scale. 





RAW SUGAR COMPLAINT DISMISSED 


Examiner C. I. Kephart has recommended the dismissal of 
No. 14749, Garcia Sugars Corporation vs. New York Central et 
al., on a finding that the rates on raw sugar, from Brooklyn, 
New York, Weehawken and Philadelphia to Marine City, Mich., 
are not unreasonable. The complaint was that the rates of 35 
and 33 cents on 201 cars of raw sugar shipped between March 
5 and August 18, 1920, were unreasonable to the extent they ex- 
ceeded 27 and 25 cents. The raw sugar was taken to Marine 
City for refining so as to keep a plant used chiefly in refining 
beet sugar in operation. No application for lower rates, the 
examiner said, was made in advance of the shipments, which 
were not in the regular course of business, but unusual. Low 
rates were made to Canadian points from Montreal, but the 
examiner said there was no competition between the Canadian 
and Marine City plants, presumably on account of the barrier of 
import duties, the examiner suggested. 


FUEL OIL REPARATION 


Upon further hearing in No. 13023, American Woolen Com- 
pany vs. Director-General, Boston & Maine, Examiner E. L. 
Gaddess said the Commission should award reparation on ship- 
ments of fuel oil from Chelsea, Mass., to Lawrence and Lowell, 
Mass., made between May 5, 1919, and December 7, 1919. The 
rates were found unreasonable to the extent they exceeded 9.5 
cents, the subsequently published rate, the finding being re- 
ported in 78 I. C. ©. 416. Proof respecting reparation being 
unsatisfactory, the Commission did not award reparation. On 
further hearing, auditors and executives of the complainants 
and agents of the Mexican Petroleum Company supplied the 
necessary proof. : 


HAY INSPECTION SWITCHING 

Dismissal of No. 14908, Toberman, Mackey & Co. vs. Chi- 
cago, Burlington & Quincy, has been recommended by Examiner 
Leo J. Flynn. He said the Commission should find not unrea- 
sonable or otherwise unlawful charges of the defendant for 
placing carload shipments of hay and straw on tracks and hold- 
ing for inspection at St. Louis and East St. Louis. The com- 
plaint and eleven sub-numbers brought by the same firm against 
different combinations of carriers alleged the charges for such 
service in the last four years were and are unreasonable, un- 
justly discriminatory, unduly preferential and illegal. The com- 
plainant contended that no more than the line-haul rate should 
be assessed. The examiner quoted from the Commission’s de- 
cision in Reconsignment Case No. 3, 53 I. C. C. 455, 471, to 
show that neither state nor federal laws require the inspection 
of hay and straw and that therefore the placing and holding 
for inspection are for the benefit of the shipper and the charge 
of $2.70 per car was imposed in accordance with the rules made 
in the reconsignment case, increased or deflated by subsequent 
general changes. 


TALLOW CASE DISMISSED 


Examiner John T. Money has recommended the dismissal 
of No. 15054, Palmolive Company vs. Chicago, Milwaukee & St. 
Paul, on a finding that a rate of 10 cents on tallow from Chi- 
cago to Milwaukee is not unreasonable. The complaint said it 
was unreasonable and unduly prejudicial to the extent it ex- 
ceeded 8 cents, and the minimum of 50,000 pounds exceeded 
36,000. The examiner said no evidence was submitted to show 
that 50,000 pounds could not be loaded. The examiner said 
the 10-cent rate was but 1% per cent of the average value of 
the commodity for the past two years and that the increase 
of two cents in the rate June 1, 1923, could not seriously re- 
strict the use of the commodity. 


EXPORT COTTON RATES 


In a report on No. 14346, Houston Cotton Exchange and 
Board of Trade et al. vs. Abilene & Southern et al., Examiner 
John T. Money said the Commission should find unreasonable 
the any-quantity rates on cotton from Texas common point 
territory to Galveston for export, between August 26, 1920, and 
April .23, 1921, to the extent they exceeded 95 cents. He said 
the issues in this case respecting cotton from points in Texas 
common point territory were identical with those presented in 
Weatherford, Crump & Co. vs. Abilene & Southern, 73 I. C. C. 
315, and that much of the evidence here presented was placed 
before the Commission by the carriers, in that case. He said 
the Commission held the 96-cent rate unreasonable to the ex- 
tent it exceeded 95 cents and awarded reparation. Upon peti- 
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tion of the carriers he said that case was reopened for further 
argument and was still pending. 

As to rates from other points in Texas, to Galveston, he 
said the Commission should find them unreasonable to the 
extent they reflected increases in excess of 35 per cent, less 
the wharfage charge. 

Rates from Oklahoma to Galveston, on export cotton, he 
said, should be found not unreasonable. Reparation, he said, 


— be awarded to Anderson, Clayton & Co. and H. M. Wolfe 
& Co. 


PERMISSION TO ABANDON DENIED 


The Trafic World Washington Bureau 


Attorney-Examiner C. E. Boles has recommended that the 
Commission deny an application of the Frankfort & Cincinnati 
Railway Company for authority to abandon its line of railroad 
extending from Frankfort to Paris, Ky., a distance of 40 miles. 
Objections to the proposed abandonment were submitted on 
behalf of the cities of Frankfort, Georgetown and Stamping 
Ground, the County of Scot, civic bodies and commercial or- 
ganizations, and numerous individuals interested in the con- 
tinued operation of the line. 

The company gave as its primary reason for abandoning 
its line that its revenues had been for a number of years, and 
were now, inadequate to pay operating expenses, and that 
there was no hope of improving its position in that respect. 
The report said the interveners contended that the deficits 
suffered by the company were due largely to its own inactivity 
and to its relation to the Louisville & Nashville, and that a 
more aggressive policy in soliciting competitive business and 
freedom from the alleged restraining influence of the L. & N. 
would place the company on a self-sustaining basis. 

Mr. Boles said a majority of the Kentucky commission, 
which held a hearing in the case for the Commission, recom- 
mended that the company be required to continue operations 
for a period of one year, or until January 1, 1925, in order 
that the interveners might have an opportunity to demonstrate 
the alleged ability of the company with their assistance to 
operate without further loss. 


In 1909 the line was conveyed to the L. & N., which was 
later required to relinquish control of the property as the 
result of action by the state of Kentucky, which was sus- 
tained in its contention that, under the law of Kentucky, the 
L. & N. could not acquire the line because it was a parallel 
and competing line. 

The report said it appeared that there had been instances 
where traffic between Frankfort and Paris had moved via Lex- 
ington over the L. & N. when solicitation might have diverted 
it to the applicant’s line. : 

When the L. & N. relinquished control of the property, 
there was a contract negotiated under which the L. & N. 
agreed to sell 801 shares of capital stock of the applicant to 
Charles E. Hoge. Later, S. French Hoge, son of Charles E. 
Hoge, assumed the obligation of purchaser under the contract. 

Mr. Boles said the testimony was that the applicant had 
since July 1, 1912, maintained strict neutrality with respect 
to solicitation of freight via any of its junctions, and that the 
applicant’s position was that it must keep the good will of 
each of its connections. He said it was difficult to see how 
soliciting against the Southern or the L. & N. would injure the 
applicant’s position with either of those carriers. 

The report stated that the terms of the contract showed 
that it was a mere expedient and that it was never intended 
that the control of the applicant should remain permanently 
in the purchaser or his successors. None of the installments 
covering the purchase price of the majority stock has been 
paid, the report said, and that the first was due more than 
eleven years ago. The L. & N. still owns all of the applicant’s 
first mortgage bonds, the report said. 

Mr. Boles said it was suggested that the door was now 
open for the L. & N. to acquire control of the property under 
the provisions of paragraph 2 of -section 5 of the interstate 
commerce act. In conclusion he said: 


The interveners have shown a substantial local need for the appli- 
cant’s services. The facts of record indicate that, if the line is aban- 
doned, a large number of shippers will suffer considerable inconvenience; 
that a number of business enterprises along the line will be destroyed or 
seriously injured; that the value of land will be depreciated; that the 
places served by both the applicant and one or the other of its con- 
nections will lose the benefits of existing and potential competition; 
and that a considerable section will be deprived of rail facilities. 
While operation of the line for the last six years has resulted in sub- 
stantial losses, results of recent operation show a marked improve- 
ment which should continue with the adoption of a more aggressive 
policy on the part of the present management with the support offered 
by the interveners. Moreover, a substantial investment, a large part 
of which was originally made by some of the interveners, will be 
dissipated if the proposed abandonment is authorized. The evidence 
is that maintenance of the applicant’s line is sufficient for its present 
traffic and for its present rolling stock. During the past year with 
improved earnings the applicant has been able to care for considerable 
deferred maintenance without suffering a very large deficit. At pres- 
ent it has adequate financial support to continue operation. There is 
nothing in the record to show that the L. & N. has refused to con- 
tinue this support. As long as the L. & N. is willing to lend a helping 
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hand, and so far as appears it may be to its interest to do so, the 
applicant will be able to operate its line. Should the L. & N. refuse 
to make further advances, the applicant’s management may then go 
into court and ask that a receiver be appointed. In view of the 
peculiar relationship existing between the applicant and the L. & N.., 
a receivership might possibly be to the applicant’s advantage and in 
the interest of the public it serves. It would free the applicant from 
the passive control of the L. & N. and make possible a. reorganization 
on an entirely independent basis, with possible resultant benefits 
heretofore indicated. 

Under the provisions of paragraphs (18) to (20), inclusive, of sec- 
tion 1 of the interstate commerce act, abandonment of a line of rail- 
road, or of the operation thereof, by a carrier subject to the act is 
made unlawful, unless there shall first have been obtained from the 
commission a certificate that the present or future public convenience 
and necessity permit of such abandonment. Any carrier proposing 
such abandonment assumes the burden of proving that it is consistent 
with the present and future public convenience and necessity, That 
burden has not been sustained by the applicant in this case. 

Upon the facts presented the Commission should find that the 
present and future public convenience and necessity do not permit the 


proposed abandonment. An order should be entered denying the 
application. 





WAGE STATISTICS 


In its summary of wage statistics covering Class I roads 
for November, 1923, the Bureau of Statistics of the Commis- 
sion said: 


For the month of November, 1923, Class I railroads reported 
1,899,545 employes, an increase of 79,082, or 4.3 per cent, over the num- 
ber reported for November, 1922. The total compensation increased 
$399,311, or 0.2 per cent. The ratio of increase in the compensation 
is smaller than the ratio of increase in the employment, due chiefly 
to the fact that the overtime compensation was $10,039,041 greater in 
November, 1922. 

The number of employes reported for the first eleven months of 
the year 1923 averages 1,887,590, an increase of 255,386, or 15.6 per 
cent, as compared with the average employment for the same months 
of the year 1922. The total compensation paid to employes of Class I 
railroads increased $386,990,898, or 16. per cent, in this same period. 

The monthly earnings, by groups, were as follows: 

—-—Monthly earnings of—-— 

Employes Employes 

reported on reported on 
daily basis hourly basis 
No- No- No- No- 
vem- vem- vem- vem- 
ber, ber, ber, ber, 
Group 1923 1922 1923 1922 
Executives, officials, and staff assistants. $429 $417 cnc sah 
Professional, clerical, and general 181 177 “— = 


Maintenance of way and structures...... 239 237 8 
Maintenance of equipment ahd stores.... 244 243 120 134 
Transportation (other than train, engine 

SY ED pcetrnddens6seuea tas msemenns 97 95 120 119 
Transportation (yardmasters, switch 

tenders, and hostlers) ............... 253 256 143 148 


Transportation (train and engine service) .... PROS 185 196 
A comparison of the number of employes and their compensation, 
by months, follows: 


CLASS I STEAM ROADS 


Number Total 

Month of employes compensation 
I 95.8 bins is wg bw ams ae Renee ew au ,820,463 249,286,713 
NL = SREY Lois a's vic cle. guile ber an eacwea en 1,788,590 247,672,515 
I obs 0nd Sy Wie baw Saleen s sewers 1,779,516 250,051,786 
RE ME, 5a Uva cw ew Se va geewins cba dns 1,783,555 230,416,541 
I ein 5, Sis cnc corse oeiebSo 4 waieatnwe 1,816,479 255,447,764 
SL Sutadih csc cbakbshoonkashheak<mie 1,843,652 245,874,117 
ae ae eee ee eet 2 1,896,219 259,679,263 
PED En On Le Sec siep ie aaah Se Wokateb oe 4 1,933,929 259,127,789 
eI SII had o nd os sca 0 hares Kecaton-orele dine. cuacaave 1,954,687 261,805,549 
es ie oa nc:1516 4:5 -arwip ww Bias odin wie eieseeie a 1,973,505 270,187,583 
NE See eater eee 1,945,917 255,217,197 
I NE nic rcss Dac oree'S wpe Ro bide ede se vos 1,936,494 271,005,542 
DEE. SEE. 5S shies enee bret cae nweawee ee 1,899,545 249,686,024 


PENNSYLVANIA ELECTIONS ILLEGAL 


Declaring past “Pennsylvania Plan” elections illegal and 
ordering that an election scheduled for February 8 be canceled 
and a secret ballot substituted, on which employes may vote for 
representation by any labor organization, the Railroad Labor 
Board has reopened its old dispute with the Pennsylvania Rail- 
road and upheld the contention of the Order of Railroad Tele- © 
graphers that Pennsylvania employes should have the opportu- 
nity to vote for any representation they please. The decision 
places before the Pennsylvania the alternative of again ignoring 
the Labor Board’s orders or allowing an election that might re- 
sult in the overthrow of the company organization and the in- 
stallation of the unions with which the Pennsylvania has re- 
fused to negotiate. The board also orders that, if the Pennsyl- 
vania refuses to hold the election in accordance. with the rules 
the board has fixed and which have been followed by practically 
every carrier which has been before the board except the Penn- 
sylvania, the employes may then conduct the election them- 
selves as best they can and report the results to the board and 
the carrier. 

In the past elections for employe representatives, conducted 
by the Pennsylvania, employes have had no opportunity to vote 
for organizations, the ballots carrying only the names of indi- 
viduals, who, when elected, constituted a committee which nego- 
tiated wages for the employes in accordance with the Pennsyl- 
vania’s labor representation and company union plans. In the 
last election, instead of writing in the name of a union and thus 
rendering their ballots void, union adherents voted for individ- 
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uals who were members of the Order of Railroad Telegraphers. 
The Order of Railroad Telegraphers then came before the board 
declaring that the members of the committee were all members 
of that union and desired the union to be the negotiating body 
rather than the Pennsylvania company union. They asked that 
the board, therefore, order the Pennsylvania to negotiate with 
the Order of Railroad Telegraphers. In a decision on January 
15 the board refused to do this and said it had jurisdiction over 
the matter, but ruled that the complaint must be brought by the 
duly elected committee and not by the Order of Railroad Teleg- 
raphers. The employes immediately amended their complaint, 
adding an attack on the forthcoming election. The same com- 
mittee then appeared before the board on February 2, declar- 
ing itself to be the duly elected Pennsylvania committee as well 
as being composed of members of the Order of Railroad Teleg- 
raphers. 


The employes contended that they had been deprived of all 
voice in the formulation of the plan of the elections, that an over- 
whelming majority of the employes favored representation by 
the Order of Railroad Telegraphers, but that the carrier had 
refused to permit its name to be on the ballot and, in addition, 
had excluded a large number of employes rightfully entitled to 
vote. Representatives of the Pennsylvania also came before 
the board contending that there was no dispute between the 
Pennsylvania and the Order of Railroad Telegraphers, that the 
committee of employes, having been elected in the past elec- 
tions could not attack the validity of the elections, that the 
coming election was merely for the purpose of electing their 
successors in accordance with the Pennsylvania plan, and that, 
as there had been no conference between the carriers and its 
employes with reference to the election, there was no dispute and 
the matter could, therefore, not be submitted to the board. 


The board followed with its decision, No. 2130, dated Febru- 
ary 5, declaring the past elections illegal and stating that the 
Pennsylvania by “absolute compulsion” had deprived the em- 
ployes of electing an organization to represent them. After 
describing the manner in which the employes were permitted 
to vote only for individuals the opinion of the board continues: 


Under the compulsory conditions described, the telegraphic em- 
ployes therefore adopted the expedient of voting for the committee- 
men of their organization merely as individuals without organization 
designation. 

Now, the carrier concedes that the committeemen so elected are 
the authorized representatives of the employes, but ingeniously in- 
sists that they can not attack the very elections in which they 
were chosen. 

Under the facts and circumstances of this case, the carrier’s 
contention is unsound and to sustain it would permit the carrier to 
profit by its own wrongful conduct and would close to the employes 
their only avenue of redress. 

It is manifestly fallacious to say that the employes are yg 
from attacking an election because of their participation in it, when 
such participation was to all intents and purposes compulsory. 

As to the election to be held February 8, 1924, no conference and 
no new dispute was necessary. It is merely another act of the car- 
rier in a series of acts already involved in a pending submission, 
ont = amended submission is a sufficient compliance with the 
statute. 


The board then handed down its ruling as follows: 


The board decides that the elections of June, 1921, and of Janu- 
ary, 1923, were in violation of the transportation act for the rea- 
sons herein above set out, and that the plan of the election sched- 
uled by the carrier for February 8, 1924, is likewise in violation 
of the statute for the reason above stated. It is therefore directed 
that the notice of said election be cancelled by the carrier and 
that an election be held by secret ballot in accordance with De- 
cisions No. 218 (II, R. L. B., 207) and No. 220 ((II, R. L. B., 216) 
and Addendum No. 1 to Decision No. 218 (II, R. L. B., 566), of the 
Railroad Labor Board, in which the employes will be given the 
fullest opportunity to vote either for organizations or individuals, and 
in which the carrier will have the privilege of maintaining such con- 
tact with the casting and counting of the ballots as will afford it 
necessary information but not control. 

In case the carrier should decline to participate in the holding 
of the election herein ordered, the employes shall have the. right 
to conduct an election, if they so desire, for the purpose of desig- 
peaarcee | their representatives, complying as closely as possible with 
practices established by the Labor Board in Decisions Nos. 218 and 
220, and Addendum No, 1 to Decision No. 218, and other decisions 


on the same subject, and reporting the result to the board and 
to the carrier. 


RAIL LABOR PROPOSES COMPROMISE 


The Trafic World New York Bureau 


Letters written by Warren S. Stone for the railroad engi- 
neers and D. B. Robertson for the firemen, made public this 
week, advise the members of the brotherhoods to make terms 
with the individual railroads on the basis of the five per cent 
increase in wages granted by the New York Central to its 
employes. This was said to be the largest amount the men 
could expect without a strike. It was estimated by railway 
executives that an increase of this extent would add $20,000,000 
a year to the pay of the engineers and firemen, and that a 
similar settlement by the conductors and trainmen would add 
another $20,000,000. The engineers and firemen number 160,000. 

These letters were written to the committees of adjustment, 
representing the unions in their negotiations with the railroads. 
The men originally asked for an increase of 12 per cent, but 
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the leaders, it was shown, hesitated to face a strike to obtain 
the difference over the five per cent, which they expect to 
receive without great difficulty. . 

The letter says that the Rock Island settlement, made by 
the engineers in the course of the New York Central negotia- 
tions, was unfortunate in that the men returned to work for 
their former wages. As a result of this agreement, the Pitts- 
burgh & Lake Erie and the Union Pacific put forth similar 
offers that for a time threatened the success of the conferences 
with the New York Central. 

The letter warns the various committees not to accept any 
major changes in the rules and points out that while the agree- 
ment with the New York Central involved some changes, it 
left all of the important working conditions intact. 

News of this letter spread rapidly through the railroad 
district, where the next move of the unions has been awaited 
with considerable interest. Judging from opinions, expressed 
unofficially, the executives will resist any attempt to force them 
to submit to agreements similar to that on the New York Cen- 
tral, and will oppose any increase in wages without a com- 
pensating change in the working rules. 


RAILROAD WAGE INCREASES 


Pay increases ranging from two to two and one-half cents 
an hour have been granted by the Labor Board to telegraphers 
on three carriers and denied on three other carriers in Decision 
No. 2115, effective as of January 16. The increases affect only 
certain limited classes of telegraph employes and are designed 
to correct certain inequalities as between different roads. In- 
crease to agents at non-telegraph stations were denied on all 
roads. Roads on which increases were granted are as follows: 
Charleston & Western Carolina, two and one-half cents an 
hour; Southern Pacific Lines in Texas and Louisiana, two cents 
an hour; Texas Pacific, two cents an hour. Increases were 
denied all telegraph employes on the following roads:  Inter- 
national Great Northern, Nashville, Chattanooga & St. Louis, 
and the Virginian Railway. The decision states that, after due 
consideration, the board has decided that a general increase 
in pay is not warranted for this class of employes at this time. 
It is also stated that, in a subsequent decision, the board will 
rule on adjustments of working rules asked for by employes. 


SOUTHERN RATE CONFERENCES 


The Fourth Section Committee of Southern Carriers an- 
nounce on December 20, schedule for public conferences to 
discuss certain commodity revisions to be held the week of 
February 4.. Subsequently announcements were distributed with 
rate statements showing present and suggested rates from and 
to representative points. 

The Southern Traffic League requested thirty day post- 
ponement of the conferences because of the importance of the 
commodity rates involved and the special committees assigned 
to deal with each subject had not had opportunity to prepare 
themselves for conferences; further, many members of the 
special“ committees had engagements that conflicted with the 
dates set. 

-In addition to this, representatives of several of the sugar 
interests requested postponement of the sugar conference sched- 
uled for February 7 on the ground that they could not be pre- 
pared to discuss the proposed adjustments by that date. 

The committee did not desire to proceed with these re- 
adjustments without giving all shipping interests full oppor- 
tunity to consider the proposed adjustments, nor did it believe 
satisfactory results could be obtained unless the important 
shipping interests referred to were prepared to discuss the pro- 
posed adjustments at the conferences. Further, it was con- 
sidered inadvisable to have several conferences on the same 
commodity adjustment and thus place the shipping interests 
that were prepared to additional inconvenience and expense. 

The committee, has, therefore, decided to postpone con- 
ferences to the following dates: 


Cement, carloads, from southern manufacturing points, Ohio 
river crossings, South Atlantic, Virginia and gulf ports, to a 
points in southeastern territory and Carolina territory....March 3 
Fuel oil, gas oil, road oil and lignin liquor, carloads, fram gulf, 
‘South Atlantic and Virginia ports, and Ohio river crossings 
to destinations in southeastern territory, Mississippi Valley 
territory and Carolina territory 2. .cwccccsivccccvccsncsces March 
Petroleum and its products, carloads, from gulf, South Atlantic 
and Virginia ports, Ohio and Mississippi river crossings, to 
destinations in Carolina territory, Virginia cities and east- 
ee eS er Pr yee re March 
Sugar, carloads and less carloads, from gulf, South Atlantic 
and Virginia ports, and from eastern ports to destinations 
in southeastern territory, Mississippi Valley and Carolina 
Poo ee ee Ee ee eee eee March 
Iron and steel articles, carload and less carloads, from southern 
manufacturing points and from Seuth Atlantic ports, to 
destinations in southeastern territory, Carolina territory, 
Virginia cities and eastern trunk line territory........... March 7 


The conferences will be held in Room 1207, No. 101 Mar- 
ietta Street, Atlanta, Georgia, beginning 10:00 a. m., on each 
day shown. 
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RAILROADS AND AGRICULTURE 


The Traffic World Washington Bureau 


Representative Shallenberger of Nebraska, a Democratic 
member of the House committee on interstate and foreign com- 
merce, in a speech in the House on the agricultural situation, 
said it was well known that “manufacture, transportation and 
labor is each experiencing a period of tremendous prosperity,” 
while agriculture, the fourth great industry of the nation, was 
facing as serious a situation as it had ever known because of 
the low prices paid for the products of the farm. 

“The four horsemen of the Apocalypse that afflict agricul- 
ture are high taxes, high freight rates, high tariffs and excessive 
profits,” said he. 

The railroads, he said, enjoy returns under the Esch-Cum- 
mins law even greater than those accorded them at the peak of 
war-time prices. 

Mr. Shallenberger said the greatest burden that the farmer 


struggled under now was excessive freight rates. Continuing, 
he said, in part: 


The farmers of the West produce wheat and corn, pork and beef. 
The basic price for these staple products is made in the open markets 
of the world. He sends them eastward across the Atlantic and west- 
ward beyond the Pacific, and with them he lays hold upon the gold 
and silver of the world and sweeps it across these mighty seas and 
pours it into the lap of American industry. But because his market 
is beyond the seas the farmer has but little left for his share after the 
costs of railroad rates to the seaboard is deducted. The railroads to- 
day receive more for transporting the farmer’s products to his final 
market than he receives for his year of labor. 

I produced something like 10,000 bushels of corn on my ranch in 
western Nebraska last year. Today there is a market for every 
bushel of it at the Atlantic seaboard at $1 a bushel. If I were to con- 
sign it all to an eastern buyer the price for the year’s crop at that 
market would be $10,000. But the railroad charges would be around 
$5,000 for transportation, 50 per cent more than in happier times for 
the farmer. No business on earth can stand a tax like that unless it 
can pass it on to someone else, and that the farmer cannot do. So 
the price to me in Nebraska is $5,000 for the corn that cost the east- 
ern buyer $10,000, and the same tribute is collected when the western 
farmer has to buy. 

Two-thirds of the price he must pay for the lumber that houses 
him is freight rates. More than one-half of the price for the coal that 
warms him is freight rates. Excessive taxes and excessive profits 
have changed the whole problem of the farmer’s life. It used to be 
that the big problem of the farmer was to make a living. But now 
the greatest question that confronts him is how he can pay the taxes 
that are piled upon him. If taxes and profits were not so excessive 
the farmer might live on present prices. Six-dollar hogs and 50-cent 
corn could be endured if the farmer’s dollar was worth 100 cents when 
he came to spend it. 


Evidently referring to the Transportation Conference held 
recently in Washington, Mr. Shallenberger said he attended “the 
meeting of the railroad magnates at the Willard not long ago; 
it was a railroad transportation conference, and I heard the 
presidents of two of the great transcontinental railroads suggest 
that they should be allowed to reduce freight rates 25 per cent 
on coast-to-coast traffic and require the farmers in the Middle 
West to make it up to them because of the competition of the 
Panama Canal. This satisfied me that, when by passage of the 
Esch-Cummins law you killed competition, you destroyed the 
only possibility of reducing freight rates unless you should 
change the law.” ‘ 

Mr. Shallenberger quoted an editorial from the Lincoln 
(Neb.) Journal to the effect that the railroads had been able 
to prove by mountains of figures that they could not afford to 
reduce freight rates on agricultural products, but that when 
the Panama Canal began to cut into their westbound coast-to- 
coast traffic, “they find they can cut rates on that business a 
full 25 per cent.” 

Representative Williamson, of South Dakota, speaking on 
agricultural relief, had the following to say with respect to 
freight: rates: 


The long distance from market and the high freight rates that 
now prevail offer an all but insuperable obstacle to the success and 
prosperity of the farmer of the great mid-west. If time permitted, 
many examples could be given where such rates, at the present price 
of many staple farm products, are practically confiscatory. Railroads 
are permitted to make low rates for coast-to-coast hauls in order to 
compete with traffic by water through the Panama Canal. A like 
situation exists on roads paralleling important inland waterways. In 
order to recoup themselves for these low competitive rates the rail- 
Ways are permitted to charge excessive rates from inland and non- 
competitive points. The result is that the farmers in the interior 
regions in this country are often practically without a market for 
many of their products. If the Interstate Commerce Commission 
cannot be induced to grant some relief, Congress should take action. 


GOODING FOURTH SECTION BILL 


Senator Gooding, of Idaho, has introduced a second bill 
(S. 2827) to amend section 4 of the interstate commerce act 
that will be considered at the hearing scheduled for February 
18 before the Senate interstate commerce committee on the 
bill (S. 187) amending section 4 of the act. (See Traffic World, 
December 15, p. 1475.) 

The new bill would permit departures from, the long-and- 
short-haul clause “only in a case where the route via the appli- 
cant rail carrier or rail carriers is longer than via the route 
of some other rail carrier or carriers between the same points.” 
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It would also permit departures “in cases of emergency such 
as drought or disaster.” The text of the new bill follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That paragraph (1) 
of section 4 of the Interstate Commerce Act, as amended, is amended 
to read as follows: 

(1) That it shall be unlawful for any common carrier subject 
to the provisions of this act to charge or receive any greater compen- 
sation in the aggregate for the transportation of passengers, or of a 
like kind of property, for a shorter than for a longer distance over 
the same line or route in the same direction, the shorter being included 
within the longer distance, or to charge any greater compensation as 
a through rate than the aggregate of the intermediate rates subject 
to the provisions of this act, but this shall not be construed as au- 
thorizing any common carrier within the terms of this act to charge 
or receive as great compensation for a shorter as for a longer dis- 
tance; Provided, That upon application to the Commission a com- 
mon carrier by rail may, after public hearing, be authorized by the 
Commission to charge less for longer than for shorter distances for 
the transportation of passengers or property only in a case where the 
route via the applicant rail carrier or rail carriers is longer than via 
the route of some other rail carrier or rail carriers between the same 
points; but in exercising the authority conferred upon it in this pro- 
viso the Commission shall not permit the establishment of any charge 
to or from the more distant point that is not reasonably compensa- 
tory for the service performed; and if a circuitous rail line or route 
is granted authority to meet the charges of a more direct rail line or 
rail route to or from competitive points and to maintain higher 
charges to or from intermediate points on its line, the authority shall 
not include intermediate points as to which the haul of the petitioning 
line or route is not longer than that of the direct line or route be- 
tween the competitive points: Provided further, That the Commis- 
sion may, with or without hearing, upon its own motion or upon 
application of carriers or shippers, in cases of emergency such as 
drought or disaster, authorize during the continuance of said emerg- 
ency any common carrier or carriers to charge or receive a greater 
compensation for a shorter than for a longer distance: Provided 
further, That after six months following the passage of this amenda- 
tory act, no common carrier shall charge less for longer than for 
shorter distances for the transportation of passengers or property, ex- 
cept by authority of an order of the Commission entered in compli- 
ance with the provisions of this amended act. ‘ 

(2) Whenever a carrier by railroad shall in competition with a 
water route or routes reduce the rates on the carriage of any species 
of freight to or from competitive points it shall not be permitted to 
increase such rates unless after a hearing by the Commission it shall 
be found that such proposed increase rests upon changed conditions 
other than the elimination of water competition.” 


SMITH NAMES SUB-COMMITTEES 


The Trafic World Washington Bureau 


Chairman Smith, of the Senate interstate commerce com- 
mittee, has named four subcommittees as directed by the 
whole committee at its meeting last week. 

The subcommittee on Senator Cummins’ bill (S. 2054) to 
amend paragraph 3 of section 16 of the interstate commerce 
act is composed of Senator Howell, of Nebraska, chairman, 
and Senator Fess of Ohio and Senator Pittman of Nevada. 

The subcommittee on the Trammell resolution providing 
for an investigation of rates on citrus fruits, etc. (S. Res. 125) 
is composed of Senator Mayfield, of Texas, chairman, and Sena- 
tor Fess and Senator Wheeler of Montana. 

The sub-committee on Senator Dill’s bill (S. 1989) giving 
state commissions jurisdiction over rail construction within 
states is composed of Senator Couzens, of Michigan, chairman; 
and Senators Pittman and Wheeler. 


The sub-committee on bill relating to safety of passengers 


and railroad employes is composed of Senator Gooding, of Idaho, 
chairman; and Senators Howell and Mayfield. 


FEDERAL INCORPORATION OF R. R. 


The Trafic World Washington Bureau 


John E. Benton, general solicitor of the state commissions, 
in a bulletin to members this week, cited a recent decision of 
the Supreme Court in connection with a discussion of the pro- 
visions of the Cummins railroad bill providing for federal incor- 
poration of railroads. The state commissions will oppose that 
part of the law. In his bulletin, Mr. Benton said: 


In my bulletin No. 10, 1924, I called attention to S. 2224, intro- 
duced by Senator Cummins, providing for federal incorporation of 
railroads, and quoted from a letter filed by the legislative com- 
mittee of this association with Senator Smith of the Senate inter- 
state commerce committee. In this connection the discussion of 
immunity of federal agencies from state authority, when acting 
within their charter powers, contained in the opinions of the U. S. 
Supreme Court in the Branch Banking Case (First National Bank 
of St. Louis vs. Missouri), decided January 28, 1924, is most inter- 
esting. The case was one where the state of Missouri sought to 
enforce a Missouri statute forbidding establishment of branch 
banks. The Supreme Court of Missouri had enjoined the operation 
of a branch bank. The Supreme Court opinion sustains the state 
court, but upon the ground that the federal law does not authorize 
national banks to establish branches, and that hence the law re- 
mains open for the application of state laws forbidding such 
establishment. The extent to which the states are excluded from 
interference with federal agencies is, however, clearly stated in 
the majority opinion in the following language: 

“National banks are brought into existence under federal leg- 
islation, are instrumentalities of the federal government and are 
necessarily subject to the paramount authority of the United 
States. Nevertheless, national banks are subject to the laws of a 
state in respect of their affairs unless such laws interfere with 
the purposes of their creation, tend to impair or destroy their effi- 
ciency as federal agencies or conflict with the paramount law of 
the United States.” 


The majority opinion was by Justice Sutherland. Justice Van 
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Devanter (the chief justice and Justice Butler concurring with 
him) dissented, holding that a state may not by state law restrain 
a federal agency from doing even those things which the federal 
law forbids. I quote his opinion in part: 

“National banks are corporate instrumentalities of the United 
States created under its laws for public purposes essentially na- 
tional in character and scope. * * In this situation the state 
is not, in my opinion, entitled to maintain the proceeding. It has 
no distinctive right to protect, nor any applicable law to vindicate 
or enforce. The proceeding is one which may be maintained only 
in the public right. Here the state is not authorized to represent 
or to speak for the public. The bank is not a creation and instru- 
mentality of the state, but of the national government. Its pres- 
ence in the state is attributable to the national power, not to the 
state’s permission. Whether the bank shall be kept within its 
legitimate powers and made to discontinue any departure from or 
abuse of them is a matter in which the people of all the states 
have the same interest, the bank being a national creation and 
instrumentality. The people of Missouri merely share in the com- 
mon interest. * * * It is the United States, and not the state, 
which represents them as parens patrize; * * * and to the former, 
and not to the later, they must look for such protective measures 
as flow from that status.” 


HANDS OFF THE ACT 


The Rock Island Railroad is asking its employes and its 
patrons to write to members of Congress telling representatives 
and senators at Washingtoon that the sentiment of the Middle 
West favors a further trial of the transportation act and giving 
the railroads a rest from further restrictive legislation in order 
that the carriers may render proper sevice to the public. It 
gives the following ten reasons why the railroads and the trans- 
portation act should be let alone at this time: 


1. The transportation act is designed to stabilize the railway 
industry, permit reasonable returns within a fixed limit, insure more 
satisfactory service, and foster further needed railway development, 
jew oa J the supervision and control of the Interstate Commerce Com- 
mission. 

2. The transportation act does not guarantee railroad earnings. 
It instructs the Interstate Commerce Commission to so fix rates as 
to permit the railroads to earn 5% per cent, if they can. If they fail 
to do so, there is no redress. The act limits the earnings to 6 per 
cent on the value of their property as determined by the Interstate 
Commerce Commission, which value is far below the value of the 
railroads today. This valuation basis, however, does stabilize the 
business of railroading and prevents their bankruptcy which would 
be a colpmity in a nation which depends upon railroads to maintain 

rosperity. 
3 a The year 1923 was the first year during which railroads were 
able to operate under the provisions of the transportation act, under 
normal conditions. The character of the service rendered by the 
railroads during 1923 is the most convincing argument in favor of 
continuing the transportation act without change. 

. There must be invested for some years to come at least 
$750,000,000 a year of new capital in the railways if they are to meet 
the demands of the nation’s commerce. This is the statement of 
the Joint Commission of Agricultural Inquiry, composed entirely of 
members of Congress. This capital cannot be obtained unless the 
railway business is stabilized as provided for in_the transportation 
act. Railway improvements must continue if traffic is to be carried 
and the needs of the public satisfied. : 

5. The transportation act is not the cause of present freight 
rates. The railroads have not earned the ‘fair return’ contemplated 
since the act was passed; in fact, rom | have only earned an average 
of less than 4 per cent for the period. Despite this, the Interstate 
Commerce Commission has ordered material reductions in rates in 
the last three years and has the power to make further reductions. 

6. The provisions of the transportation act require the economic 
and efficient operation of the railroads under strict governmental 
view. Under the act the railroads have reduced operating expenses 
Lf $800,000 a day and have reduced freight rates 13 per cent since 
1921 


7. The Interstate Commerce Commission’s valuation shows that, 
instead of being overvalued or burdened with watered stock, the rail- 
roads are capitalized at less than their real value. Many railroads 
have been forced to reduce their dividend payments since the act 
was passed and, in addition, have put borrowed money into im- 
provements in order better to serve the public. 

8. The transportation act protects the interest of the public 
in railway transportation, as it is the only guarantee the public 
now has that railroad rates will be so regulated as to “provide the 
people of the United States with — transportation”—a thing 
both the public and the railroads desire. i 

9. The best interests of the public, the railroads, and their em- 
ployes will be served by the preservation of the transportation act 
to the end that it may have a fair trial under normal conditions. 

10. The railroads have been for almost twenty years a con- 
tinuous subject of agitation, attacks and legislation, and in their 
interest as necessary industries and in the interest of the public de- 
fa og - oo their facilities, they are entitled to a settled law 
and a res 


In an article in the San Francisco Journal of January 23, 
A. R. Moyland, traffic manager of the Paraffine Companies, Inc., 
is quoted as saying, in commenting on attempts to alter present 
transportation legislation, that the “doctors” who were so will- 
ing to operate on the railroads were skilled “neither in trans- 
portation matters nor in economics” and that any changes they 
might make must be, necessarily, in the nature of an experiment. 
In view of the intimate relations between transportation and the 
prosperity of the country, and the fact that the carriers are at 
present in a state of “convalescence” warned that they were 
hardly a fit subject for such experimentation. Said he: 


Congress should keep its hands off transportation act of 1920. All 
business depends on Lah a eh green to such an extent that there could 
be no real prosperity without good transportation service. Industry 
and agriculture depend for their success on the ease and regularity 
with which they are able to get their products to market. The volume 
of our business, the quality of our service, the number of people we 
can employ—and other concerns can ee ag Fy depend upon the 
ability of the railroads to meet our demands for transportation. 

Demand on the transportation agencies of the country were never 
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greater than they are today. Since their return to their owners, the 
railroads throughout the land, and particularly in the West, have done 
much to restore their ability to serve. 


As a result of the railroads’ improvement in equipment and 
operation, the needs of-an intensive and general industrial activity 
were served, the largest crops ever harvested in the West were moved 
Wen aides me ree — ee the history of the 

ed. o improve e equipment, t 1 
United States spent in 1923, $3,103 b44000. ee eee oe 


They were able to borrow the money necessary to do this be 
the transportation act of 1920, also known as the ‘Bech -Cumimtngs ong 
while strenghtening the supervising hand of the Interstate Commerce 
Commission, recognizes the necessities of the railroads. Under its 


operation we have enjoyed the best transportation servi 
history. That means the best in the wort. ictal aa poh as 


Representative Fuller, of Illinois, has submitted to the 
House the petition of the Associated Traffic Clubs of America, 
opposing amendment of the transportation act. The petition 
— referred to the committee on interstate and foreign com- 

erce. 

Representative Curry, of California, has submitted resolu- 
tions of the Chamber of Commerce of Benicia, Cal., and of the 
Davis Business Men’s Association of Davis, Cal., protesting 
against any change in the transportation act at the present time. 

A. E. Staley, president of the A. E. Staley Manufacturng 
Company, Decatur, Ill., has written a letter to Senator McKin- 
ley of Illinois, in which he says he does not favor alteration 
of the present transportation act, and urges the senator to 
use his influence in preventing interference with it. He states 
that his company is the largest shipper of freight in central 
Illinois and that it is willing to continue paying the present 
freight rates if it can have the kind of service the company 
and its customers want. “This the railroads cannot do if their 
income is reduced,” says he. He says that if the carriers are 


to expand to meet transportation needs they must be assured 
of ample income. 


REDUCED AGRICULTURAL RATES 


Speaking February 8 at the annual farm and home week 
of the Kansas State Agricultural College at Manhattan, Kan., 
in a joint discussion of the railroad question with Clyde M. 
Reed, chairman of the Kansas Public Utilities Commission, 
Samuel O. Dunn, editor of the Railway Age, challenged Mr. 
Reed, Senators La Follette, Capper and Brookhart and other 
public men who advocate agricultural freight rate reductions, to 
oe whether they also favor a reduction of railway wages and 
axes. 

In setting forth the causes of the present rates he said 
that since 1916 the average freight rate had increased 45 per 
cent. In this period, he said, total carrier income had increased 
62 per cent, wages 116 per cent, operating expenses 94 per 
cent, and taxes 108 per cent. As a result, he said, the carriers 
had suffered a steady decrease in income until last year they 
earned $114,000,000 less than the Commission had fixed as a 
reasonable return. 

This, he declared, made it impossible to make any reduc- 
tion in rates without at the same time making a reduction in 
the cost of labor, taxes and expenditures for supplies, which 
also contained a large element of labor cost. He pointed out 
that the most ardent advocates of rate reductions never men- 
tioned the desirabiilty of reduced wages for labor. “Is it 
possible they are trying to get votes from the farmer by advo- 
cating reduced rates and from the railway employes by refrain- 
ing from saying anything about rajlroad wages?” he asked. 

Commenting on the freight charges paid on wheat, he said 
that between 1921 and 1923 they had declined $23,000,000, while 
the value of the crop had increased $29,000,000. The increase 
in the value of the corn crop, he said, had been eleven times 
the increase in the freight charge. The amount paid on the 
average farm for the transportation of wheat, he said, had 
shown an increase that was only half of the increase the farmer 
had had in taxes and only two-thirds of the increase he had 
had in mortgage charges. 





AMENDMENT OF SECTION 16 


Senator Shields of Tennessee will offer an amendment to 
Senator Cummins’ bill (S. 2054) amending paragraph 3 of sec- 
tion 16 so as to substitute “two years and six months” for the 
words “two years” in paragraph 3 of section 2 of the bill (see 
Traffic World, January 19, p. 154). The amendment would 
make the paragraph read as follows: 


Actions at law and complaints filed with the Commission for the 
recovery of damages against carriers subject to this act, where such 
damages are on account of charges by such carriers for the transpor- 
tation of persons or property, or for services incident thereto, which 
are in excess of the charges provided by tariffs lawfully filed with the 
Commission, and where the cause of action accrued within two years 
and six months prior to January 1, anno Domini 1923, shall not be 
barred by limitation, provided such actions or complaints have been 
begun prior to the date this act becomes a law, or within _six months 
thereafter, in a court of proper jurisdiction or with the Commission. 


SENATE COMMITTEE MEETING POSTPONED 
The meeting of the Senate interstate commerce committee 
scheduled for February 6 was postponed on account of the 
funeral that day of Woodrow Wilson. 
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FAVOR CAPPER BILL 


The Trafic World Washington Bureau 

Senator Capper, of Kansas, has submitted to the Senate a 
resolution adopted by the American National Livestock Asso- 
ciation urging Congress to enact Capper’s bill providing for 
repeal of section 15-a and restoration of state control of rates 
as existed prior to enactment of the transportation act. The 
resolution declared that the attempt to put section 15-a into 
practice “has resulted in the establishment of rates that are 
unjust and unreasonable to livestock and other agricultural 
products.” 

Senator Trammell, of Florida, submitted and had printed 
in the Congressional Record the resolutions adopted at the 
Miami convention of the state commissions. 

Senator Willis, of Ohio, submitted a resolution of the 
Southern Hardwood Traffic Association of Cincinnati, favoring 
a repeal “of portions of the interstate commerce act vesting in 
the Commission power to fix minimum rates, except only the 
provision which grants said power where its exercise is neces- 


sary in order to remove discrimination by intrastate rates 
against interstate commerce.” 


FARMERS’ CONFERENCE 


The Trafic World Washington Bureau 
“In the long run we will all be bettered if we can lessen 
the burdensome costs of conveying our necessaries from the 
producer to the consumer,” President Coolidge said in a letter 
read at the opening session of the second national cooperative 
marketing conference called by the National Council of Farmers’ 
Cooperative Marketing Associations for February 7-9. The 
President said there was need for cooperative organizations 
among agricultural producers to help them both in selling their 
products for a better price and buying their requirements more 
cheaply. He said he had many times declared his conviction 
that the development of a powerful cooperative movement in 
this country was one of the needs of this period of economic 
readjustment. James C. Stone, president of the Burley Tobacco 
Growers’ Association, was scheduled to deliver an address on 
“Cooperative Marketing and Transportation.” 





RAILROAD BILLS IN CONGRESS 


Representative Oldfield of Arkansas has introduced a bill 
(H. R. 6539) to prohibit the collection of a surcharge for the 
transportation of persons or baggage in connection with the 
payment for parlor or sleeping car accommodations, 


Senator Smith has introduced a bill (S. 2318) to amend the 
boiler inspection act. 


RELIEF FOR NORTHWEST 


The Trafic World Washington Bureau 


No reference to freight rates as a factor to be considered 
in connection with formulation of a program to improve the 
economic condition of the northwest was made at the opening 
session February 4 of the conference on northwestern agricul- 
ture and finance called by President Coolidge. The President 
delivered an address in which freight rates or transportation 
were not mentioned. He recommended aid through loans from 
the federal government to promote diversification of agriculture 
and through the War Finance Corporation. 

“This conference has been called to consider the pressing 
agricultural needs of the northwest,” the President said. 
“Difficulties exist there among some of the banks and on farms 
for which I propose certain remedies. I do not intend to ex- 
clude other remedies, nor am I undertaking to consider agri- 
culture as a whole.” 


The President declared that the “object should be recon- 


struction, not charity, whether it is charity for the weak or 
for the strong.” 


Secretaries Hoover and Wallace made brief addresses. 
Secretary Mellon was on the platform. Secretary Hoover acted 
as chairman of the conference, at whose request he appointed 
a steering committee. A recess was taken while the steering 
committee, on which Ralph Budd, of the Great Northern, and 
C. T. Jaffrey, of the Soo Line, served as members, prepared 
recommendations for four additional committees. These com- 
mittees were appointed to deal with the subjects of agricultural 
program, mortgage indebtedness, co-operation of finance, com- 
merce and industry; and banking situation. The railroads were 
represented on these committees. A recess was then taken 
until the afternoon of February 4 to give the committees time 
in which to prepare recommendations for consideration of the 
conference. 

The conference adjourned late February 4 after having 
adopted resolutions reported by the various committees. These 
resolutions recommended financial assistance to the banks and 
farmers and the study of legislative proposals by a committee 
to be appointed by the President. There was no reference to the 
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railroads or freight rates in the committee. reports or in the 
discussion in the conference. 

The committee on finance, commerce and industry submit- 
ted a resolution, which was adopted, favoring a project for the 
creation of a $10,000,000 corporation to assist in the emergency 
in the agricultural northwest. 


APPROVES CAPE COD CANAL BILL 


The House committee on interstate and foreign commerce 
this week adopted a favorable report ‘on the bill introduced by 
Chairman Winslow providing for purchase by the government 
of the Cape Cod Canal in Massachusetts. A similar bill was 
favorably reported at the last session of Congress, but final 
action was not taken by the House. 


INLAND WATERWAYS BILL 


Representative Denison, of Illinois, has introduced a bill 
(H. R. 6647) to create the Inland Waterways Corporation and 
to authorize an appropriation of $5,000,000 for the purpose of 
providing for the costs and expenses of operating the corpora- 
tion, and for the acquisition and maintenance of terminals and 
equipment and for the expansion and extension of the inland 
waterways service. The corporation would carry out the man- 
date and purpose of Congress as expressed in sections 201 and 
500 of the transportation act and operate the barge lines on 
the Mississippi and Warrior rivers. The corporation would be 
governed by the Secretary of War. The bill is along the lines 
of a bill proposed by Col. Ashburn, head of the inland water- 
ways division of the War Department. 


ST. LAWRENCE WATERWAY PROJECT 


The Canadian government, through the British embassy, has 
advised the Department of State it is ready to begin negotia- 
tions with respect to improving the St. Lawrence River in 
connection with the proposed Great Lakes-to-the-ocean waterway 
via the St. Lawrence. The Canadian government is now pre- 


pared to appoint engineers to go into the matter, the State De- 
partment was advised. 


TRANSPORTATION IN 1922 


The Commission has completed and discontinued No. 14784, 
Adequacy of Transportation Facilities in the Northwest Pacific 
States, undertaken by reason of the adoption of a resolution 
by the Senate, January 20, 1923, in which it was directed to 
report the extent to which the railroad companies serving the 
northwest Pacific states failed during the crop season, 1922, to 
supply adequate transportation facilities for the movement of 
the crops of apples and other perishable products and other 
products, and report generally the question of sufficiency, or 
insufficiency of transportation facilities provided by the com- 
panies, as to what, in its opinion, was the cause of the failure 
of adequate transportation facilities as it might find to exist, 
and what remedies, if any, the Commission had to suggest or 
propose “as practicable for the remedy of any such failure or 
inadequacy as may have existed, the prevention of its repeti- 
tion and the means of obtaining such remedy.” 


On account of abnormal labor conditions, the success of 
the carriers in 1923 under the plans of the railroads for the 
improvement of their facilities, “as evidenced by the unequaled 
record made in 1923, for transporting freight” and because of 
the pendency of the general investigation, instituted into the 
adequacy of locomotives and cars of each railroad in the United 
States, the Commission said it did not at this time suggest 
any special remedial or preventive action for Congress to take 
in connection with the situation under investigation. It said 
that considerations of more orderly marketing and better dis- 
tribution of perishable products of the Pacific northwest than 
had been attained bore directly on the question of adequacy 
of facilities. But, it added, those matters were beyond its 
jurisdiction and had to be worked out by shippers and carriers 
in accordance with economic laws. That being the case, it 
said an appropriate order of discontinuance would be entered. 
In part, the Commission, in its report to the Senate, said: 


We can make no general categorical statement of the extent 
to which the carriers serving the northwest Pacific states failed 
during 1922 to supply adequate transportation facilities for the 
movement of apples, other perishables, and other products, and 
we cannot afford an adequate view of the transportation difficul- 
ties experienced in that section by reporting merely the number of 
cars ordered by shippers as compared with the number furnished, 
or the number of carloads of products that were not marketed. 
All of some crops eventually moved to market, though not at the 
times, in the manner, to the places, and in the condition they 
otherwise would. Because of delay in furnishing transportation, a 
substantial tonnage of other products was never offered for ship- 
ment. As these conditions varied by districts and commodities, 
some detailed explanation is necessary. 


The report shows that apples were not moved as rapidiy 
as desirable and that there was loss due to the delay; also 
that growers left fruit to rot in the orchards because their 
loss by reason of that would be less than if they had picked 
and shipped in box cars such as could be had when refrig- 
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erators were not obtainable. In general, however, it said all 

the fruit crops of Oregon eventually moved to market. 
Lumber, other perishables and hay and grain movements 

were reported on. Then, in general, the Commission said: 


The foregoing attempts chiefly to show the extent to which the 
carriers concerned failed to furnish adequate transportation facili- 
ties and not all the instances wherein their performance measured 
up to the standard of adequacy. As to many commodities, the 
transportation service rendered was entirely sufficient. For ex- 
ample, in 1922 southern Idaho produced 921 cars of lettuce, 50 
cars of watermelons, 25 cars Of peaches, probably as much celery, 
a few cars of cauliflower and.about 1,700 acres of sugar beets, all 
of which moved to market in a generally satisfactory manner and 
in their proper seasons. A delay of 5 or 10 days occurred in the 
movement of the celery after the crop was ready for harvest, but 
no material damage ensued. Lettuce received preference in the 
supply of refrigerator cars, and complaints from growers on 
account of transportation service were very few. 

In general, lumber and fruit were more affected by the 
scarcity of cars than other products of the northwest because they 
move in greater volume. The Great Northern experienced a severe 
shortage of box cars during the last three months of 1922 and 
of refrigerator cars during ctober and November. The Oregon- 
Washington did not run short of refrigerators until the forepart 
of October, due to the failure of earlier crops to move in as great 
volume as anticipated. The Oregon Electric Railway, which is a 
part of the Spokane, Portland & Seattle system, met in full its 
requirements for cars. Due to inability to obtain refrigerator 
ears from its connections, the Spokane & Eastern lost a substan- 
tial amount of traffic to the trunk lines. 

The sufficiency of locomotive power provided in 1922 by the 
carriers which serve the Pacific northwest was materially af- 
fected by the strike of the railroad shop crafts. In general the 
power on these roads was in good condition in June, but mate- 
rially depreciated in effectiveness toward the close of the year. 
This impairment in power retarded the movement of freight on 
these lines, but was not the limiting factor in furnishing cars. 
Almost without exception these carriers could have handled more 
trains had cars been available. The Spokane International, the 
Spokane & Eastern, and the Inland Empire were not subjected to 
the shopmen’s strike, and were affected by it only indirectly in the 
supply of cars. 

Despite the inability of the western lines to secure a prompt 
return of their equipment from other railroads and the impair- 
ment of power as a result of the shopmen’s strike, their perform- 
ance in 1922 compared as a whole not unfavorably with the per- 
formance in 1920 and 1921. 

The causes of the failure of the carriers in the northwest Pa- 
cific states to furnish transportation as needed to meet the re- 
quirements of that section in 1922 have been foreshadowed in part 
in this report. Those were not confined to conditions in the Pacific 
Northwest. They were nation-wide. The year 1922 saw a general 
revival of business and industrial activity and the production of 
large seasonal crops. Despite the cessation of almost all the 
anthracite coal production and about 60 per cent of the bituminous 
coal production as a result of the miners’ strike beginning April 1 
and the difficulties caused by or attendant upon that strike, car 
loadings of commodities other than coal continued to increase and 
reached a higher level than during certain of the corresponding 
months in 1920, the peak year. Minnesota, Michigan and Maine 
produced unusually large potato crops. Requirements for lumber 
throughout the country were unprecedented. Heavy demands 
were made for refrigerator cars to move the California grape 
crop, for stock cars in Texas and Oklahoma, for box cars for 
loading grain in North Dakota, and, in general, for all classes of 
equipment. The closing of the union mines threw a greatly in- 
creased volume of freight traffic upon the carriers serving the 
non-union bituminous coal fields of Kentucky, Virginia, West Vir- 
ginia, Tennessee and Alabama, and severely taxed their ability. 

The general strike of railroad shopmen began on July 1, with 
the result that transportation service and facilities became im- 
paired. As the strikes of coal miners and shopmen continued, 
a progressive general deterioration in motive power and equipment 
was manifest. This condition was first felt by carriers serving 
the active non-union coal fields, whose growing inability to trans- 
port resulted in a decreased coal production which was barely 
sufficient to meet the current needs of the railroads, public utili- 
ties and producers of food. The union bituminous coal miners 
resumed work at various times on and subsequent to August 15 
and the anthracite miners generally on September 11. The re- 
sumption of coal mining upon the conclusion of the strikes, with 
the necessity of restoring exhausted ‘supplies and completing the 
annual movement before settled cold weather, was contemporan- 
eous with the principal movement of seasonal crops. The com- 
bined demands for transportation which resulted cast upon the 
carriers of the country generally an extremely heavy burden. 

On July 1, 1922, there were 14,412 locomotives in the country 
in unserviceable condition. By September 15 this had increased 
to 20,157. Many others were doubtless actually unserviceable, but 
were not so reported. The shopmen’s strike terminated on some 
lines on September 15, and as to those the percentage of unservice- 
able locomotives thereafter began to decrease. Other roads did 
not settle with the shopmen and suffered further deterioration of 
motive power. Power conditions on Class 1 roads in general are 
ae gece by the following figures of locomotives out of service 
for repairs: 


For For 
Heavy Repairs Light Repairs Total 
1922 Per Cent Per Cent Per Cent 
(i Se Serre 19.9 4.7 24.6 
EE: We gca:o axcrerste-e « 19 5.4 24.4 
EE ee ee 23.8 5.7 29.5 
Mh i + aie +e anne’ 25.8 6.6 31.4 
PE te» ota Rive qcaw cial 25.3 5.3 30.6 
EE A 6 «6 del eernmale 24.7 5.1 29.8 
Ss Fee 23.5 5 28.5 
ee 22.5 5.2 27.7 


The condition of locomotives on certain important eastern 
trunk lines was much more serious than the above figures indicate. 
The percentage of unserviceable locomotives rose to 40 per cent 
on some lines, and certain important carriers retired for repairs 
over 60 per cent of their total ownership of locomotives. This con- 
dition forced a diversion of freight to lines better able to handle 
it, hut in many cases even such carriers were unable to carry 
the additional burden. There was a long period when the ability 
of the eastern trunk lines and most of the smaller roads to move 
any considerable amount of traffic was seriously limited by power 
conditions. Numerous embargoes were declared. In some cases 
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important eastern lines embargoed for a time and between cer- 
tain points all freight save that given priority under our service 
orders. In other cases carriers were for a time actually unable 
to move commodities given preference. For a short period the 
Erie, a favored eastern carrier for perishable traffic from the 
Pacific coast because of its eastern terminal facilities, embargoed 
fruit shipments. 

The disability of the carriers ensuing from the causes referred 
to manifested itself mainly in the accumulations of loaded cars 
at intermediate terminals and on sidings along the line. Many 
important railroads were so affected. At one time the Lehigh 
Valley had 12,000 loads on its rails awaiting movement as com- 
pared with daily averages ranging from 1,079 to 2,078 loads during 
the first six months of the year. Congestion at terminals was not 
so pronounced as in 1920, but was an important factor. At one 
time there were 1,000 cars of wine grapes standing on the tracks 
in Chicago, and over 1,200 cars of them in New York. 

Due to the insufficiency of motive power to move cars under 
load, empty cars were left to stand. As a result, large numbers 
of empty cars of western ownership accumulated upon the eastern 
trunk lines. The Erie had large numbers of empty refrigerators 
in its yard at Croxton, N. J., which it was unable to move and 
which contributed to a congestion of its New York terminals, 
which continued practically the entire fall. 

The great demand for transportation and the carriers’ inabil- 
ity to handle the traffic on their rails because of strike conditions 
were the main factors in creating a severe shortage of freight 
ears of all kinds throughout the country. 

The delay in delivery of perishables ensuing from conges- 
tion resulted in many cases in deterioration which made fruit 
unfit for storage, led to refusal of consignees to accept shipments, 
necessitated finding other markets, and thereby further increased 
the congestion at eastern terminals. Misuse of refrigerator equip- 
ment by consignees for storage purposes awaiting sale also con- 
tributed in some measure to the congestion and slow movement. 

The crippled motive power, heavy traffic and congestion of 
cars on the eastern lines made a balanced interchange with the 
western lines impossible. As a result the western lines were 
drained of equipment at a time when the demand for transporta- 
tion was greatest. For example, about the middle of September 
the carriers which serve the state of Washington had from 40,000 
to 50,000 cars west of their eastern divisions. This supply, which 
was necessary to care for the traffic currently offered, dwindled 
to less than 17,000 cars. 

On December 27, 1922, on our own motion, we instituted a 
general investigation into the adequacy of the locomotives and 
ears of each common carrier by railroad in the United States, 
and into the practices prevailing or desirable with respect to the 
ownership, use and interchange of cars with a view to promoting 
economical and efficient service, to prescribing reasonable rules, 
regulations and practices with respect to car service, and to re- 
quiring respondents to provide themselves- with such safe and 
adequate locomotives and cars wherewith to perform as common 
earriers their car service as might upon such investigation ap- 
pear to be contemplated and required by law. Hearings in this 
proceeding have not as yet been concluded. The adequacy of the 
equipment of the carriers serving the Pacific Northwest can 
scarcely be judged without considering the equipment situation 
as a whole, particularly as the commerce of the Pacific North- 
west is largely carried on at great distances, and cars must be 
earried through to destinations on connecting lines under suit- 
able arrangements for interchange and return. 

Because labor conditions clearly abnormal were so important 
an element in creating the car shortage of 1922 in the Pacific 
Northwest and throughout the country, because of the measures 
adopted by the carriers themselves to improve their facilities and 
the success of those measures as evidenced by the unequaled 
record made in 1923 for transporting freight, and because of the 
pendency of the general investigation mentioned and the neces- 
sity of enforcing by our order any finding therein made that any 
earrier should “provide itself with safe and adequate facilities for 
performing as a common carrier its car service,” we do not at this 
time suggest any special remedial or preventive action for Con- 
gress to take in connection with the situation under investigation. 
Considerations of more orderly marketing and better distribution 
of perishable products of the Pacific Northwest than has yet 
been attained bear directly upon the question of adequacy of fa- 
cilities, but these matters are beyond our jurisdiction and must 


be worked out by shippers and dealers in accordance with eco- 
nomic laws. 


RAILROAD NET IN 1923 


Estimates made by the Bureau of Railway Economics that 
the net railway operating income of class I roads for 1923 
would be approximately $975,000,000 will be substantially borne 
out by the actual figures which will be available shortly. This 
total was based on an estimate of a net of $67,000,000 for De- 
cember. With only five roads missing, the net of class I roads 
this week stood at approximately $67,550,000 for December. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Janu- 
ary 15-22, inclusive, was 236,174 cars as compared with 292,921 
in the preceding period, while the average daily shortage was 
2,484 cars as compared with 1,979 in the preceding period, accord- 
ing to the car service division of the American Railway Associa- 
tion. 

The surplus was made up as follows: Box, 98,215; ventilated 
box, 177; auto and furniture, 8,151; total box, 106,543; flat, 4,817; 
gondola, 52,029; hopper, 48,752; total, all coal, 100,781; coke, 728; 
S. D. stock, 14,720; D. D. stock, 1,002; refrigerator, 7,268; tank, 
51; miscellaneous, 264; total, 236,174. 

The shortage was made up as follows: Box, 341; auto and 
furniture, 17; flat, 517; gondola, 286; hopper, 858; S. D. stock, 
239; D. D. stock, 124; refrigerator, 14; miscellaneous, 88; total, 
2,484, 

Canadian roads reported a surplus of 15,450 box, 1,600 flat, 
2,000 gondola, 1,400 S. D. stock and 550 refrigerator cars, making 
a total of 21,000 cars. No shortage was reported. 
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O’CONNOR APPOINTED CHAIRMAN 


The Trafic World Washington Bureau 


President Coolidge designated T. V. O’Connor, vice-chair- 
man of the Shipping Board, chairman of the board February 6. 
Mr. O’Connor’s appointment was urged by Senator Wadsworth 
of New York some time ago. It was believed that the Presi- 
dent did not select Commissioner Plummer as chairman be- 
cause the latter’s home is in Bath, Me. It was held in some 
quarters that the appointment of a New Englander as chairman 
would not have been “good politics” for the President. The 
following sketch of the new chairman was issued at the Board’s 
offices: 


T. V. O’Connor, designated by President Coolidge as chairman of 
the Shipping Board, is from Buffalo, N. Y. He has resided in Buffalo 
practically all his life, having been a resident of that city since 1872. 
In early life he was employed as a fireman on a harbor tug at the 
Port of Buffalo, later obtaining a license as marine engineer and as 
master. He still holds licenses as marine engineer and master. 

In the year 1906 he was elected president of the Licensed Tug- 
men’s Protective Association of the Great Lakes, which position he 
held until 1908, when he was made president of the International 
a © Association, remaining in that position until June 
15, : 

During the war he served as a member of the National Adjust- 
ment Commission, which was a war board established for the fixing 
of wages and conditions in the longshore industry. For many years 
Mr. O’Connor has been more or less active in political affairs in his 
home city and state. In 1921 he was appointed by Nathan L. Miller, 
governor of New York, one of the members of the State Industrial 
Board, which office he resigned upon his appointment as commissioner 
of the Shipping Board by President Harding, in 1921. He was chosen 
vice-chairman of the Shipping Board in June, 1921, and he has served 
in that capacity until his resignation as chairman today. 


SHIPPING BOARD INVESTIGATION 


The Trafic World Washington Bureau 


The Shipping Board and the Emergency Fleet Corporation, 
which have been the subject of numerous investigations by 
congressional committees, probably will undergo another “probe” 
if plans being formulated by Democrats in the House are car- 
ried forward. Before this session of Congress began, Repre- 
sentative Davis, Democratic member of the House committee on 
merchant marine and fisheries, announced that he would intro- 
duce a resolution calling for an investigation of the board. 
Talk of an investigation has been revived and it is understood 
that a resolution looking to that end will be introduced. 

The Democrats, it is understood, desire particularly to turn 
the searchlight on the administrations of A. D, Lasker and Ed- 
ward P. Farley. Commenting on the proposed investigation, the 
National Merchant Marine Association says: 


The way in which the oil investigation has involved both Re- 
publican and Democratic cabinet officers may act as a deterrent in re- 
gard to the plan for a Shipping Board investigation, especially as Mr. 
Doheny has testified that Mr. McAdoo’s firm was employed in con- 
nection with claims against the board. In the search for campaign 
material, however, both parties are seeking to bring to light any- 
thing that can be used to their advantage, and if a Shipping Board 
investigation is made it will probably be a lengthy one. If the energy 
that seems to be available in Congress for this purpose were used 
for the benefit of the merchant marine, legislation might be secured 
that would aid the development of an American merchant marine. 


CONFERS WITH OPERATORS 


The Trafic World Washington Bureau 


President Palmer of the Fleet Corporation, conferred this 
week with Elmer E. Crowley, president and general manager 
of the East Baltic Line; C. E. Ware, president of the North 
Atlantic & Western Steamship Company, and J. T. Lykes, 
vice-president of Lykes Brothers Steamship Company, managing 
agents for Shipping Board vessels. Mr. Palmer said the oper- 
ators called on him to ascertain what disposition would be 
made of their government vessels under the proposed plans for 
consolidation of services and a reduction of the number of 
ships in operation in order to keep within the $36,000,000 appro- 
priation recommended by the Director of the Budget for the 
fiscal year ending June 30, 1925. 

Nothing definite has been formulated with regard to the 
Proposed changes, Mr. Palmer said. He said ocean business 
might be better in the ensuing year than it had been, but that 
it would not be good enough to make up for the cut of ap- 
proximately $14,000,000 in the appropriation as compared with 
that for this year. 

Hutch Ingham Cone, who was retired as a rear admiral 
of the navy July 11, 1922, has been appointed assistant to the 
President of the Fleet Corporation. Admiral Cone was formerly 
in the employ of the Panama Steamship Company. 





PALMER OMITS “EMERGENCY” 


The word “Emergency” has been omitted on the doors to 
the offices of President Palmer of the Emergency Fleet Cor- 
doration, leaving the words “Fleet Corporation.” On their re- 
cent trip to Europe both Mr, Palmer and former Chairman 
Farley were impressed by the fact that foreigners emphasized 
the word “emergency” in the name of the corporation. It was 
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reported to them that foreign steamship lines went so far as to 
inform shippers not to use American vessels, because they were 
being operated only as an “emergency” and that therefore ship- 
pers could not depend on them for continuous service. 

The legal name of the corporation is “Emergency Fleet Cor- 
poration,” that being the name selected by Congress when it 
authorized the creation of the corporation. If there is any 
legislation amending the merchant marine act, the word “emer- 
gency” probably will be dropped. In the meantime, President 
Palmer believes that omission of the word wherever possible 
will be in the interests of the American merchant marine. 


HILL GOES HOME 


W. S. Hill, member of the Shipping Board from the interior, 
left Washington this week for his home in Mitchell, S. D., to 
arrange his affairs there for a permanent stay in Washington. 
He expected to be gone about ten days. 


HOLDS CONSOLIDATIONS NECESSARY 


The Trafic World Washington Bureau 


After a conference with officials of the Mississippi Shipping 
Company, managing agents for Shipping Board vessels out of 
New Orleans, President Palmer, of the Fleet Corporation, said 
consolidation of services and reduction of the number of ships 
in operation would have to come about if the corporation was 
to stay within the reduced appropriation scheduled for the next 
fiscal year. The Mississippi company agents called to inquire as 
to what was being done with regard to consolidation of ser- 
vices. Mr. Palmer said he was studying the general question 
of consolidation but was not yet ready to begin negotiations 
with operators on the subject. A total of $36,000,000 is made 
available for the corporation for the fiscal year ending June 
30, 1925, under the Budget recommendations, as against an 
appropriation of $50,411,500 for 1924, 

Stanley Dollar met with the Shipping Board to go over de- 
tails of the contract under which the Dollar line bought the 
seven “502” Shipping Board vessels. Officials said the question 
of selling the ten “535” ships was not discussed. 


BOARD SELLS TANKER 


The Shipping board has sold the steel tanker Hoxbar, of 


10,887 deadweight tons to ‘“Malston Company, Inc., of New York 
City. 





OFFERS VESSELS FOR SALE 


The Shipping Board will receive offers on or before Feb- 
ruary 23 for the Colthraps, a damaged and dismantled vessel 
of 7,825 deadweight tons, located at Mobile, Ala., and for the 


Burnside, an obsolete vessel of 3,500 deadweight tons, located 
at Seattle, Wash. 


PORT BODY MEETS RAILROADS 


The Trafic World New York Bureau 


Officials of the Port of New York Authority and members 
of the operating committee of the carriers entering New York 
held a joint conference on terminal facilities Tuesday at the 
rooms of the Port Authority. Considerablé progress was re- 
ported in the preparations for carrying out the plans for Belt 
Line No. 13 on the waterfront of New Jersey from Edgewater to 
Bayonne. Plans for the new signal system and additional 
tracks were gone over and found to be satisfactory after some 
slight changes were made. 

Representatives of the carriers announced that they were 
ready to submit requisitions for the improvements to the ex- 
ecutives of their companies for approval, and that as soon as the 
signal system is endorsed they will place the necessary con- 
tracts. The choice for director of operations has been reduced 
to two or three men, whose names will be placed before the 
Port Authority for endorsement. It is estimated that the cost 


of the work will be about $500,000 and that it will be completed 
about August 1. 


CONVERSION OF SHIPS 


The Trafic World Washington Bureau 


Chairman Greene, of the House committee on merchant 
marine and fisheries, this week submitted to the House a favor- 
able report on H. R. 6202, which would amend sections 11 and 
12 of the merchant marine act of 1920 so that money in the 
Shipping Board’s construction loan fund may be used for the 
conversion of ships into motor ships. The importance of the 
proposed legislation is shown by the committee’s report explain- 
ing the purpose of the bill. The report follows: 

During the past several years there has been successfully in- 
stalled in many vessels, both domestic and foreign, a new type of 
motive power, the motor engine commonly known as the “Diesel 
engine.” Its use has passed the experimental stage, and its econ- 
omies have been so marked that every year shows an increased 


construction of this type in the shipyards of all the leading mari- 
time nations of the world. 


The reduction in the operating expense and the additiona! 
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capacity of ships propelled by this type of engine are well set 
forth in the tables furnished by Admiral W. S. Benson, who has 
made an exhaustive study “oe gageent. These tables follow: 


Cargo stg aetmenbettiee ar oo | Steamer and Motor Ship—8,560 
Dead- eight Tons 
PM. 2s ncensns atin naeed North Atlantic ports North Atlantic ports 
to southeast Africa to Australia 
Round voyage, nautical 

















MMIISR op pcccocccce ee rT 16,760 22,000 
Motor Motor 
Type of vessel ........ ....- Steamer ship Steamer bas | 
Round voyages, per annum. 2.38 2.74 1.77 .03 
Dead-weight cargo, out- 
bound, long tons ........ 5,981 7,642 5,989 7,416 
Dead-weight cargo, home- 
bound, long tons ........ 6,336 8,043 5,654 7,966 
Total, both ways, long 
CE anda cea bate cue 12,317 15,685 11,643 15,382 
Total dead-weight cargo, per 
SD. o.0:049 664. 0.000¢ oteaa 29,315 42,975 20,610 31,225 
Difference in favor of motor 
oe one na bas Sikine | ee ce er 51.5 
Total bale capacity, out- 
bound, cubic feet ....... 358,450 447,300 358,790 447,300 
Total bale capacity, home- 
bound, cubic feet ....... 373,710 447,300 344,390 447,300 
Total bale capacity, both 
ways, cubic feet ....732,160 894,600 703,180 894,600 
Measurement, ton, at 4 
cubic feet per ton ...... 18,304 22,365 17,580 22,365 
Total measurement, tons, 
WOE GUE oo chcleiceaee vices 43,560 61,280 31,120 45,400 
Difference in favor of motor 
i i TE fan aos oS aie6 6 60 6 ¢.« 4 ig Re 45.9 
Mean of dead-weight and 
measurement cargoes, per é 
EE 60.4.4 0a a © & 9:0 214 bere 36,440 52,150 25,865 38.310 
Difference in favor of motor. 
i Tr SUE ss s.0 to ease e-0.0e's 0.0 Ce “2,250 48.1 


Summary of Annual Operating Expenses Due Solely to Difference 
in the Type of Machinery 
2e-nerning Steamer and Motor Ship—8,560 Dead-Weight Tons 
ange 











b Vepouss Heewes ond North Atlantic ports North Atlantic ports 
to United Kingdom to River Plate 
Round voyage, nautical 
6 Ce teheVrer bee does « 6,700 12,000 
: Motor Motor 
PeOe OF VOSEO] 2... cc ccciecce Steamer ship Steamer ship 
i Gok haw nb boheme ee ae $16,140 $13,530 16,140 $13,530 
Subsistence ..........-. geyes? 3,084 2,198 3,084 2,198 
SP FUMED 5:5 6 660 ems e 0 o's ,070 402 2,156 412 
Lubricating oils and stores 4,326 3,178 4,395 3,176 
2. Bre arr 79,563 29,050 88,882 32,074 
Maintenance and overhauling 8,000 2, f 
Total expenses for en- . 
gine department ...$113,183 $50,358 $122,657 $53,390 
Difference in favor of motor 
 levkigeiseen tp ate sale Shale ecmuatesare sos 62,825 aamacaih 69,267 
Coal-burning Steamer and Motor Ship—8,560 Dead-Weight Tons 
REE, 0. 00:60 69:60:00 ...-North Atlantic ports North Atlantic ports 


to southeastern Africa 


to Australia 
Round voyage, nautical 














<tc breig are GA a-O react 0:4 ab einen 16,760 22,000 
Motor Motor 
Te Ge WARNED io ec esinnis ss Steamer ship Steamer ship 
thine Ge Oca echie -acg@ acalorda $21,180 $13,530 $21,180 $13,530 
ee eee ,508 2,19 4,508 198 
NR ee eer 1,950 525 1,935 525 
Lubricating oils and stores. 4,300 3,052 4,288 3,015 
EN. dive se ehietebwo ash 6 been 82,860 28,925 79,950 28,265 
Maintenance, repairs, and 
| ETE 8,000 2,000 8,000 2,000 
Total expenses for en- 
gine department ...$122,798 $50,230 $119,861 $49,533 


Difference in favor of motor 
hie. adie ik + REE, Sy Dae 72,568 nh See 70,328 
Also the following table, which was furnished by Mr. Harte 
Cooke, engineer for the McIntosh & Seymour Company, one of the 
pioneer manufacturers of Diesel engines in this country, shows 
certain advantages: 
Exhibit B 


Converted 
Converted tomotor 


Shipping tomotor ship with 
Board shipwith  Diesel- 
~ steam steam driven 
vessel auxiliaries auxiliaries 
BORE GOURD nc cies t1e ene 0.6 1:05:80: 010/08 4,125 A 8 
Average speed (knots)............6. 8.5 8 
Average tons fuel per day........... *28 +8 T4164 
Knots a ton of cargo is carried for 
each cent expended for flel...... 43 93 165 
*Coal. fOil. 


The tremendous savings indicated in these reports will, if put 
into successful operation, go far to aid in the elimination of losses 
sustained by present operation of government-owned ships. 

It will be noticed that this bill amends two sections of the 
merchant marine act of 1920. In the first section, the construction 
loan fund, which now amounts to about $66,000,000, was set aside 
for loaning purposes to owners desiring to build new ships. Now, 
it is proposed in this bill to extend that principle so as to cover 
conversion of ships as well as construction thereof. In the original 
act the Shipping Board were allowed to loan under mortgage up 
to two-thirds of ship cost, whereas in this bill provision is made 
for a loan of 50 per cent on either ship or installation of motor 
and an additional loan up to two-thirds of the cost, provided 
additional satisfactory security is given, the market value of 
which is twice the value of the or ginal loan. The committee 
has enlarged be the section by carefully safeguarding all of 
these loans in detail, and it will be noted that in section (d) a 
higher rate of interest is required on the loan if the ship is 
used in the coastwise trade instead of in the forieign trade, it 
being the intention of the committee to encourage the utilization 
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of these loans for ships in the foregn trade rather than in the 
coastwise service. And notice will serve to show that none but 
American ships would be benefited under this bill. 

In section 2, which amends section 12 of the 1920 act, the 
Shipping Board is allowed to use its funds appropriated for re- 
conditioning in such amounts as may be available and to transfer 
from the construction fund provided for in section 11 of said act 
as much as may be necessary to complete the sum of $25,000,000 
which can be used under certain conditions to convert some of 
the government-owned vessels into motor ships. The conditions 
under which this can be done require the board either to have 
a customer for the ship, the terms of the sale being set forth 
in the bill, or a term charter for the ship, of not less than five 
years. Also, that the board place the vessel into actual operation. 

It is not the intention of your committee to permit the ex- 
penditure of this money for the conversion of these ships, esti- 
mated at about $400,000 apiece, unless the vessels are to be actively 
omnes in the foreign service, and this is explicitly stated in 

e a 

The Liverpool Journal of Commerce of January 3, 1924, in an 
editorial on motor ships, stated that during the past year of less 
than 400,000 tons of new shipping built more than 100,000 tons 
were of the motor type. It also noted that Germany holds second 
place in the number of motor vessels built and contends for Great 
Britain, on the basis of present shipbuilding, that “her position at 
fae Bn of 1924 will be one of real dominance in motor ship- 

u ng.” 

Recently the British government granted a loan of $10,000,000 
to the Royal Mail Line for two fast motor ships and another loan 
of $8,000,000 to the Bank Line toward the conservation of 19 motor 
freighters. 

Judging from these reports, it can be seen that the various 
maritime nations are rapidly recognizing the great importance of 
encouraging the economies of this new type of propulsion, and 
each is striving to be the first to obtain the panei Cage trade under 
cempetitive conditions, which fact is likely to make the older types 
of coal and possibly oil vessels unprofitable. 

{t certainly would be unfortunate for a maritime nation to 
neglect the recognition of these new conditions, and it is the 
opinion of your committee that it is vitally important for this 
country to place its merchant marine on a par at least with that 
of other nations. To do this it seems essential that we should 
equip a certain proportion of our vessels with internal-combustion 
= of the most modern, most efficient and most economical 

ypes. 

The following table, showing numerous advantages of Diesel- 
driven motor ships over oil-fired and coal-burning steamers, will 
perhaps give a more accurate idea of the wide comparison which 
exists as between the two methods of ship propulsion: 


Exhibit C : : 
Advantages of Diesel-Driven Motor Ships Compared with Oil-Fired 
and Coal-Burning Steamers 

1. Ten per cent to twelve per cent gain in cargo capacity. 

2. Very large reduction in fuel bill. . 

3. Equal constructional cost per ton of net cargo carried com- 
pared with steamer. 

. Absence of stand-by charges in port, and greatly reduced 
port fuel consumption. 

5. Greatly increased cruising radius. 

6. Less frequent bunkering, allowing fuel to be bought where 
oil is the cheapest. 

7. Elimination of unruly firemen worries. 

8. Reduced engine room staff. 

9. Revolutions of propellers are constant, and not dependent 
upon moods, and energies of stokers, changes of watch, etc. 

10. Propellers do not race in heavy weather. ; ’ 

11. Better propulsive efficiency when ship is in ballast if ship 
has twin screws. 

12. Better average speed over long periods, due to constant 
propeller speed. 

13, Have about 30 per cent special emergency reserve power 
over normal, compared with about 10 to 15 per cent with steam. 

14. Smaller wage and food bills, due to absence of firemen. 

15. Engines always ready for instant start from cold. 

16. Very rapid maneuvering—‘full ahead” to “full astern” 
in 5 to 12 seconds. 

_ 17. Waste exhaust gases can be used for economically oper- 
ating part of auxiliaries, including steering gear, or for heating 
fuel oil and for cooking. 

18. Dispensation of steam piping on deck. 

19. Better conditions for engineers. 
Ps More rapid handling of cargo, effecting shorter stay in 
port. 

21. Deep tank can always be used for dry or oil cargo, thus 
increasing earning powers on both long and short voyages. 

22. Hulls can be made smaller, but still carry as much cargo 
as larger steamers, thus reducing first cost to equal that of steam. 

23. Oil in double bottoms adds several years to life of ship, 
there also being no heat from boilers. 

24. Depreciation can be spread over 20 years, due to not re- 
quiring reboilering after 10 years’ service. 

25. Low maintenance and repair charges. 

26. Reliability now betters that of steam machinery. 

27. Saving of tug charges in port, due to rapid handling. 

, 28. No cleaning grate, blowing tubes, ejecting ashes or smoke 
nuisance. 


WATER-BORNE FOREIGN COMMERCE 


“Advance extracts from a survey of the water-borne foreign 
commerce of the United States for the fiscal year ended June 
30, 1923, now in preparation by the Bureau of Research, United 
States Shipping Board, afford the first opportunity ever avail- 
able for comparing, in complete yearly periods, the volumes of 
trade, expressed in long tons, of United States ports engaged 
in foreign commerce; this survey does not include cargo ton- 
nage moved in coastwise or intercoasta] domestic trades.” the 
Shipping Board announced February 4, continuing, it said: 

In 1923 the total foreign commerce moved by water was nearly 
93,000,000 tons, approximately one-sixth greater than in 1922, the in- 
crease being 9,500,000 tons in imports and 3,500,000 tons in exports. 
This gain of 26 per cent in imports is particularly impressive in view 
of the decline in receipts of Mexican crude oil from more than one- 
half of our total ey cargoes in 1922 to less than one-third of the 
import tonnage in 1923. 

The water-borne foreign commerce of the United States in the 
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fiscal year ended June 30, 1923, was conducted through 163 domestic 
ports, which, to facilitate analysis and comparison, have been segre- 
gated into groups. The first group includes those ports whose for- 
eign commerce exceeded 1,000,000 cargo tons; the second, those with 
a total tonnage of from 500,000 to 1,000,000; the third, all others han- 
dling 100,000 tons and over; the fourth, all having under 100,000 tons 
of foreign commerce. Seventy-five per cent of our total water-borne 
foreign commerce passed through the fifteen ports which constitute 
the first, or 1,000,000-ton, class. These ports show an increase of 
9,800,000 tons, 16 per cent over their 1922 total. In the second group 
are nineteen ports through which 15 per cent of the total 1923 water- 
borne foreign commerce passed. The total of this group is 2,000,000 
tons, 16 per cent greater than in 1922. The third group of twenty-six 
ports handled 8 per cent of our foreign trade, their total being a 54 
per cent (2,000,000 tons) increase over 1922. The 103 ports in the 
fourth group handled only 2 per cent of our foreign trade and their 
total is 800,000 tons, 30 per cent less than that of the seventy-six of 
their number engaged in foreign commerce in 1922. 

In a similar segregation of the 136 ports through which our water- 
borne foreign commerce of 1922 was conducted, thirteen ports are in 
the first group, seventeen in the second, twenty-four in the third, and 
eighty-two in the fourth. 

The following table shows the relative standing and volumes of 
water-borne foreign commerce of the fifteen ports handling in ex- 


cess of 1,000,000 tons in 1923 in comparison with their standing and 
trade in 1922: 


WATER-BORNE FOREIGN COMMERCE OF FIFTEEN PRINCIPAL 
PORTS—COMPARATIVE STATEMENT FISCAL YEAR 
1922 AND FISCAL YEAR 1923 
(In Cargo Tons of 2,240 Pounds) 


Total —- 
1923 1922 
Rank Tonnage Rank Tonnage 
vo p ccd tabscurerewers 1 22,435,617 1 19,000,541 
RE I. cat ocawrearn sce teens 2 7,412,517 7,260,497 
EE, esctacéve g: 6:3: 0 acd 64 40s 3 6,920,155 4 5,148,280 
SRS hE Sd de pe deh gg 4 6,696,392 3 194,615 
afte Cae FORE = hep epee SS 5 4,758,163 9 2,365,224 
I fair a nana oleic oars otalegsevoxe grate 6 3,722,756 7 »254,237 
PE, occ. notes ease 04:6 7 2,435,382 5 4,795,339 
AGE PIS, ig. Cecelia nen cies o-<:0 0 00 8 3,072,928 11 2,101,028 
MINIs. o:4 cleats =< 6-0 lriercin's o-0 kere 9 2,940,779 6 3,790,818 
ONE 6 ras ares, 5.08 pidaioress esis 10 1,850,942 26 554,746 
Dy A RE RO GE 11 1,457,058 10 2,273,436 
ae ESE Se gE ar a 12 1,391,949 15 911,102 
NE FU Laie cats: « oe sg ore. bieeioss Sam 13 1,313,188 14 979,447 
I Is la Sl o-s.t nia nd aioe oie 14 1,236,410 19 744,371 
POE IS | das hed os ccc cwens 15 1,015,823 12 1,550,852 
TE les nn Sa ow eee neees 69,660,059 59,924,533 
TRCHOIEE, “SOND  casicccpescceseyac 9,735,526 
INCFORSG, POF CONE 2.0. cccicvcece 16 


Percentage of total commerce. 75 
Total commerce 92,957,582 


12,982,353 
16 


75 
79,975,229 


INCTOREG, CORE . . cscs. ccceccsccve 
Increase, per cent 








Imports—————__________. 
9 





1923 2 
NS Sasha hi wakes 37,396,530 29,568,479 
Rank Tonnage Rank Tonnage 
I 5g 60 oh-6:aibin bare Sawers 1 11,802,820 1 9,737,070 
ee) eee 4 3,897,659 3 3,197,160 
PE 05s 0S elo bow AaeS 3 4,083,104 5 2,670,485 
AE 6.6 Sl eewsistoesoewhcbesus 5 3,412,513 6 2,347,647 
Mle Sola egis Sirs aamadeidwn edu 2 4,284,744 z 1,925,478 
Bae osc ecsss 6 3,207,806 4 2,724,584 
Port Arthur ... 7 2,287,224 2 3,341,407 
BEE MONOD | cee ccccee ches sees 9 1,104,736 10 762,212 
IE sastiidsiwiasinneeeecesncon 8 1,612,020 8 1,603,665 
ee ey ee 21 320,496 24 182,484 
MEE C95 Gie'g 4s 8.0:dque So art Rees 18 351,102 12 521,809 
MS ee are oe eae 26 228,910 25 179,907 
ON reds 0eve vives «Gites een 32 163,450 37 70,179 
OTR AEE oc necime eo eekewe gt 13 556,236 14 258,448 
POPU, (CGS oc ccccecsiccsces 40 83,710. 43 45,944 
I iicia crstviennie coiincknn tenes 37,396,530 29,568,479 
INCPEASS, CONG ooscccccccccccves 7,828,051 
Increase, per cent .........-+... 26 


Percentage of total commerce. 


Total commerce ........... 


81 81 
46,151,798 36,658, 232 





INCPOGND, LOMB. 00 ccaciesecedesecs 9,493,566 
Increase, per cent ........ser- 6 
-Exports- 
1923 2 ; 
Rank Tonnage Rank Tonnage 

BN RS cite nda Ga. ti ncio ews, awiceete 1 10,632,797 1 263,471 
BOT IEEE. simreig 60.0 5: oe coro eve-oeh 2 3,514,858 2 4,063,337 
‘Philadelphia 4 2,837,051 4 2,477,795 
Baltimore ..... 3 3,283,879 3 2,846,968 
ee ae 26 473,419 22 439,746 
rT Torr ee 23 514,950 17 9,65 
Port Arthur 10 1,148,158 s 1,453,932 
ee re eee 5 1,968,192 9 1,338,816 
IW ONI oilors dato. si06 starve eodarcars « 7 1,328,759 5 ,187,153 
BOG BEE 650508) 0 a vscwsvs cee 6 1,530,446 26 372,262 
MORTON Gi hinc. cme aeGN dines caer ces 11 1,105,956 6 1,751,627 
eS ee Sr ret 8 1,163,039 14 31,195 
ony eee 9 1,149,738 11 09,268 
Co ee ere eee 18 680,174 18 485,923 
WOVCINIE, « GOPO 8s ecivie deine taeeys 12 932,113 7 1,504,908 

TOES ataden Ss Sea i543 <4 32,263,529 30,356,054 
INCTORHR, GONE Kiss ip. cic ciceceees 1,907,475 
Increase, per cent ............. 6 
Percentage of total commerce. 69 70 

Total commerce ........... 46,805,784 43,316,997 
TACPOGRS, 2BONM: |< obs's.. sivas 3 0.655 65 3,488,787 


CUSTOMS CONVENTION 


Benefits to the American traveler and American trader 
abroad resulting from the International Customs Convention 
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signed at Geneva are set forth in a brochure issued by the In- 
ternational Chamber of Commerce, copies of which have been 
received by the American Section of the International .Chamber. 
Prominent among the reforms embodied in the convention are: 


Elimination so far as possible of unjust discrimination, export 
and import prohibitions, and arbitra application of customs for- 
malities; prompt publication and distribution of customs regulations 
and tariffs; lenient and simplified treatment of commercial samples; 
simplification of certificates of origin and consular invoices with a 
reduction in the number and cost of such documents; avoidance of 
delay in passing advertising matter through customs; abstention from 
severe penalties for trifling infractions of procedure; coincidence of 
consulate hours with business hours where visés are required; as well 
as a considerable number of provisions looking toward the rapid 
passage and examination of goods through customs, especially travel- 
ers’ hand baggage and registered baggage. Machinery is also pro- 


vided for handling disputes as to the interpretation or application of 
the convention. 


The American Section of the Chamber, with the collabora- 
tion of the Chamber of Commerce of the United States, was 


represented at the conference by two delegates and an expert 
from the United States. 


THACKARA HEADS COASTAL LINES 


The Trafic World New York Bureau 


R. C. Thackara, vice-president of the Luckenbach Lines, 
was elected chairman of the U. S. Intercoastal Conference for 
three months from February 8 at the meeting of the lines this 
week. He succeeds John McAuliffe of the Argonaut Line. 

A number of changes in the coast to coast rates westbound 
were announced by Secretary C. A. Torrence. Aluminum tub- 
ing was fixed at $1.50 a 100 pounds in carload lots and $1.85 for 
less than carload, minimum carload weight 24,000 pounds. Tile, 
unglazed and crated, was fixed at 50 cents carload and 85 cents 
less than carload, minimum 24,000. Wooden table slides were 
made 90 cents carload and $1.25 less than carload, minimum 
24,000. Parts of horse-drawn lawn mowers were made $1 car- 
load and $1.40 less than carload. Sectional baking ovens were 
reduced from $1.20 to $1 carload. 

The United Kingdom Conference, meeting this week in 
Montreal, extended the new rates on automobiles, effective 
March 1, until December 31. Other tariff items were unchanged 
except for minor revisions. 

Oil companies report an upward trend in tank steamer 
rates. The average is now about 78 cents a barriel from Cali- 
fornia to north Atlantic ports against 68 cents last summer. 
Further advances are expected, though there is a general belief 
that 80 to 85 cents will be the maximum, compared with $1.05, 
reached on the top of the boom last spring. 

A meeting of the north Atlantic Far Bast Conference was 
held Wednesday, at which the 25 per cent advance in rates 
adopted recently at Vancouver, effective July 1, was ratified. 


RATES DECLINE ON STRIKE NEWS 


The Trafic World New York Bureau 


The sharp upward move in ocean charter rates, which took 
place when the British railroad strike interrupted coal ship- 
ments abroad and forced dealers to cover their requirements in 
American markets was lost when the strike was terminated. Quo- 
tations last week dropped back to the former level, but remained 
steady. An increase in activity at those prices indicated that no 
further recession is in sight immediately. 

Chartering was fairly brisk in the coal and time charter 
trades. The volume of fixtures reported was the best for the 
year, though a large percentage of vessels for American trades 
were closed in London or elsewhere abroad. 

The grain market was dull and only a light demarid for 
tonnage was noted. One vessel was closed in Néw York at 14 
cents per 100 pounds to Rotterdam for February loading. The 
general level was 14 to 14% cents from Atlantic ports to the 
Antwerp-Hamburg range; 17 to 17% cents to the Mediterranean; 
20 cents to Denmark; 21 cents to Sweden with two to four ports 
of discharge; and about three shillings, six pence per quarter 
of 480 pounds to the Bristol Channel] for February and March 
loading. 

Numerous inquiries which flooded the coal market during the 
British rail strike disappeared when the difficulty subsided. 
Despite this, shipowners were reluctant to lower their figures 
to meet the demands of charterers, with the result that only a 
few fixtures were reported. Most of these were to South Amer- 
ica. One partial cargo was closed to the French Atlantic at 
$2.50 a ton, for a late February boat, a decrease of 25 to 50 
cents a ton under recent prices quoted by shipowners, according 
to Funch, Edye & Co. Further shipments were offered at this 
figure. A small boat was placed to Cagliari at $3.20 a ton, and 
additional orders were available to the West Coast of Italy 
at $3.10 to $3.25 a ton. 

Shipowners’ figures on South American business showed a 
recession. About $3.25 a ton was quoted on February business 
to Rio, at which three vessels were closed. ‘Several cargoes 
were offered to the River Plate at $3.25, but no vessels were 
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available. One cargo was fixed to Chile at $2.60 a ton, two ports 
of discharge, for February loading. 

The sugar market was active, with six or more vessels placed 
to the United Kingdom and the Continent at 20 to 21 shillings 
a ton on large boats from Cuba and 23 to 24 shillings on smaller 
boats from San Domingo for February and March loading. 

Increases in Oriental rates on regular steamers from the 
North Atlantic, averaging about $2 a ton, and in overland trans- 
Pacific trade averaging about $1, were agreed upon at the 
joint meeting of the Pacific Westbound Conference and the North 
Atlantic Far East Conference at Vancouver, according to New 
York officials who have just returned. The new tariff is effective 
at point of origin of the freight as of July 1 at Atlantic ports 
and June 11 at Pacific ports. 

The new tariff shows important increases in the North At- 
lantic-Oriental rates, as follows: general cargo from $18 to $20 
a ton; automobiles, $14 to $16; machinery $14 to $16; steel, from 
various rates to $8, $10 and $12, according to classification; 
agricultural implements, $14 to $16; sulphate of ammonium, $8 
to $9; cigarettes, $22 to $23.50 (base rate) and $24 (Shanghai). 

Similar advances were made in the Pacific Coast-overland 
tariff: general merchandise, $10 to $12; automobiles, $8 to $10; 
machinery, $8.25 to $10; agricultural implements, $9 to $10; 
sulphate of ammonium, $5 to $7; cigarettes, $11 to $11.50 (base 
rate) and $12 (Shanghai). 

An arbitrary of 50 cents over base rates was added to all 
traffic to Shanghai. It was agreed that on all North Atlantic and 
overland traffic ships calling direct at minor ports need quote 
only one-half the usual arbitrary. 

The deadlock which prolonged the Vancouver session was 
over rates to be charged to minor ports regularly serviced by 
certain trans-Pacific freighters, such as Dairen, Dalny and Han- 
kow. This was finally compromised on a basis reported to be 
as follows: base rates may be charged on lumber, grain and pe- 
troleum products; on other commodities, the lines giving direct 
service must charge a designated arbitrary of $1.50 up, and the 
passenger lines not serving the ports will be entitled to meet 
these arbitraries with transshipment. 

A significant development was that the North Atlantic 
lines agreed to adopt the American or short ton of 2,000 pounds, 
except on steel. This makes the short ton standard on all 
American-Oriental trade. The Pacific Coast lines will adopt the 
long ton on steel until this commodity can also be placed on the 
short ton basis. The decrease in the size of the ton in the North 
Atlantic tariff makes the rate increase greater than is apparent 
in the figures. 

It was tentatively agreed that all Oriental lines would send 
delegates to another joint meeting at an Eastern Canada port 
late next summer and to New Orleans in March, 1925. 


MEETING OF AMERICAN SHIPOWNERS 


The Trafic World New York Bureau 


The shipping situation in 1923 showed only a slight im- 
provement and, so far as American shipowners are concerned, 
the year was marked by a continuous withdrawal from overseas 
trade to the protected coastwise routes, according to the report 
of President Alfred Gilbert Smith at the annual meeting of the 
American Steamship Owners’ Association in New York last 
Monday. 

Mr. Smith said that if the subsidy bill had been enacted 
by Congress the history of the last year would have been 
entirely different. In the absence of constructive legislation, 
the association had to be content with minor questions, such 
as suggestions for the revision of the navigation laws, opposi- 
tion to any further extension of government operation of vessels, 
recommendation that the coastwise laws be extended to the 
Philippines, and conferences with the Department of Commerce 
on improvements in the government services for shipping. 

Mr. Smith was re-elected president of the association. 
Vice-presidents re.elected were Gale Carter, president of the Pa- 
cific Mail; David T. Warden, manager of the marine department 
of the Tide Water Oil Company; and Eugene E. O’Donnell, 
vice-president of C. H. Sprague & Sons of Boston. Winthrop L. 
Marvin was re-elected vice-president and general manager. 

The association adopted three resolutions—one of regret on 
the death of ex-President Wilson, the second urging the Bureau 
of Lighthouses to establish a lightship off St. Johns River, 
Florida, and a third recommending a reduction in the pilotage 
fees at Hampton Roads to conform with the charges at other 
north Atlantic ports. 

Mr. Marvin said that, despite the adversities confronting 
the shipping industry in the last year, the tonnage owned by 
the members had increased and now amounted to approximately 
3,500,000 tons. 

Commenting on the activties of the association in the pre- 
ceding year, Mr. Smith said that, following the defeat of the 
subsidy bill, a committee was established, known as the Com- 
mittee on National Shipping Policies, whose first duty was to 
protest to the Shipping Board against a movement for more 
direct government operation of the fleet, and to suggest con- 
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structive measures for operating the ships by private capital 
and enterprise. He pointed out that since that time there has 
been no extension of this policy. He said further: 


Our Committee on National Shipping Policies has more recently 
been engaged in observation of various shipping bills presented to 
Congress, with a view to the outlining of policies that may com- 
mand the support of our member companies in general. This 
task will be prosecuted with earnestness to secure an honest con- 
sensus of opinion, and the members of the association will be 
kept duly informed of progress made by our Committee on Na- 
tional Shipping Policies, which is charged particularly to consider 
“the proposed new Edmonds shipping bill, the naval reserve bill 
of the Navy Department, a policy of preferential duties and ton- 
nage taxes,” and like measures that may enlist the attention of 
the country. . 

Except for a few weeks in the spring, the year 1923 has been 
a period of a reasonably adequate supply of sea-going labor. 
Wages of unlicensed men were advanced in April to a level with 
those paid of that time by the Shipping Board, but the associa- 
bates as a whole was unable to follow the board in further general 
ncreases. ; 

With the nation during the year past the association mourned 
the death of President Harding, who had given such devoted serv- 
ice to the merchant marine. We took a part in the relief of Japan 
after the terrible disaster at Yokohama. We have continued to 
press our request for the complete elimination of government 
competition from the intercoastal trade, where privately-owned 
American ships have proved more than sufficient. We have re- 
newed our earnest recommendation for the faithful enforcement 
of the law extending the coastwise policy to tle Philippines. We 
have urged that the Hydrographic Office, which has proved so 
valuable to seagoing trade, should be retained within the Navy 
Department. 


The association has participated with the Bureau of Mines 


‘and the American Petroleum Institute in a thorough investigation 


of the real causes and conditions of the pollution of navigable 
waters by oil, which should be helpful toward just and effective 
legislation. We have recorded our opposition to that clause in the 
tariff act which imposes a 50 per cent duty on repairs made or 
equipment furnished to American ships in the overseas trade, 
which are meanwhile being denied any protection whatsoever by 
the government. 

Continuous discharge books have remained in successful use 
throughout the year, more than 34,000 of these books having been 
issued to our member companies. There is an excellent prospect 
that the use of these books may now be taken up by the govern- 
ment and made compulsory, in the interests of higher efficiency 
and discipline on shipboard. 

To aid your president, without requiring too frequent meet- 
ings of our governing board, there has been created within and 
by authority of the executive committee a small advisory com- 
mittee, which can be consulted at short notice. Another impor- 
tant step taken during the year is the establishment of a special 
committee on the revision of the navigation laws and rules, which 
has been busily at work for several months in examining the 
text of a proposed recodifying of the navigation laws and rules, 
prepared under the auspices of the Shipping Board. This special 
committee has recommended to the board certain points in which 
revision can best be effected, with a view to reducing unnecessary 
costs of operation of American ships, and it. will proceed with its 
= task, in order to make a complete report as soon as pos- 
sible. 

On the initiative of Secretary Hoover, an advisory committee 
to the Department of Commerce has been organized, with a mem- 
bership representing associations in actual contact with maritime 
industry. Of this committee your president has been appointed 
acting chairman. This new committee is one of important prom- 
ise for the broader interests of the merchant marine. 


PACKING TO SAVE FREIGHT CHARGES 


“The question of packing with regard to economy in ocean 
and inland freight charges must be given serious consideration 
by every exporter,” says J. F. Keeley, assistant chief of the 
transportation division of the Department of Commerce, in a 
statement, which follows: 


These factors often determine the feasibility of entering the 
world’s markets. Some exporters build containers that cost a great 
deal more than is necessary for the protection given to their ship- 
ments. While the necessity of careful packing cannot be too strongly 
emphasized, it is unquestionably a great: waste to build large, heavy 
cases or crates that add materially to inland and ocean freight costs 
when the product can be carried just as safely in a container that 
uses half as much lumber, time and expense. For example, a middle 
west exporter, whose cases had been improperly constructed of very 
heavy lumber, was able, by adopting proper construction methods, 
not only to reduce the weight of his cases and cut down freight costs, 
but also to provide a better container. 

Ocean rates are usually based on the cubic measurement of @ 
vackage and its ability to stow in the smallest space. In calculating 
these charges, shippers and steamship companies frequently disagree 
as to the cubic measurements of packages. Sometimes this difference 
is the result of careless measurement by the shipper, but usually the 
dispute arises because of the fact that steamship companies, as 4 
rule, measure all packages on a rectangular scale, so that all irregu- 
larly shaped packages are estimated as though rectangular and are 
figured by their greatest dimensions. The reason for this is that 
irregular packages are not easily stowed; it is difficult to find smaller 
packages to fill in the. vacant spaces, and dunnage or ship’s lumber 
has to be used to keep the cargo from shifting. 

Because this factor of form so vitally affects freight costs on 4 
package, exporters have found it advantageous to build cases _ as 
nearly cubical in shape as possible. To this end, the.problems worked 
out for shippers by the Forest Products Laboratory form the basis 
of best practices in the proper construction of boxes and crates. Caré- 
ful study and application of these principles, as laid down in our 
forthcoming monograph on packing that summarizes the result of 
their experiences, will go far toward permitting a real saving in 
freight rates when the weight, size and form of the package are 
the determining factors, 

In order to reduce the cubical measurement of shipments, it has 
been found advisable to resort to compression, nesting and knocking 
down. The best example of saving by compression is in the baling 0 
cotton by heavy pressure, three bales having been made to fit the space 
formerly occupied by one uncompressed bale, All fabrics or raw ma- 
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terials that can stand compression without actual damage should be 
subjected to pressure to conserve space. é 

saving of many thousands of dollars annually in freight costs 
can be made by a little study of knocked-down machinery and other 
articles. The advantages of this method are so well realized that a 
number of concerns are paying high salaries to men who are specially 
skilled in knocking down and packing machinery and like products to 
take up the smallest space. Many ingenious methods and devices have 
been worked out. Where conditions at destination permit, even loco- 
motives have been shipped in parts to be reassembled by the con- 
signee. Of course, in paeverspen countries where skilled mechanics 
are scarce, the complete knocking-down of shipments is not feasible, 
but in many of the large ports of the world there are concerns which 
make it a business to reassemble and repack all kinds of merchandise, 
Se of the services rendered in this connection would be 
profitable. 


Another consideration is the fact that in many instances customs 
duties can be reduced materially where shipments are knocked down. 

By nesting products that are adaptable to this method, American 
firms have been able to save many dollars yearly in their domestic 
business. The same principles may be applied to export shipments. 
One concern in particular that ships bathtubs to South America 
realized so fully the advantage of nesting that it changed the con- 
struction of its tubs to a design which would allow them to be more 
easily nested. This enabled the company to ship in a crate that would 
contain six tubs, whereas in the past only three could be packed in 
the same space. A saving of 50 per cent in transportation charges 
was thus effected, and the exporter obtained a decided advantage in 
foreign markets, ‘ 

Any discussion on the subject of export packing which did not 
attempt to impress upon exporters the necessity of saving through 
such methods as compression, knocked down and nesting would be in- 
complete. We cannot too strongly advise American shippers to study 
these methods with the greatest care. Any saving in an export ship- 
ment, no matter how small, allows a reduction in the price of Ameri- 
can products which may be just sufficient to offset the cheapness of 
labor and the consequent lower prices of our foreign competitors. 


AUSTRALIA SELLING SHIPS 


The new Board of Control of the Australian Commonwealth 
Shipping Line, which has been engaged in considering reorganiza- 
tion and future operations, has announced that twenty-five 
vessels of the fleet will be disposed of, Consul Norman L. Ander- 
son reports from Melbourne. 

The line will maintain its services, using only the best 
available tonnage, which comprises five Bay-class liners, two 
new F-class vessels under construction, five B-class (ex-enemy) 
ships fitted with refrigerator space, the better class of the 
remaining ex-enemy ships, and probably two of the Austral- 
class, which may be found suitable for trading, and a few 
D and E class vessels for the Java-Singapore trade. 


BELFAST SHIPBUILDING IN 1923 


In the calendar year 1923 the two shipbuilding yards of 
Belfast turned out a total of 127,433 tons of shipping, compared 
with 86,943 tons in 1922, 93,494 tons in 1921, 116,540 tons in 
1920, and 197,826 tons in 1919—the banner year, according to a 
report to the Commerce Department. Of the total for 1923, 
Harland & Wolff (Ltd.) built 86,714 tons, and Workman, Clark 
& Co. (Ltd.) built 40,719 tons. 

Notwithstanding the favorable total for the year, the quar- 
terly returns showed a diminishing tonnage under construction, 
says Consul Henry P. Starrett, Belfast. On January 1, 1923, 
there were 20 vessels totaling 230,080 tons under construction 
in Belfast; on April 1, 16 vessels of 209,770 tons; on July 1, 
14 vessels of 201,970 tons; on October 1, 13 vessels of 181,400 
tons; and during the latter half of December, 12 vessels of 
160,000 tons. 


On January 1, 1924, out of a total of 27 berths in both 
yards, 18 were occupied, but two launchings during January 
left 16 vacant slips. 


PARCEL POST TO CHILE 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following notice to postmasters: 


The consul general of Chile at New York has informed this office 
that, effective January 1, 1924, consular invoices are necessary to be 
furnished for all — post shipments to Chile, regardless of the 
value of the merchandise sent. 

Accordingly, the notice of this office of November 14, 1923, which 
was published as the item “Chile’’ on page 17 of the December, 1923, 
Postal Guide is annulled. 


PARCEL POST FOR NICARAGUA 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


This office has been informed by the office of the Nicaraguan 
consul general at New York that it is no longer necessary that any 
declaration furnished for a parcel-post package sent to Nicaragua 
be certified by a Nicaraguan consul. 

_ Accordingly, the second paragraph of the ‘Prohibitions’ of the 
item “Nicaragua” on page 211 of the July, 1923, Postal Guide should 
be eliminated. 


HOCKING VALLEY NOTES 


The Hocking Valley Railway Company has applied to the 
Commission for authority to issue and sell $6,000,000 of two- 
year 5 per cent secured gold notes and to issue nominally and 
to pledge, to secure the notes, $7,500,000 of general mortgage 
gold bonds. The proceeds from the sale of the notes will be 
applied on notes due March 1, 1924. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and eet National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Ship’s Appliances Not Warranted as Seaworthy: 

(Supreme Court, Appellate Division, Second Department.) 
A shipowner held not to warrant the seaworthiness and fitness 
of a ship’s appliances.—Tammis vs. Panama R. Co., 202 N. Y. S., 
230. 

Shipowner, Supplying Customary Type of Engine in Good Repair, 

Discharges Duty in That Respect: 

Where shipowner supplied: such an engine to the ship as 
was customarily used, with an uncracked cylinder and equipped 
with proper drain valves it discharged its duty in providing the 
ship with a seaworthy engine.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Shipment of Coal to Point Given Lower Rates, and From There 
to Other Points Held Not Entitled to Lower Rate: 

(Supreme Court of Alabama.) A shipment of coal by a furnace 
from its mines to T., where its furnace was located, from which 
point it was reconsigned to its ore mines at the local rate, was 
not a shipment of furnace material consigned to T. “to and for 
the use of pig iron furnace companies” located at T., within 
the meaning of a tariff providing for a low rate of 50 cents per 
ton for shipments of furnace coal to T., and the railroad was 
therefore entitled to recover the difference between the low rate 
paid and the general tariff of 70 cents a ton——Republic Iron 
& Steel Co. vs. Davis, Director General, etc., 98 So. Rep. 197. 
Whether Place of Consignment Was “At Point of Destination” 

Within Tariff Held Question of Fact: 

Whether a shipment of coal a short distance from the rail- 
road would be “at the point cf destination” within the meaning 
of a tariff giving a lower rate to furnace coal shipped to that 
point held to be a question of fact.—Ibid. 

Exaction of Inapplicable Rate Held Not Binding on Railroad: 


In an action for balance due on freight shipments of coal, 
evidence of the practice under similar tariffs was properly ex- 
cluded because the construction of the tariff is a matter of law, 
and an improper usage could not justify an incorrect construc- 
tion; the principle of estoppel not being applicable to railroad 
tariffs even where carrier quotes wrong rate.—Ibid. 

No Appeal From Judgment or Sentence of Contempt by Ordinary 

Process: 

(Supreme Court of Louisiana.) There is no appeal by the 
ordinary process from a judgement or sentence for contempt 
of court.—State ex rel. Milling vs. Louisiana Public Service Com- 
mission, 98 So. Rep. 175. 

Louisiana Public Service Commission Not a “Court”: 

The state Public Service Commission is not a “court.”—Ibid. 
Contempt Proceedings of Commission Subject to Supervisory 

Jurisdiction of Supreme Court: 

Contempt proceedings of the state Public Service Com- 
mission are subject to the supervisory jurisdiction of the Su- 
preme Court, in view of Const. 1921, art 6, Sec. 4, par. 3, em- 
powering the Public Service Commission to summon and com- 
pel the attendance of witnesses, swear witnesses, compel the 
production of books and papers, take testimony under: com- 
mission, and punish for contempt “as fully as is provided by law 
for the district courts.”—Ibid. 

Certiorari and Prohibition to Prevent Public Service Commission 

From Compelling Relator to Show Cause Why He Should Not 

Be Punished Held Not Premature: 

Proceedings for certiorari.and prohibition by one cited to 
show cause why he should not be punished for contempt of the 
state Public Service Commission are not premature, though the 
Commission has not condemned or punished relator, since, if the 
commission had no right to punish relator, it had no right to 
= him to show cause why he should not be so punished. 
Chairman Held Not Authorized to Order Attorney to Show Cause 

Why He Should Not Be Punished for Contempt: 

It requires formal action on the part of the state Public 
Service Commission to institute proceedings to punish for con- 
structive contempt, and the chairman had no authority to order 
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an attorney to appear before it and show cause why he should not 

be punished for contempt.—Ibid. 

Formal Charge Necessary Before State Public Service ‘Commis. 
sion May Punish for Contempt: 

A formal charge or complaint specifying the acts supposed 
to have been committed in contempt or disregard of the Public 
Service Commission is necessary, before the Commission may 
punish for contempt.—Ibid. 

Letter From Attorney to Commission in Respect to Rejected 

Tariff Held Not Contempt: 

Where the state Public Service Commission had rejected a 
proposed storage in transit tariff offered by an attorney for an 
oil pipe line company, a letter from the attorney to the secretary 
of the Commission, stating that the attorney and his client 
must regard the action of the Commission “as purely arbitrary 
and as such, unjust, unreasonable, and illegal,’ held not to con- 
stitute contempt of the Commission.—Ibid. 

Notice of Intent to Disregard Orders of Public Service Commis- 
sion Held Not Contempt: 

That an attorney, in response to a rejection of storage in 
transit tariffs submitted by him for an oil pipe line company, 
stated that his client would, nevertheless, offer storage in transit 
service, held not contempt of the Public Service Commission, 
the Commission having no right to add to the penalties pre- 
scribed by Const. 1921, art. 6, Sec. 6.—Tbid. 

Scope of Power of Commission to Punish for Contempt Stated: 

The main reason why the state Public Service Commission 
was, by Const. 1921, art. 6, Sec. 4, invested with authority to 
punish for contempt, was to enable the Commission to enforce 
its authority to summon witnesses and compel their attendance, 
to compel the production of books and papers, and to take tes- 
timony under Commission.—Ibid. 

Commission Held Not to Have Jurisdiction in Contempt Pro 
ceedings: 

Where the chairman of the Public Service Commission by 
telephone directed the secretary to issue a rule for contempt 
because of a letter sent to the secretary relative to a rejected 
tariff, but no proceedings were pending relative to such tariff, 
and the accused had not appeared before it, the Commission had 
no power to punish for contempt, in view of Revised Statutes 
1870, Sec. 125, defining contempt of court, and of Code Prac. art. 
131, amended and reenacted by Act No. 190 of 1894, prescribing 
the penalty and Act. No. 21 of 1906, expanding the power to pun- 
ish for contempt.—Ibid. 

When No Contempt Disclosed, Supreme Court Will Annul Rule 

Issued by State Public Service Commission: 

(Supreme Court of Louisiana.) Where the state Public 
Service Commission had issued an order to show cause why the 
secretary of a pipe line company should not be punished for 
contempt, and the certified record filed by the Commission in 
response to a writ of certiorari did not show a sufficient reason 
why the proceedings were instituted, and the answer of the 
Commission fails to disclose any contempt, the Supreme Court 
will annul the order or rule for contempt.—State ex rel. Auster- 
mell vs. Louisiana Public Service Commission, 98 So. Rep. 184. 
Freight Earned, Though Connecting Carrier Refused to Accept 

Goods: 

(Supreme Court, Appellate Division, First Department.) 
Where a railroad tendered cotton, which had been damaged by 
fire and water while waiting to be unloaded, to a connecting 
steamship company, which refused to accept it, the shipper’s 
contention that there was no delivery to the steamship company, 
and that the freight was therefore not earned, was without merit, 
in view of the fact that there was no claim against the railroad in 
relation to the damage.—Stevens vs. Atchison, T. & S. F. Ry. Co., 
202 N. Y. S., 195. 

Through Rate to Foreign Port Invalid, Unless Published and 

Filed: 

Under Act Cong. Feb. 4, 1887, entitled “an Act to Regulate 
Commerce,” and amendments thereto (U. S. Comp. St. Sec. 8563 
et seq.), requiring carriers to file schedules of all rates between 
points on their own routes and points on the route of any other 
carrier, a carrier which had never published or filed a through 
rate to a foreign port could not make a through rate to such 
port, which would be payable as one entire amount on delivery 
to such port, so as to impose a duty on the railroad.—lIbid. 
Agreement for Services Not Provided for in Schedules Places no 

Duty on Carrier: 

Under Act Cong. Feb. 4, 1887, entitled “an Act to Regulate 
Commerce,” as amended (U. S. Comp. St. Sec. 8563 et seq.), 
a railroad engaged in interstate commerce cannot agree on a 
higher or lower rate, nor assume any additional services or bur- 
den, than that appearing in its published and filed schedules, 
and the assumption of any additional service imposes no duty 
on the railroad, unless published and filed.—Ibid. 

Bill of Lading Providing for Through Transportation to Foreign 

Port Construed: 

An export bill of lading providing for the carriage of goods 
to San Francisco and thence by steamship to Japan at a charge 
of $1.85 per 100 pounds, made up of the inland rate of 95 cents, 
and the ocean rate of 90 cents per hundred weight, should be 
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given effect by construing the provision as contemplating two 
separate stages of transportation, rather than as providing for an 
indivisible contract, which would be invalid under Act Feb. 4, 
1887 (U. S. Comp. St. Sec. 8563 et seq.), because the through 
rate was not published and filed.—Ibid. 

District Court Has Jurisdiction of Suit Arising Under Interstate 

Commerce Acts Regardless of Amount Involved: 

(Circuit Court of Appeals, Fifth Circuit.) Under Judicial 
Code, Sec. 24 (8), being Comp. St. Sec. 991 (8), a District Court 
has jurisdiction of any suit arising under any law regulating 
commerce regardless of the amount in controversy.—Davis, Di- 
rector General of. Railroad, et al. vs. Age-Herald Pub. Co., 293 
Fed. Rep. 591. 

Construction of Tariffs Must First be Determined by Interstate 

Commerce Commission: 

Where the question involved is one of construction of the 
tariff of an interstate carrier, requiring determination of the 
peculiar meaning of words used therein which may be affected 
by usage, the preliminary determination must be made by the 
Interstate Commerce Commission, and until that determination is 
made a court is without jurisdiction of the controversy.—Ibid. 
Award of Reparations by Interstate Commerce Commission Held 

Not Barred by Limitation: 

(District Court, W. D., South Carolina.) Under the pro- 
vision of Interstate Commerce Act, Sec. 16, as amended by Act 
June 29, 1906, Sec. 5, being Comp. St. Sec. 8584 (2), that “all 
complaints for the recovery of damages shall be filed with 
the Commission within two years from the time the cause of 
action accrues, and not after,” a complaint of unjust rates 
charged, filed by a voluntary associataion of manufacturers on 
behalf of its members, a list of whom is attached, gave the 
Commission jurisdiction to award reparation, though specific 
evidence on which to base awards to the several members was 
not submitted within the two years, and not until after a deter- 
mination by the Commission that the rates were unjust and 
unreasonable.—Arcadia Mills et al. vs. Carolina, C. &. O. Ry. 
et al., 293 Fed. Rep. 639. 

‘Time of Federal Control Excluded in Computing Limitation 

Period for Filing Reparation Claims: 

Under Transportation Act, 1920, Sec. 206f, the period of fed- 
eral control is to be excluded in computing the period of limita- 
tion for filing claims for reparation with the Interstate Com- 
merce Commission, though the limitation period had expired 
before the act was passed.—Ibid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


a. taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


State Court Must Follow Decision of United States Supreme 

Court Construing Federal Act: 

(Supreme Court of Colorado.) Where rights of a shipper 
and carrier must be determined under federal Uniform Bills of 
Lading Act (Pomerene Act, U. S. Comp. St. Sec. 860-aaa-8604w), 
a state must follow the decisions of the United States Supreme 
Court construing that act.—Davis, Director General of Railroads 
vs. Fruita Mercantile Co., 220 Pac. Rep. 983. 

Interstate Shipment Governed by Federal Law: 

The rights of parties to an interstate shipment are measured 
by the federal Uniform Bills of Lading Act (Pomerene Act, U. S. 
Comp. St. Sec. 8604aaa-8604w) and by the decisions of the Su- 
preme Court of the United States interpreting the same.—Ibid. 
Carrier Acts at Its Peril in Delivering Shipment Without Pro- 

duction of Bill of Lading: 

Through order bills of lading as defined by section 3 of the 
federal Uniform Bills of Lading Act (Pomerene Act (U. S. Comp. 
St. Sec. 8604b)), provide that their surrender, properly endorsed, 
shall be required before delivery of the property, the carrier may 
make a valid delivery without production of the bill, but in 
such case the delivery is made at the carrier’s peril.—Ibid. 
Non-negotiable Provision Void Unless Shipper Agrees Thereto in 

Writing Uuon Its Face: 

Any non-negotiable provision in an order bill of lading as 
defined by section 3 of the federal Uniform Bills of Lading Act 
(Pomerene Act (U. S. Comp. St. Sec. 8604b), is void unless upon 
its face and in writing the shipper agrees thereto.—Ibid. 
Carrier Making Irregular Delivery Has Burden of Showing Right 

of Recipient to Possession: 

Where a delivery by a carrier of .a diverted shipment was 
otherwise than as provided in section 9, subd. (b) of the federal 
Uniform Bills of Lading Act (Pomerene Act (U. S. Comp. St. 
Sec. 8604e)), providing a carrier is justified in delivering goods 
to a consignee named in a straight bill, and as provided in sub- 
division (c) justifying delivery to a person in possession of al 
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order bill, the burden was on the carrier to show that the pro- 

posed buyer of the shipment to which the carrier made delivery 

was lawfully entitled to possession within subdivision (a) at the 
time the shipment was diverted or when it was delivered.—lIbid. 

Carrier Not Justified in Delivering if Order Bill Is Not Properly 
Indorsed: 

A carrier is not justified in delivering a shipment, if the 
order bill is not properly indorsed or if the carrier then has in- 
formation that the person demanding delivery is not lawfully 
entitled to possession in view of section 9, subd. (c) and section 
10, subd. (b), of the federal Uniform Bills of Lading Act (Pom- 
erene Act (U. S. Comp. St. Sec. 8604e, 8604ee) ).—Ibid. 

Rule Justifying Delivery by Carrier to Possessor of Order Bill Ap- 
plies Only When Bill Is Properly Indorsed: 

The rule that under section 9 of the federal Uniform Bills 
of Lading Act (Pomerene Act (Comp. St. Sec. 8604e)), physical 
possession by one of a bill of lading justifies delivery to him by 
the carrier, applies only where the order bill of lading is proper- 
ly indorsed, and not to an unindorsed bill of lading to which a 
draft is attached by a consignor indicating to the carrier that 
delivery should be made only upon payment of the draft by the 
prospective buyer who holds physical possession of the bill.— 
Ibid. 

If Delivery of Order Bill Gives Transferee Right to Compel In- 
dorsement, Transfer Must Be For Value with Intent to Trans- 
fer Title: 

It is questionable whether section 29 of the federal Uniform 
Bills of Lading Act (Pomerene Act (U. S. Comp. St. Sec. 86040)), 
providing a bill may be transferred by holder by delivery, ex- 
tends to an order bill of lading, since the only specific bill desig- 
nated therein is a straight bill; but if an order bill is within the 
purview of section 29, as well as within section 33 (U. S. Comp. 
St. Sec. 8604q), providing that, when the bill is transferred for 
value, the transferee acquires the right to compel indorsement to 
him, the transfer must be for value and the parties must intend 
either expressly or impliedly to transfer the title.—Ibid. 
Evidence Held to Show Shipper Did Not Transfer Order Bill to 

Prospective Buyer of Shipment: 

Evidence held to show that plaintiff, who shipped on con- 
signor’s order bill of lading with directions indorsed thereon to 
notify prospective buyer and to deliver to him upon payment 
of draft, did not intend to and did not transfer the title of the 
bill to buyer for the goods represented, and that the prospective 
buyer did not intend to buy or to receive the title, and that 
there was no agreement, express or implied, to that effect—Ibid. 
Evidence Held Not to Show Transfer of Title to Order Bill by 

Shipper to Prospective Buyer. 

The fact that a prospective buyer of a shipment on con- 
signor’s order bill of lading, with directions indorsed thereon to 
notify buyer and to deliver to him upon payment of draft, re- 
turned the bill to consignor’s collecting bank, held sufficient 
evidence to show there was no change of title to the order bill. 
—Ibid. 


Burden on Carrier to Show Shipper Holding Order Bill Trane- 
ferred Title to Buyer: 

In an action against a carrier for misdelivery of a shipment 
on consignor’s order bill of lading, with directions to notify pro- 
posed buyer and to deliver to him upon payment of draft, the 
burden was on the carrier to show that the shipper transferred 
title to the order bill of lading to proposed buyer to whom the 
goods were delivered, and the carrier did not sustain that bur- 
den.—Ibid. 


Request for Change in Destination Held Not to Include ewer 
of Consignee: 

A shipper's request of a carrier for a change in aitiliadiin 
held not to include a change of the consignee.—Ibid. 

Change of Order Bill to Straight Bill on Shipper’s Request for 

Diversion Held Wrongful: 

Where a shipment was on consignor’s order bill of lading 
with directions indorsed thereon to notify proposed buyer and 
to deliver to him upon payment of draft attached to bill the 
unauthorized act of connecting carrier’s agent, on consignor’s 
request for diversion of shipment, in placing upon the order bill 
an indorsement which changed it into a straight bill, held a 
change of the contract between the shipper and the proposed 
buyer, and for delivering the shipment to the changed consignee 
without payment of the draft and surrender of the bill of lading, 
properly indorsed, the carrier was liable to shipper for conver- 
sion of the shipment.—Ibid. 

Carrier Held Informed That Proposed Buyer Was Not Entitled 
to Possession Until Payment of Draft: 

Where the face of an unindorsed consignor’s order bill of 
lading showed the shipment was made to the order of the con- 
signor and that the shipment was to be delivered to the pro- 
posed buyer only upon payment of the draft attached to the bill, 
the carrier had information, in view of section 9, subds. (b) and 
(c), and section 10, subd. (b) of the federal Uniform Bills of 
Lading Act (Pomerene Act (U. S. Comp. St. Sec. 8604e, 8604ee)), 


that delivery was not to be made until the purchaser paid the 
draft.—Ibid. 
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Equitable Estoppel May Not Be Invoked by One Not Injured: 

Equitable estoppel may not be invoked by one whose con- 
duct has not been influenced to his injury.—Ibid. 

i Production of Order Bill Makes Delivery at Its 
is 

If a carrier waived the production of an order bill and de- 
livered shipment to proposed buyer upon the belief that there 
was a transfer of the bill to such buyer, or that the bill was in 
the latter’s possession or that he was lawfully entitled to pos- 
session, the delivery was made at the carrier’s risk.—Ibid. 
Carrier May Require Production of Order Bill, Though Knowing 

of Attempted Change of Consignee: 

Even if a carrier knew of an attempted change of a con- 
signee in an order bill of lading, it could protect itself by re- 
quiring the production of the bill before delivering.—Ibid. 
Through Adjustment Between Consignor and Consignee in Dif- 

ference of Weights Between Shipping Point and Destination 

Not Made, Carrier Responsible for Loss: 

(Commission of Appeals of Texas, Section A.) In action 
by consignor against carrier for damage to cotton, where con- 
signee paid draft for the gin weight under a custom that com- 
press weight on delivery, if different, governed, and that differ- 
ence would be adjusted, the mere fact that this adjustment had 
not been made at the time of the trial did not relieve carrier 
from liability—Davis, Agent, vs. Wylie & Jackson, 256 S. W. 
Rep. 256. 

Consignor May Sue, Though Not Damaged: 

Where consignor shipped cotton, which was damaged 
through carrier’s negligence, consigned to consignor’s order 
notifying E., although E. had purchased the cotton and had paid 
the drafts attached to the bill of lading, carrier was liable to 
consignor, since contract was made with him, and, unless E. 
objected, presumption was that suit was prosecuted with E.’s 
consent and for his benefit.—Ibid. 


Extent of Damages Sufficiently Shown for Submission to Jury: 
In an action against a carrier for damages to cotton, evi- 
dence showing that cotton was left exposed to rain over 30 days, 
which caused it to rot, its loss in weight and value held to show 
extent of damage, which question was for the jury.—Ibid. 


Corporation Taking Over Assets of Another and Paying There- 
for in Stock Takes Same Subject to Liabilities of Old Cor- 
poration: 

(Kansas City Court of Appeals, Missouri.) When one cor- 
poration takes over all the tangible assets and properties of an- 
other, and issues shares of stock in sole payment therefor, it 
takes the same subject to the debts and liabilities of the old cor- 
poration, in a sum equal to the value of the assets taken.— 
Peters vs. American Ry. Express Co., 256 S. W. Rep. 100. 
Consideration Essential to Support Agreement That Suit For 

Loss Be Brought Within Certain Time: 

If stipulations printed on the back of a receipt issued by a 
carrier, and providing that a suit for loss of shipment must be 
brought within a certain time, rise to the dignity of a contract, 
there must have been a consideration for it, otherwise the statu- 
tory limitations apply.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 
Whether the Carrier Could Have Anticipated or Supplied De- 
mand for Cars Held for Jury: 

(Supreme Court of Arkansas.) In an action by a shipper 
against a railroad company for discrimination and failure to 
furnish cars, whether or not the demand for cars was so great 
that it could not have anticipated or by the exercise of reason- 
able care been supplied, held for the jury under the evidence.— 
Chicago, R. I. & P. Ry. Co. vs. Sims, 256 S. W. Rep. 33. 
Shippers on Branch Lines Entitled to Same Treatment as Those 

on Main Line: 


Shippers Located on branch or lateral lines of a railroad are 
entitled to the same treatment in the distribution of cars as 
those on the main line.—Ibid. 

Evidence Held to Warrant Verdict for Discrimination and Fail- 
ure to Furnish Cars: 

In an action by a shipper against a railroad for discrimina- 
tion and failure to furnish cars during a certain period, evidence 
held to warrant a verdict for shipper, where local shippers and 
others at a main line point 25 miles distant received sufficient 
cars of the same class required by plaintiff for their needs dur- 
ing the same period.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Wife Implied Agent of Husband to Receive Message: 

(Kansas City Court of Appeals, Missouri.) The wife of a 
sendee was his implied agent to receive a message which con- 
cerned both, and was not strictly a business message.—Evans vs. 
Western Union Telegraph Co., 256 S. W. Rep. 81. 

Company Bound to Deliver Written Copy of Message: 

A telegraph company is bound to deliver a written copy of 

a message to the sendee, and not merely to have the informa- 


tion in the message delivered by telephone, without the sendee’s 
consent.— Ibid. 
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Delivery of Telegram Over Telephone Would Encourage Dis- 
closure Penalized: 

Delivery of a telegram by teiephone instead of by delivery of 
written copy would encourage disclosure of contents, for doing 
which Rev. St. 1919, Sec, 10140, provides a penalty.—Ibid. 

Offer of Proof That Telegram Was Telephoned to Sendee Held 

Insufficient: 

In an action by the sender to recover a penalty provided by 
Rev. St. 1919, Sec. 10136, for failure to deliver a telegram, an 
offer of proof that the company telephoned the message to sen- 
dee’s wife, without proof that she consented to receive the mes- 
sage in that way, was properly refused, since, even if it were 
read over the telephone, unless it was shown that wife con- 
5 to such delivery it would not constitute a good delivery. 
Party Not Bound by Testimony Most Unfavorable to Him: 

Where all the evidence was given by witnesses for plaintiff, 
and defendant put no witnesses on the stand, the jury could be- 
lieve or disbelieve any of the witnesses, and plaintiff was not 
bound by the most unfavorable testimony to him.—TIbid. 
Demurrer to Evidence Properly Overruled in Action for Penaity 

for Failure to Deliver Telegram: 

In an action under Rev. St. 1919, Sec. 10136, to recover 
penalty for failure to deliver telegram, where it appeared from 
the evidence that company failed to deliver a written copy to 
sendee or his agent, and company’s efforts to locate sendee 
were unsuccessful, and company did not telephone message to 
sendee’s agent, and did not ask consent to telephone contents, al- 
though agent’s whereabouts were known, defendant’s demurrer 
to evidence was properly overruled.—lIbid. 


LUMBER SHIPMENTS 


With 367 mills reporting for last week as against 385 for 
the preceding week, the National Lumber Manufacturers’ Asso- 
ciation’s weekly review of the national lumber movement says, 
there was a small decline in production and considerable de- 
clines in new business and shipments. As compared with the 
same week of 1923, production increased about 10 per cent, while 
orders fell off approximately 15 per cent and shipments 5 per 
cent. For the first five weeks of the year production has been 
slightly larger and shipments and orders a little less than for 
the corresponding weeks of 1923, which was the peak period 
of the lumber trade since 1914. 

Unfilled orders of 264 Southern Pine and West Coast mills 
were 783,992,407 feet against 810,967,118 of 267 mills the pre- 
ceding week. The 132 Southern Pine mills reported the order 
file as 311,137,569 feet against 321,994,653 for seven more mills 
the week before. The 132 West Coast mills reporting last week 
gave their unfilled orders as 472,854,838, while 128 mills gave 
them as 488,972,465 for the preceding week. 

Of the 367 mills reporting, 348 have a normal production 
for the week of 212,925,283 feet, according to which actual pro- 
duction was normal and shipments 107 per cent and orders 
100 per cent of normal production. 

The 367 mills of seven regional associations had shipments 
of 108 and orders (new business) of 103 per cent of actual pro- 
duction for the week. For the Southern Pine mills, these per- 
centages were 116 and 101, and for the West Coast, 101 and 92. 

Reported unsold stocks of the mills of the five larger asso- 
ciations were 2,483,721,548 on January 1, 1924, and 2,145,706,653 
on January 1, 1923. 

Comparative figures of the lumber movement for the three 
weeks indicated are as follows: 





Corresponding Preceding Week, 


Last Week Week, 1923 1924 (Revised) 
367 374 385 





= ee 7 f 
Production 221,516,195 201,484,400 229,532,420 
Shipments .. .. 239,331,995 251,752,356 263,389,118 
eee 229,147,675 274,775,130 267,217,091 


The lumber movement for the first five weeks of 1923 and 
for the same weeks of 1924 was as follows: ; 


Production 
ET tics in Gtnais neo <.0:9 1,011,667,48t 
BE ahh ov EU le ceets 956,978,188 


1924 Increase .... 54,689,293 
\  » | Sr 


Shipments Orders 
1,097,196,419 1,212,339,085 
1,185,954,555 1,348,657,731 


88,758,136 136,318,646 
Owing to the incomparability of its current order reports 
neither of the above tables includes the report of the California 
White and Sugar Pine Association, which states that fourteen 
mills, representing 47 per cent of the cut of the California pine 
region, produced last week 7,093,000 feet, shipped .13,343,000 and 
received new business of 13,475,000. 


COAL PRODUCTION AND SHIPMENT 


“The production of bituminous coal appears to have found 
a temporary level at between 11,500,000 and 12,000,000 tons a 
week,” says the Geological Survey in its current coal report 
which, in part, follows: 


The total output for the week ended January 26, including lignite 
and coal made into coke at the mines, is estimated at 11,599,000 tons. 
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Preliminary telegraphic reports of loadings by the railroads on the 
first two days of the present week (Feb. 2) suggest an increase in 
output, perhaps enough to carry the total for the week up to the 
12,000,000-ton mark. 

Production of anthracite declined slightly in the week ended Jan- 
uary 26. From reports of the number of cars of all sizes of anthra- 
cite loaded on the nine anthracite-carrying roads, the Geological Sur- 
vey estimates the total output at 1,782,000 net tons. This was a de- 
crease of 102,000 tons, compared with the week preceding, and of 337,- 
000 tons when compared with the corresponding week, last year. 

A rush of orders which followed the colder weather has cut the 
number of unbilled loads at the mines in half. From 17,532 cars in 
the last week before Christmas the accumulations of bituminous coal 
dropped to 8,277 cars in the week of January 12. The following state- 
ment, courteously furnished by the American Railway Association, 
shows the average daily number of coal loads unconsigned: 


Cars bitu- Cars 


Week ended minous coal anthracite 
SEIT Gio hc os Sets et aicu Cece es cmede en so sae 844 
Ne TE Re PEE ree oF 17,532 873 
scars owen ge bce t cme slo@s cormetine’ cases 15,724 695 
PTO a lin i tna cater Rian ain. abeiar sida hiecaame hives 10,792 740 
Pgs ES eee re) en ee ee 8,277 714 


The movement of coal—both anthracite and bituminous—across 
the Hudson to New England declined during the week of January 26. 
The railroads report forwarding 3,291 cars of soft coal and 2,961 cars 
of anthracite, through the gateways of Harlem River, Maybrook, Me- 
chanicsville, Rotterdam, Albany, and Rouse’s Point. This was less 
anthracite but more bituminous coal than the quantity forwarded 
during the corresponding week, last ‘year. 

The volume of coal moving through the port cf Hampton Roads 
fell off slightly in the week of January 26. As against 370,728 tons, 
last week, the record for the current week is 315,460 tons. While the 
quantity consigned to New England increased, shipments to other 
coastwise destinations and to foreign points declined. 7 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended February 2 totaled 13,271 cars, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The totals from the summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states.in that group. 


TUESDAY, FEBRUARY 5, 1924. 
Total Total 











this last 
Jan. 27- Jan. Jan. 28- Sea- Sea- Total 
Feb. 2, 20-26, Feb. 3, son to son to Last 
1924 1924 1923 Feb. 2 Feb. 3 Season 
Apples (western states)— 
ee 1,454 *1,376 883 *52,417 38,885 46,282 
Apples (eastern states)— 
= 881 687 720 *56,130 57,335 65,985 
Cabbage (old crop)— 
oe 580 *419 505 *33,811 38,833 41,327 
Cabbage (new crop)— 
ae 329 276 115 1,227 495 33,811 
Cauliflower— 
, | ae 271 166 119 2,228 2,739 4,616 
Celery (old)— 
. er 88 129 126 15,921 14,088 14,921 
Celery (new)— 
oo | 287 493 276 1,383 827 6,398 
Grapefruit— 
- 535 492 +e 9,458 ++ 17,118 
Lemons— 
‘| eee 117 138 se 2,456 bed 8,149 
Lettuce— 
<a 699 688 650 8,381 6,596 27,653 
Mixed Vegetables— 
FORE <sicces 413 *412 376 *2,074 1,728 23,782 
Oranges— 
Total ..... 1,592 1,435 = 25,257 6 67,947 
Onions— 
| 510 405 435 *23,400 26,460 29,759 
Spinach— 
2 | ee 245 136 278 2,752 2,566 7,340 
Strawberries— 
_... SeCere 50 61 92 211 175 17,896 
Sweet Potatoes— 
186 *244 897 *12,379 16,410 21,564 
Tomatoes— 
<3. eee 236 184 107 736 266 23,654 
Summary Potatoes— 
Leading 
Sections, 
Late crop.5,129 4,027 3,759 113,800 111,740 186,035 
Other 
Sections, 
Late Crop. 112 40 88 14,217 25,621 27,170 
Early Crop 7 14 6 33,181 40,903 40,923 
Total . «isc 5,248 *4,081 3,853 *161,198 178,264 254,128 





** Unavailable. 


BAD ORDER CARS 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads on January 15 had 159,552 freight cars in need of 
repair. This was 7 per cent of the ownership and an increase of 
1,377 over the number in need of repair on January 1, at which time 
there were 158,175. 

Of the total on January 15, 116,876 cars, or 5.1 per cent, were in 
need of heavy repair, a decrease compared with January 1 of 1,777. 
Reports also showed 42,676 cars, or 1.9 per cent, in need of light 
repair, an increase within the same period of 3,154. 

The number of cars in need of repair on January 15 this year 
was a decrease of 57,648 compared with the number on Jan. 15, 1923, 
at which time there were 217,200 cars, or 9.6 per cent. 
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REDUCED RATES DENIED 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has refused the appli- 
cation of the Grande Prairie Board of Trade, the municipality 
and residents of the district for a substantial reduction of the 
freight and passenger rates now charged by the Canadian 
Pacific; Edmonton, Dunvegan and B. C.; and Central Canada 
railways. A great deal of evidence on the matter was taken 
at the sittings of the Commission in the west in November 
and the judgments (Commissioner Oliver dissenting) now de- 
livered are lengthy ones. 

The applicants requested (1) that the mountain scale of 
rates be abolished and the prairie scale substituted; (2) That 
the Crows Nest Pass rates on grain and grain products be 
extended to cover the above lines of railways. 

Early in 1915 when the Edmonton and Dunvegan and B. C. 
Railway was opened for traffic, a provisional judgment was 
rendered by the board giving the road the right to charge what 
was known as the mountain scale of rates, not because it passes 
through a mountainous territory—on the contrary, it runs 
largely through low and swampy land—but in order that suffi- 
cient revenue might be provided properly to operate it. In 
1920 the company applied for a 50 per cent increase in freight 
and passenger rates, which was refused, but the company got 
the same increase as was allowed at that time to other rail- 
way companies in Canada. Subsequent reductions were also 
applied to it. 

In July, 1920, the road was leased to the Canadian Pacific 
for five years with the right of purchase. Monthly traffic re- 
turns furnished the board, which have not been hitherto pub- 
lished, show a deficit in operation since the Canadian Pacific 
took the road over of $2,671,650. It was alleged that the deputy 
minister of railways for the province of Alberta, where the 
road is situated, had contended that the operating company had 
been overcharged in the matter of expenditures, but nothing 
of this was said at the hearing. The C. P. R. has recently filed 
rates showing a reduction of from 5 to 2% a hundred pounds 
from the points concerned. 

The chairman of the Commission in his judgment said: 


TIT am compelled to take the same stand in this case as I took 
in the judgment on the reduction of rates to Vancouver for ex- 
port, viz., that as the Crows Nest Pass rate is the result of special 
legislation passed 27 years ago under conditions entirely different 
from those existing today, this rate is no criterion of what would 
be a just and reasonable rate in any other portion of Canada 
today. Therefore, I cannot agree to adopting it as the rate on 
these two roads, because the financial statements clearly show 
the impossibility of making any such reductions and carrying 
out the provision of the railway act that this board shall grant 
‘just and reasonable rates.” This means just and reasonable both 
to the railway company and to the public, and I fail to see how 
it could be considered just and reasonable to the railway company, 
in view of the tremendous deficits which it is paying in order to 
carry on the road under the contract with the Alberta government 


to compel it to add another hundred thousand dollars at least 
to the annual deficits. 


Commissioner Oliver, in his dessenting judgment, went 
into the matter of western rates at considerable length. He 
referred to the contention advanced by the Canadian Pacific, 
which was that the railways in question were not a part of the 
C. P. R. system; that they were only held under lease which 
would expire in eighteen months; that, therefore, they were en- 
titled to rates based on operating costs; and as the operating 
costs were greater than the earnings at present, the rates 
should not be reduced. The statement that operating costs 
were greater than earnings.was not disputed, but Commissioner 
Oliver claimed that it did not seem that the difference in per 
mile rates from Edmonton north-westward to Grande Prairie, 
and from Edmonton eastward to Fort William or westward to 
Vancouver, was warranted by the difference in operating costs 
so far as the gradients were concerned. The provincial gov- 
ernment had furnished the sum of two and a half million dol- 
lars for reconditioning the road since it had been taken over 
by the Canadian Pacific, and it was to be presumed that, after 
the money had been spent, the railway was in condition to 
carry traffic at ordinary rates. In a judgment of 1920, the 
Board had refused an increase in rates and stated that the 
Placing of this road under the mountain scale was only a tem- 
porary measure. In a subsequent judgment, counsel for the 
railway is quoted as stating that it would require “at least two 
million dollars to put the lines in a safe operating condition.” 
In both judgments, Commissioner Oliver said, the temporary 
character of the existing rates was reiterated. It is therefore 
to be assumed that, as high rates were granted and maintained 
expressly because of the condition of the roadbed as then ex- 
isting, now that that condition has been remedied it is in order 
that such rates should be reduced to the standard generally 
Prevailing in the west, in accordance with the terms of the 
application,” he said. 

In discussing the claim that the rates were “higher than 
the traffic will bear,” Commissioner Oliver made a comparison 
between 1920, when the high rate was fixed, and conditions 
today, saying that “the burden of a 39.6 cent freight rate in 
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1920 was easily borne by the producer, because wheat was then 
worth $2.36 a bushel at Fort William, and deducting other 
charges, it left him $1.88 a bushel; but the burden of a 29.4 
freight rate in 1923 was intolerably burdensome because it only 
leaves him 58% cents a bushel as a return on his labor and 
investment.” 

' Dealing with the argument that decreased rates would 
mean increased earnings for the railroad, he said this could be 
proved only by actual experience; but “as it has been estab- 
lished that high rates mean decreaseed tonnage, it is to be 
reasonably inferred that adequately decreased rates would 
mean increased tonnage. If tonnage were increased in suffi- 
cient volume at rates found profitable elsewhere, it would seem 
that there must be profit to the railway in that increase.” 

He continued as follows: 


It was amply apparent from the statements of witnesses that 
besides the actual financial results following the drop in the 
prices of farm products since 1920, there is a feeling of discourage- 
ment based on the realization that the farmers of the Peace River 
country are paying higher rates for equal railway service than 
those in any other part of the prairie west. They are willing to 
accept the disadvantage of the longer haul to the Atlantic until 
that condition could be cured by the shorter haul to the Pacific, 
but they had never contemplated paying a higher per mile rate 
for a greater distance, except during the construction period. 


As to figures of loss on operation, Commissioner Oliver 
said it was not probable that any of the many branch lines in 
the west would show a profit on separate operation. They 
were not expected to do so, as their function was to collect 
traffic for the main line, and any loss on the branch was ex- 


pected to be made up out of long haul main line earnings. He 
said: 


Without branches the main line could not be made to pay, 
any more than the branch could make a profit out of its own 


short haulage. Branch and main lines are a mutual necessity to 
profitable operation. 


The Canadian Pacific gets the benefit of the long main line 
haul on all Peace River business through its lease of the E. D. 
and B. C. Railway. Some part of the profit on that haul offsets 
the loss on the operation of the branch. Decrease of tonnage on 
the branch means a corresponding decrease of earnings on the 
main line; and increase in tonnage on the branch would increase 
the earnings of the main line. If a large decrease in rates on the 
branch produced a largely increased tonnage on the main line at 


present main line rates, the result must naturally be to the net 
profit of the railway. . 


In my opinion it has been established that the exceptional 
rates hitherto in force on the E. D. and B. C. and Central Canada 
Railways were granted only as a temporary measure, pending 
the completion and proper conditioning of the road. 

Under an agreement with the lessees, the Province of Alberta 
has spent the large amount of money agreed upon to put the 
road in a condition to handle normal traffic. No contention was 
made or evidence offered that the road was not in such condition. 
I, therefore, hold that the class rates which now apply on other 
railways throughout the prairie west should be applied to the 


E. D. and B. C. and Central Canada Railways, in accordance with 
the terms of the application. 


In view of the fact that, as a result of Provincial expenditure 
the railway is now in a condition to handle normal traffic, I am 
also of opinion that the Act of Parliament of 1922, which specific- 
ally reduced grain rates from all prairie points to Fort William, 
should be applied to the E. D. and B. C. and Central Canada Rail- 
ways, as requested in the application now under consideration. 


CANADIAN OPERATING STATISTICS 


The Trafic World Ottawa Bureau 


The operating statement of Canadian railways for Novem- 
ber, 1923, shows that the railways carried more freight in that 
month than in any other month in their history, making 9.3 
per cent more revenue ton miles than in November, 1922, and 
although a shorter month, two per cent more than in October, 
1923. The traffic did not yield the revenue of the October 
traffic, and earned only $487,063, or 1.4 per cent more than in 
November, 1922. Passenger earnings increased $658,190, or 
10.4 per cent and the total revenues showed an increase of $1,- 
666,478 or 3.6 per cent. Operating expenses were reduced $1,- 
620,109 or 4.3 per cent, increasing the net operating revenues 
by $3,286,587 and reducing the operating ratio 6.1 points to 
74.17 per cent. There was little change in the number of em- 
ployes, but the payroll showed an increase of 2.9 per cent, or 
$579,892. The average receipts per passenger per mile de- 
clined from 2.875 to 2.865 cents and the greater quantity of 
low class freight carried reduced the average receipts per ton 
mile from .859 cent to .797 cent. For the eleven months from Jan- 
uary to November, inclusive, the revenues were increased $26,- 
600,457; operating expenses were increased $14,493,386, and 
net operating revenues were increased $12,107,071, reducing the 
operating ratio from 88.85 per cent for 1922 to 86.72 per cent. 

The Canadian National showed an increase in freight traffic 
over November, 1922, of 10 per cent, and over October, 1923, 
of one per cent, creating a new high record of 1,998,970,308 
revenue ton miles, but this record movement did not earn by 
$151,570 the revenue earned last year, indicating that, as the 
rates were about the same, there was more low-class traffic. 
Total revenues increased $516,051, or 2.5 per cent, including 
increases of $329,859 in passenger and $415,750 in express 
revenues. Operating expenses were reduced $2,300,548 by 
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cutting maintenance of way and structures expenses $1,156,506, 
or 32 per cent, and maintenance of equipment $1,099,170 or 21 
per cent. Transportation expenses were also reduced $257,290 
or 2.7 per cent despite the increases in both freight and pas- 
senger traffic. The total payroll increased $6,710 and the num- 
ber of employes was reduced 2,337 or 2.5 per cent. Freight train 
loading increased 82.2 revente tons and 1.9 cars with the car 
loading increased from 26.9 to 28.6 tons. The average receipts 
per ton fell to .784 cent as compared with .871 cent for Novem- 
ber, 1922 and .869 cent for October, 1923. 

For the whole system, including lines in the United States, 
revenues for November increased $689,580, and with a reduc- 
tion in operating expenses of $1,942,629 the net operating 
revenues were increased $2,632,209. Canadian lines showed an 
increase in net operating revenues from January-November of 
$7,934,342 and American lines an increase of $2,896,145, or a 
total increase in operating revenues of $10,830,486. 

The Canadian Pacific created a new record for the system 
of 2,304,906,275 revenue ton miles or 9.5 better than November, 
1922. Passenger traffic increased over November, 1922, 10.8 
per cent and passenger revenues increased $297,656 or 10.9 per 
cent. Freight revenues increased $456,421, or 2.7 per cent and 
total revenues by $924,385, or 4.3 per cent. Operating expenses 
increased $380,066, or 2.6 per cent. Maintenance of way struc- 
tures increased $711,587, or 27.5 per cent and transportation ex- 
penses were reduced $304,327 or 3.7 per cent. Maintenance ex- 
penses for way and structures from January to November were 
$2,395,400, or 9 per cent greater than for the corresponding 
period in 1922, and for equipment $1,783,193 or 6 per cent in- 
crease. Operating ratio was reduced to 67.21 per cent or 1.13 
per cent below November, 1922, while net operating revenues 
increased $544,318. 


The average car load increased from 32.2 tons for October 
and 32.3 tons for November, 1922, to 33.9 tons, and net tons 
per train showed a corresponding increase. Average receipts 
per ton mile were reduced to .475 as compared with .794 for 
November, 1922, and .812 for October, 1923. For the eleven 
months revenues increased $6,131,391, or 3.5 per cent, while 
operating expenses increased $6,607,317, or 4.8 per cent, re- 
ducing operating revenues $475,925. 


CANADIAN NATIONAL SYSTEM 


(Steam Lines in Canada & United States)—For the Month of 
November, 1923. 


OPERATING REVENUES 


1923 1922 
Se MNO ois c pees v6 cele mele $21,241,352.71 $20,725,300.79 
Duluth, Winnipeg & Pacific.......... 204,005.00 168,852.29 
Grand Trunk Western Lines......... 2,466,345.00 2,344,097.57 
TURP MIME TINGS... oc ie ect ews 297,520.29 1,393.00 
EEN 6 vv 6d 0.08440, oA eRe as Sindee es chery $24,209,223.00 $23,519,643.65 
OPERATING EXPENSES 
Ch BORO. oie ced ctgirs bebeees $17, i 304.39 $19,447,852.40 
Duluth, Winnipeg & Pacific......... 5,866.10 160,674.84 
Grand Trunk Western Lines......... 2, 080, 953.37 1,697,672.25 
New England Lines..........ceceee0- 233, 781.47 264,335.46 
PE id lele e002 0 Vides Mee MOEN EWEN $19,627,905.33 $21,570,534.95 
NET OPERATING REVENUES 
CR: TOD i. ois oc keds soc oe 0 pes $4,094,048.32 $ 1,277, eee. 4 
Duluth, Winnipeg & Pacific......... 38,138.90 8,177 45 
Grand Trunk Western Lines........ 385,391.63 646, 425.32 
ee eS eee er eee 63,738.82 17,057.54 
PE hai ka, da ele. Hale kale sea ean $ 4,581,317.67 $ 1,949,108.70 
SUMMARY 


For Eleven Months, January to November 
ALL RAILWAYS 


1923 
Operating Revenues............... $429,409,183.23 
Operating Expenses............... 372,373,824.38 
Net Operating Revenues........... 57,035,358.85 


CANADIAN NATIONAL RAILWAYS 
oe Revenues: Canadian 
EE. at Cis willl 6.44 Siew eee 4 ble 6 $196,982,817.78 
35,176,631.09 


TOUR cc bcccccenccsecbecesersees a 159,448.87 


Sbiaih ote ola tidgt Hie 6 snes oso "$188, 086,980.64 
27,469,865.26 


EE PAULI UES 5c CU cies deseweedenws «poten ccspeatneaaeed 
Net Sewwetiog Revenues: Canadia 


1922 
$402,808,726.02 
357,880,438.63 
44,928,287.39 


$184,735,579.57 
28,150,719.12 


$212,886,298.69 


$183,774,083.97 
23,340,098.65 


$207,114,182.62 


chai > 6 Lieieh SS Aoaaie arapys aR "5 8,895,837.14 $ 961,495.60 

United States Lines........... 7,706,765.83 4,810,620.47 

MS i Gebietes 2k +c petess sas $ 16,602,602.97 $ 5,772,116.07 
CANADIAN PACIFIC RAILWAYS 

Operating Revenues.............. $177,137,637.24 $171,006,246.19 

Operating Expenses............... 143,678,947.15 137,071,630.67 

Net Operating Revenues.......... 33,458,690.09 33,934,615.52 


CANADIAN FREIGHT LOADING 


The Trafic World Ottawa Bureau 


For the week ended January 26, there were loaded 48,969 
cars of revenue freight at stations in Canada, a decrease of 
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1,690 cars from the previous week, but 517 cars more than in 
the corresponding week in 1923. The decrease for the current 
week was in both east and west. In the east there were in- 
creases in coal, pulpwood, pulp and paper and merchandise. 
In the west the decrease was 1,244 cars, principally in grain 
and grain products, 

CARS OF REVENUE FREIGHT LOADED ON CANADIAN RAILWAYS 


For the Week as <g 
Jan.12 Jan.19 Jan 

Eastern Canada Cars Cars Gane 
Grain and grain products.............ceeceeees 2,856 2,951 2,398 
EES oes Clay eae be ck cwd ew mastaescdbiaen 1,109 963 898 
MEE Uae Pactra! o ears one. AS ssa yp CK See week ee Ree aoe 1,302 1,213 1,825 
IN bles LOSS Dale Uiacate-seih alg. «0G wis oi hateb «cha eeeiaa 202 201 174 
a en ke een ee ees ae 1,684 1,963 1,917 
arden Milica ad Aaa d kaavinsitacal'wevtea SD 2,649 3,012 3,397 
IN EN rc. Salco we wa tines cedcwbie 1,969 2,141 2313 
Came TOOMG PPO. 5G kk oc cobs veeldeencs 1,411 1,983 1,308 
I ie Rita sa nid duakaie va Uinle chunk ice. orgie ® Caine bia « hb ye0 te Wie 530 589 575 
ee ee an, wos on 56s Ke, pievihe iaeaeiesnebrion 8,775 8,771 9,311 
I ese os v's x de kn wd occ Neb c mica e oeten 7,647 8, 868 8,093 
a RS Pe Te eer 30,134 32,655 32,209 


Total care received from connections 





caclinecdea hia 29,125 27,145 
Total cars loaded for corresponding week, 1923 29, 661 40,213 32, 924 
Western Canada 
Cirath SRS Grain. PrOdUCtS. .. ws ick ce cces 5,547 5,911 4,756 
PY MINUS 4. Aieisteinh die «bg Riau ld Gio okie o Winrsghe be wolaees 1,124 1,15 
NS aes cates Rive wir 5a elie ees mace e bite cea oe 3,423 3,292 
ee ee 5 46 
Lumber ...... 677 779 
Pulpwood 340 502 
fs fee re eee 93 186 192 
SEEN BONNE WUOUNIOUI ac cnc cswinesciccuaseeses 1,150 1,448 1,419 
MS ta en etlble dad o Saks bigte 0d Seb elnlvw biidee4.y bd aes 276 330 253 
Sawelnidiinn Dey Mak Pasie's bi io sac Gob & bbe de os 3,056 2,906 2,878 
CD ne aang 1,704 1,578 1,731 
ee ie Ea 17,074 18,004 16,760 
Total cars received from connections.......... 3,03 3, ee 


429 
Total cars loaded for corresponding week, 1923 18° 203 
Total for Canada 


CAPMME GE STAIN PrOGucts... . .....o.ccscccccences 8,403 8,862 7,154 
DMEM ad Sic Ue de < de: c:0 6.09 bihins Pho vin biare-«ainisin 2,283 2,114 1,810 
RE Se abibe edhe Ease ccmicnta nods cen taswewakee seats 4,592 4,636 5,117 
tea ce train <0 ole’ Or Bite alvin Gaia te oC IRE 47 255 
it eA ARR AE oy i NA ES RES 2,311 2,640 2,696 
Bi cin ciat va Ps. es sraiw msena Gin elas w'v.es0is Swern 2,811 3,352 3,899 
I Naan 5. 0o sie dob 0 e:0.b-0 bald Weare wd ae wlelobie 2,062 2,327 2,505 
ee MS, III 6.5.4 0.056 s:cicrbivaienrca seaeeomele i 3,431 2,727 
NEE, Cinta fer din vide s uinariie’ a: 5:% a5ktiv Siaisesth-w'e we Kain alae’ 806 919 828 
Taarchasdiinn. iis Ms Kereckia Fa cere aces AWatew eae 11,831 11,677 12,189 
hi etn kesinindighibldna te oeenia tion 9,351 10,446 9,824 
Pe ea peas 50,659 48,969 
Total cars received from connections.......... 32,163 30,399 


8,673 s 
Total cars loaded for corresponding week, 1923 rid 864 65,924 43, 452 


REPAIR OF MATSQUI DYKE 


The Board of Railway Commissioners has dismissed the 
application of the Department of Public Works of British 
Columbia, asking for a contribution from the Canadian National 
and Canadian Pacific Railways for the repair’ of the Matsqui 
dyke, along the shore of the Fraser River. The Canadian Na- 
tional runs parallel with the dyke, and that railway was will- 
ing to contribute; the Canadian Pacific is very little affected 
and refused to contribute. The Chief Commissioner said: 


I have no hesitation in saying that, if I felt the board had 
jurisdiction to make an order, I would not hesitate to do so, be- 
cause I feel that the proper construction and maintenance of this 
dyke would be of great benefit to the Canadian National and, to 
some extent, to the Canadian Pacific, but, unfortunately, I am 
unable to find where this board has jurisdiction to so order and, 
therefore, the application should be dismissed. 





CANADIAN MARINE INSURANCE 


The Canadian Department of Marine has received a com- 
munication from Vancouver through H. H. Stevens, M. P., from 
the Shanghai office of the Robert Dollar Steamship Company, 
giving a concrete instance of how the insurance clauses insisted 
on by British underwriters militate against Canadian ports. It 
is to the effect that the steamer Virginia Dollar, one of the 
round-the-world liners of this house, had been offered an attrac- 
tive cargo of tea for Halifax, which it was not able to take, be- 
cause the underwriters refused permission to the ship to call 
at Halifax to discharge cargo without an additional premium. 
It adds that this will tend to bar it from accepting Halifax 
cargo for its round-the-world freighters. The department has 
suggested to Mr. Finlayson, superintendent of the government 
insurance department, that he prepare for the coming session 
of Parliament such amendments to the insurance act as will 
enable Canada to go into the marine insurance business if this 
handicap on Canadian ports is not removed by the under 
writers. 


SALE OF MONTREAL STATION 


Sale of the Montreal Terminal section of the Montreal 
Tramways system to the Canadian National Railways is au 
thorized in a bill which has passed the Quebec Legislature. 
The Tramways Company will receive $1,250,000 for the prop 
erty, which the Canadian National is buying because it needs 
another outlet to the eastern end of the island of Montreal. 
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A statement of revenue freight by principal commodities 


carried by the railways of Canada for September, 1923, is made 
in the following tables: 


SUMMARY STATEMENT FOR PROVINCES 
Total Revenue Freight Carried—(Tons 2,000 Ibs). 


ORIGINATED 
Received 

From Foreign Connections 
: 3 y 9 F 

mn < Q 
en a ee 
| LS st st 
PROVINCE Sr S55 _ “ge a8 g 

z ee Bo ° o 

a 3 

: = 
RO Se eee 4,774 OES k= ieee ex eee. eons 
NN bis. 00 se ase 557,371 556,876 | eS ee 495 
ys nr aicreae mate 218,479 199,040 $3,225 16,214 19,439 
GUCHEG 6 deidss os00se ses 1,507,280 1,121,650 300,470 85,160 385,630 
ee el re eee 8,924,632 2,042,289 1,016,056 866,287 1,882,343 
ee 691,458 653,003 38,453 2%. 00. 38,453 
Saskatchewan ........ 987, 66,961 19,417 1,490 20,907 
ee Se 703,554 702,987 ree 567 
Br, ColmmBi@x......cees 446,234 408,679 25,264 12,291 37,555 


Dominion of Canada. .9,041,648 6,656,259 1,403,947 981,442 2,385,389 


Terminated 
Delivered 
At Stations to Foreign 
Province— in Canada Connections 
2 UR 22S SR ee eer ears gtt'aae + taeaes 
a I ooo cncprieiaeeseieip wierein'6)+yaielae Mean . : 
x beoupwtelk TORS eee rte 135,356 62,764 
ee eee ee eee 1,095,536 562,083 
asa, oie Bi eco esc Ses ene 3,590,193 1,196,378 
EE cyec ct Sy a Woe ese ole vo Oe oe PORE 380,498 24,98 
IINED, -3.12, , .e'uid 0:05ctp bh icig ard eal lear 316,885 34,684 
IN abe in ae 5 bs wesd 4. Soitvaetrarele ape conn eRe 276,389 
Se CN tions: wine tn pBreleea ee wE Ee ad © eS 249,859 91,727 
Tomienee eC CUMMER ~...266 2066 ot. ees 6.570,804 1,988,979 
———Originated———. 
Total Loaded at 
Freight Canadian 
No. Commodities Originated Stations 
Agricultural Products— 
1. ES oR 8 A eee We er ee ot} 1,627,487 1,612,032 
a EES Te Tae PORE oe oe eee 50,918 14,469 
ie Pa asta &. oy ota oe eee oats are mae ee eee 125,168 85,338 
ee er ee ee eee 94,21 89,080 
A a ene te 37,665 36,286 
We WS ac oral o Sic cas Deas Acta ee cee 7,508 7,325 
7; Se I oo Sisk. Sas be ddes 10,617 9,001 
J SOR ee oe ee coe 182,005 155,502 
a eR ne 112,85 73,035 
Oe, I I SOI 5. 50 oo 0.0.0 0'e coc 6 6 wresine 55,945 48,309 
Oe, EN oh ieiterse bid «: sre hb Ow «0. Scene Se Bhs Ok 4,109 324 
ee ee ee ers 31,941 27,266 
BE. GOR WRLC CEPGOR oc cccecseewewens 54,229 14,466 
is I etiine mera BANAL we wcteresrs 6.4 wiiehar 33,714 22,902 
15. Other Fresh Vegetables ............ 16,045 13,196 
16. Other Agricultural Products ........ 38,910 10,308 
WE le Puls dait ate ieee see sao wkers 2,483,335 2,218,839 
Animal Products— 
SR TGS oe ae tee Scar 6,121 5,828 
Be ee rer 87,333 85,417 
i SWORE 40% secs RTE elanares 5 sec eiame a Ore, ahe 7,25 5,365 
RES 2 ere eee 17,933 15,739 
21. Dressed Meats (fresh) .............. 57,929 9,476 
22, Dressed Meats (cured or salted) 23,279 2,903 
23. Other Packing House Products ..... 32,187 3,756 
Dh PORE See ce Sb cease soles eedln bees »772 








POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
¢ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, 


a A LS See 

WANTED—Position in Traffic Department or assistant to Traffic 
Manager, railroad or industrial, by man eight years’ railroad experi- 
i willing to work on position days and study it nights, references, 


a on request. Address L. J. T., 2463 Cathenes Place, Denver, 
0. 





. 


SSS? 

WANTED—Traffic work, railroad, industrial or commercial or- 
ganization; permanent; temporary or assisting in special and emer- 
gency cases. Address “XYZ,” care Traffic World, Chicago, Ill. 


rr S 


b WANT TO BUY—Interstate Commerce Commission’s Decisions, 
ane’ volumes No. 10 to 47, inclusive. Binding must be in good con- 
ition. Address W. 8S. J., Box 617, Traffic World, Chicago, Ill. 


SSS 
th WANTED—100,000 more shippers and carriers to help put the 
eves out of business with Edgar Security First Steel Seals. No 
qidden springs or catches to be manipulated in covering up theft. 


ales Department, The Ed Steel Seal M f 
Sowrenen "tie gar e] & Manufacturing Company, 
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CHICAGO 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to all Truak Line 


floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


“The Economical Way’’ 


519 W. Roosevelt Road 


PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
ALBANY, WN. Y. 












Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


We Bind The Trattic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


POSITION GUARANTEED 
Our guarantee states that 
tuition will be refunded 
to you if, upon gradua- 
tion, position is not ob- 
tained for you paying at 
least $110 per month and 


MEN WANTED! secrcr mo. 


Many opportunities for advancement in this new, fasci- 
nating profession. Travel or remain near home. Pleasant, 
outdoor work. Report to high railway officials. 
POSITIONS OPEN—MUST BE FILLED 
Must train more men! ‘You can easily qualify for posi- 
tion paying at least $110 per month and expenses, after 
3 mos. spare-time study at home. Read Guarantee Notice, 
DON’T DELAY! You can succeed as hundreds have. 
Get full details. Mail coupon today! 


STANDARD BUSINESS TRAINING INST., Buffalo, N. Y- 


, Standard Business Training Institute, Buffalo, N. Y. 


Send me, entirely free, Booklet No. D-88, giving full 
| particulars about course in Railway Traffic Inspection. 


COLLEGE « ADVANCED TRAFFIC 


TEACHES 


TRAFFIC MANAGEMENT 


By Practical Methods 


When you complete our course you are really qualified 
to take a position as Traffic Manager 


Resident Classwork Only. One Night per Week 


Attend One of Our Classes 
and Convince Yourself 


TRANSPORTATION BUILDING 


608 South Dearborn Street Phone Harrison 8650 
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git eek BS is a's leg ieee see ee 10,887 
Ee GEE CIE veo 5 0 619 0 0.0.0 6.6 05 24,674 
ECOL .. o cies pe CoG ates obre 1H 68 oF 4 oT ort'e , 4,133 
Hides and Leather .......cevesscsees 10,296 
Other Animal Products ............. 10,227 
SOCRL” Saree eee fess Mens be tie & 20k 298,021 
Mine Products— 
ADUERIACILE SIO «0 0 ice 6 9x0 0 0p Fee ele we 313,924 
BDICUIMINOWE - COMA. heres ca 0.0 cwvrnreie 1,499,012 
Lignite Coal ........+. oe ae 20,71 
COORG c:cww tions Loire kT OREM EES Levee 86,341 
EO ee gear 94,166 
Other Ores and Concentrates........ 170,035 
Base Bullion and Matte ............ ,398 
Clay, Gravel, Sand, Stone (crushed) 568,094 
Slate—Dimension or Block Stone.... ,398 
Crude. Petrole an +s iicie:cié.c'cce's ei0ds bees 9,799 
TE soe cere ce cans 6s eo Coe bee a 17,553 
a rere or Pe Pe” CO eee 28,101 
Other Mine Products .....cccuccves 38,480 

OOOOD, cis aiid BSE Mod ic Sabre ead 2,958,019 

Forest Products— 

Logs, Posts, Poles, Cordwood ...... 255,670 

Lc, co heehee ded padiald> Lamia 17,188 
WOOO. ceese'deevetbeccceswecces os 378,873 
Lumber, Timber, Box Shooks, Staves, 

DIOR cre cerewrre ey reweuee-eee 556,590 
Other Forest Products ......cccccece a 

EE + SE a eletuls Shee ese eer snd wee 1,250,097 

Manufactures and Miscellaneous— 
Refined Petroleum and Its Products.... 174,278 
NE: gc WardiaPa se Kevie cAwesinn 3s ee bobs soc cews 51,324 
Sn EE, PII, <i o410.0 6 heist a «6 ete 36,204 
Ee ore eee 17,575 
Bar and Sheet Iron—Structural Iron and 

| Wh SR oe RR Gea 127,848 
Castings, Machinery and Boilers........ 51,387 
I  occle telae cee eee ate bile & & 04 piave EK gre am, <1 140,819 
Brick and ‘Artificial Stone............... 90,857 
FG er entoroneeriner en tow wien engine anierereie 38,528 
Sewer Pipe and Drain Tile.............. 6,367 
Agricultural Implements and _ Vehicles 

I OR ee ere ee oe 26,630 
Automobiles and Auto Trucks.......... 74,134 
SEE SONG cess oe ieee ee eusees. 6,664 
crn. ti a Wt WaRele Oe Ks aE DIETC® « 5,627 
EE re rere 17,415 
Pepereseere, AEE BEINGS... ccc cece edwetes 20,202 
Paper, Printed Matter, Books............ 133,483 
SS ae ee ree eee eee 139,065 
Fish (Fresh, Frozen, Cured, Etc.)........ 9,5 
ee EN ee ee ee eee 662 
Canned Goods (All Canned Food Prod- 

Ween Sewer Thaw Meat) . oie ccsese sins. 38,764 
Other Manufactures and Miscellaneous.. 541,555 
DE. ovo. to sale cts ec 00.0 + 04.0 oad e eels e 303,254 

Me oc CM Has Ge Git s Gets AMES so eae 2,052,176 

oo Ss tie ga JS OS a ae eee ea 9,041,648 


Received From Foreign 





16,922 
837,004 
20,617 


17,083 
94,128 
whe 


16,339 
374,952 


462,465 
37,021 


1,141,060 


119,749 
29,328 


24,236 
309,718 
214,320 

1,353,474 


6,656,259 


-Connections- ——Terminated—— 
Total Delivered 
Destined Destined From At to 

to to Foreign Stations Foreign 
Canadian Foreign Connec- in Connec- 

Points Points tions Canada tions 
ae ie ores 318 15,137 15,455 1,189,235 81,501 
Se cesebaent o% 11,717 24,732 36,449 17,853 47,032 
als subentire wee week 3,719 36,111 39,830 66,154 42,968 
icragc ash to daeaane 486 4,649 5,135 72,623 6,588 
PO err er ia 1,379 1,379 35,145 2,450 
re eee = 183 183 4,497 232 
eM ees oles 4 408 1,208 1,616 ,527 1,369 
ce ae Sere 2,943 23,560 26,503 111,060 77,020 
Re teee’ on wales 3,816 36,008 39,824 44,780 56,792 
gh pears pee 889 »747 7,636 35,395 25,295 
Pew Rie eee velates 1,931 1,854 3,785 1,511 2,260 
ee eee 815 3,860 4,675 10,643 11,711 
cee ee a WOW ake. os 21,762 18,001 39,763 41,789 18,725 
pase ai Sasa’ ee 94 10,718 10,812 8,893 22,121 
ib rata. a at aiaton 524 2,325 2,849 6,249 4,624 
iced Sw ae i we 8 10,893 17,709 28,602 15,109 20,324 
60,315 204,181 264,496 1,668,463 421,012 
ie niu hes ai sieschesoce 191 102 293 6,114 228 
ee eee 246 1,670 1,916 80,027 6,972 
De cilia vis she ob 448 1,437 1,885 5,577 1,920 
ite ewe eae 6 ee 92 2,102 2,194 16,357 2,182 
ES Ne eee 11,088 37,365 48,453 18,664 38,183 
SEA Oe ea 11,058 ,318 20,376 2,288 19,187 
a RE eee 12,562 15,869 28,431 8,125 20,953 
EEE § =e Been 5 ap 5,598 5,598 325 5,525 
sient ate PaD behs 115 9,701 9,816 752 10,056 
jee ee daeb ees 54 12,021 12,075 7,762 13,942 
gS, Sees 646 2,018 ,664 984 3,025 
‘eleetetatheca es 1,420 5,575 6,995 2,910 672 
Ps gen or ee 1,805 4,764 6,569 3,945 5,155 
39,725 107,540 147,265 153,830 134,049 
ee bee Pree es 228,485 68,517 297,002 184,098 75,051 
ca wed eae 648,535 13,473 662,008 1,383,007 66,862 
pihice wo Wawasan 101 ae 101 15,904 805 
PR na 65,242 4,016 69,258 81,771 5,749 
ye ee eee 38 a 38 92,951 903 
ent nvm wee 9,996 1,771 11,767 147,958 6,854 
eae hare a ee et ates 2,091 2,091 ,879 2,091 
ele ee ee 35,033 20,984 56,017 569,715 48,610 
oh airs Sia: Ble cdl: 3,051 20,491 23,542 ,505 20,463 
pare tte 86i5'o 6's 17,682 agin 17,682 23,193 67 
ne ee 48 4,505 4,990 13,747 4,790 
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repens Wee Sar, 10,401 7,795 18,196 16,201 8,089 
” Siena Meee Wi 1,090 2,107 3,197 12,425 19,850 

1,020,189 .145,750 1,165,889 2,596,354 259,184 

i eee 2,505 2,882 5,387 240,565 22,747 
ES BE os RE 92 767 849 16,463 1,494 
BB 3 6s% SCI 3,510 411 3,921 238,689 168,739 
OE: os wel ome Ok 30,829 63,296 94,125 304,212 254,133 
_ See Rete 2,071 2,684 4,755 23,415 6,448 
39,007 70,030 109,037 823,344 453,561 

ROR ee ere 41,339 13,190 54,529 154,220 13,775 
) SEE FOROS 1,993 20,003 21,996 34,436 20,506 
:) eR ee 10,185 9,081 19,266 24,431 9,435 
NS Fe cing ee 4,210 5,290 9,500 10,823 5,071 
Se Stee 51,659 25,181 76,840 79,062 30,362 
Fire tere ge k ay 8,635 17,511 26,146 31,490 18,413 
EE, satel 624 8,948 9,572 119,321 15,021 
Beis REGO aaltinnthien 12,813 3,353 16,166 82,761 5,924 
BA alten biwlbeers 1,859 4.712 3,571 35,675 4,931 
REARS 279 466 745 8,011 421 
"eI SE lot Se 4,413 6,822 11,235 20,763 11,045 
Wy rset awienc acs 3,446 56,377 59,823 12,635 62,714 
O05 san... Heeceaes 433 657 1,090 6,034 4.274 
Bis o45-35- ear iaes 246 3,124 3,370 2,445 3,124 
MEY Aeicos aoe es 591 1,531 2,122 13,910 2,602 
er ee 1,863 889 2,752 15,178 5,517 
ie aE a 2,756 31,522 34,278 23,261 113,539 
Ee ae 3,324 886 9,210 39,739 7,998 
RP ENS ach ot eh 141 846 927 4,116 5,599 
OE Ai Bek tins ace 165 40 205 526 426 
retailed Ze ded 1,479 13,049 14,52 22,109 14,223 
"Ea eae ae eons 68,000 163,837 231,837 345,577 217,262 
We soc sce ote 24,308 64,626 934 242,290 72,091 
244,761 453,941 698,702 1,328,813 721,173 

1,403,947 981,442 2,385,889 6,570,804 1,988,979 


CANADIAN NATIONAL INDEBTEDNESS 


The proposal has been made by Sir Joseph Flavelle and 
others that parliament should authorize the writing off of the 
capital liabilities of the Canadian National Railways. It is 
pointed out in reply that the troubles of the Canadian National 
are not occasioned by its capital stock but through its funded 
indebtedness, the bonds for which the government has guaran- 
teed. At the end of 1922 this amounted to about $861,000,000, 
and $72,000,000 of additional guaranteed bonds have since been 
sold, making a total of $933,000,000. 


MEXICO FREIGHT TAX SURCHARGE 
The Trafic World New York Bureau 


The Ward Line, operating between U. S. and Mexican 
ports, has issued a notice to shippers calling attention to the 
order of the Mexican Government Administration of the Na. 
tional Railways, effective January 21, that all freight and ex- 
press service charges would be subject to a special surcharge of 
10 per cent, plus the customary “stamp tax” of 2 per cent. 
The notice says: 


On shipments in freight transportation service this sur- 
charge tax of 10 per cent, plus the stamp tax of two per cent, will 
be combined and the aggregate of 12 per cent will be added by 
agents of the railways as a surcharge or “recargo’” on the ex- 
pense bills and transfers (in a manner similar to that in which 
the aggregate tax of seven per cent has been added prior to the 
effective date of the order referred to) for collection from con- 
signees and connecting lines. The aggregate tax of 12 per cent 
is applicable to local and proportional transportation charges for 
movement of local, import and export shipments over the lines, 
likewise on all handling, switching, demurrage and other like ter- 
minal charges. 

Therefore, pursuant to our practice in the past, local or inter- 
line transportation rates and service charges quoted by us, or 
named in our shipping receipts or bills of lading, for account of 
the National Railways of Mexico, owned, leased and operated 
lines, will not include the current aggregate tax of 12 per cent. 


THE ALASKA RAILROAD 


“The Alaska Railroad, the only railroad operated by the 
United States government, will be self-supporting within an- 
other year,” Lee H. Landis, a practical railroad man, who was 
appointed general manager of the Alaska Railroad several 
months ago by Secretary of the Interior Work to take charge 
of its operation, said this week. Mr. Landis is in Washington 
on official business and in a statement regarding the outlook 
for the road said: 


Traffic on the Alaska railroad during the coming season 1S 
expected to be the largest in its history. Already our passenger 
department has arranged for the booking of four or five specia 
trains, each of which will carry upwards of 100 people visiting the 
territory. Other indications point to an unprecedented passenger 
business for the summer season this year. 

We need three more sleepers, a baggage car and three passen- 
ger coaches, as well as a number of mikado engines, in order to 
furnish sufficient traffic service to accommodate the increasing 
travel between Seward and Fairbanks. t 

Construction of a large hotel by the government at the = 
McKinley Park station on the line is included in the future ae 
that will result in bringing many visitors to Alaska. Should suc 
a hotel be built, it would be operated by the Alaska railroad. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 


Fe 


Ly. | 
Ar. | 


y the 


) was 
sveral 
harge 
ngton 
itlook 


son is 
senger 
special 


February 9, 1924 THE TRAFFIC WORLD 361 


ESDPNBSE PSSST QO LRALOINLOT LQ NETTUNO BSNET LRU 








LSE QD 





: © 1923 
i ae ee R. Co. 


“As the Centuries pass in the night.” 
From a painting by William Herndon Foster. - 


cA mericas 
Premier Train- 


x 


It is as a great business / 
utility — as wellasa / 
means of luxurious travel Y 


atten ~that the TWENTIETH [7 
CENTRAL, CENTURY LIMITED has 77 
Slee earned its pre-eminence y 


in American railroading. 





y 

20th Century Limited It has become an in- | ] 
niaionriuen: weir en: dispensable part of the i 
Ar.Chicago 9:45a.m.* Ar. New York 9:40 a. m.* is / 


srg caine Tine business life of the 
via the water level route. 


country a: «2s 
a7) 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY~ MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH & LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 
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| Personal Notes | 


Jos. F. Hogan, of the El Paso and Southwestern, has been 
promoted to assistant traffic manager at Chicago. John J. Gro- 
gan, formerly traveling freight and passenger agent, has been 
appointed general agent at Chicago. 

Lee R. Wilson has been appointed traveling freight and 
passenger agent for the Wabash with office at Moberly, Mo. 

R. S. Voigt has been appointed northwestern passenger 
agent for the Atlantic Coast Line at Chicago. 

J. Fred Gilster has been appointed receiver for the Wabash, 
Chster, and Western Railroad Company. 

H. S. Humphreys has been appointed general agent for the 
Midland Valley Railroad, with offices at Muskogee. 

Edward Briggs, formerly general freight agent for the 
Wheeling & Lake Erie, and the Lorain & West Virginia, has 
been appointed assistant to the general traffic manager. C. E. 
Dempsey has been appointed general freight agent and will 
have headquarters at Cleveland. O. B. Akerly has been ap- 
pointed assistant general freight agent at Cleveland and F. C. 
Cleveland has been appointed special traffic representative, re- 
porting to that office. 

C. G. Hayes has been appointed general agent for the Texas 
& Pacific and will have headquarters at Detroit. 

J. W. Casey, traffic manager for the Spiegel, May, Stern 
Company and the Martha Lane Adams Company, has resigned 
to enter the practice of law. J. W. Jordan has been appointed 
traffic manager to fill the vacancy. 

The Pennsylvania Railroad has closed its division freight 
office at Cambridge, Ohio, and the following appointments and as- 
signment of jurisdiction have been made: F. G. Maus, division 
freight agent at Cleveland with jurisdiction over the Cleveland 
and Pittsburgh division, Dover to Newcomerstown and Stras- 
burg branch; J. EB. Collins, division freight agent at Columbus, 
with jurisdiction over the Cleveland and Pittsburgh division, 
Newcomerstown to Marietta, both inclusive. Mr. Collins will 
also have juriisdiction over the Eastern Division, Walhonding 
branch, South Loudonville to Coshocton, both inclusive. 

F. S. Nichols has resigned as traffic manager for the Sol- 
vay Process Company. 

F. D. Gouldburg, who has been in charge of traffic for both 
the Detroit, Bay City and Western and the Port Huron and 
Detroit, has resigned as general freight agent of the latter 
road and will continue as general freight and passenger agent 
for the Detroit, Green Bay and Western. 

Charles W. Price has been appointed assistant general pas- 
senger agent of the Union Pacific System with headquarters 
at Salt Lake, following the retirement of J. B. Durham. 

Frank T. Lonergan has been appointed general agent for 
the Chicago & Eastern Illinois at New Orleans, and A. W. Whit- 
ney has been appointed general agent at Minneapolis, from 
which position Mr. Lonergan was promoted. Mr. Whitney was 
formerly traveling freight agent at Chicago, and Frank BE. Rush 
has been appointed to that position. 

W. B. Keene, vice-president of the Bmergency Fleet Cor- 
poration, has announced that James Sinclair, who is at present 
head of the Far East and Long Voyage Trades Division in New 
York, has been transferred to the position of head of the Euro- 
pean and Mediterranean Trades Division in New York, suc- 
ceeding A. G. Jackson, Jr., who resigned to accept a position 
with the Export Steamship Corporation, New York. V. J. Freeze, 
present head of the Far East and Long Voyage Trades Division 
in Washington, has been transferred to New York as head of 
the Long Voyage and Far Bast Trades Division at that point. 
George F. Foley, who has been with the operating department 
of the Fleet Corporation for a number of years, has been ap- 
pointed head of the Far East and Long Voyage Trades Division 
in Washington, succeeding Mr. Freeze. 


L. L. Walker has been appointed traveling freight agent 
for the Louisiana Railway & Navigation Company of Texas, 
with office at Dallas. 


W. G. Henshaw has been appointed general agent for the 
Louisiana & Arkansas Railway Company with office at St. Louis, 
following the resignation of S. E. Jones. 

W. W. Blakely has been appointed assistant to the general 
freight traffic manager of the Baltimore & Ohio, with head- 
quarters at Baltimore. John H. Carroll, Jr., has been appointed 
general freight agent at Pittsburgh, which position was for- 
merly held by Mr. Blakely, and George S. Harlan has been ap- 
pointed general freight agent at Philadelphia, from which posi- 
tion Mr. Carroll was promoted. Samuel House, formerly gen- 
eral freight agent at Baltimore, has been promoted to assistant 
freight traffic manager at Baltimore and C. S. Roberts has been 
appointed general freight agent to succeed him. 

W. R. Allison, traffic manager of the Illinois Brick Com- 
pany, has also been made secretary of the company. 

Director-General Davis has announced that, effective Feb- 
ruary 1, C. L. Stryker is appointed treasurer of the United States 
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Railroad Administration, vice Ralph Blaisdell, treasurer, re- 
signed. Mr. Stryker was cashier of the Railroad Administration. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville will hold its annual 
election February 12. The meeting will be addressed by Donald 


McDonald, vice-president of the Louisville Gas and Electric 
Company. 





The Miami Valley Traffic Club will hold its second annual 
dinner February 28 at the Miami Hotel, Dayton. F. W. Sar- 
gent, vice-president and general counsel of the Chicago & North- 
western, will be the speaker. 

The St. Clair River District Transportation Club held a 
meeting February 4 at which W. H. Markle, newly elected presi- 
dent, outlined the plans for the coming year. He proposed ap- 
pointing a legislative committee which would cooperate with the 
committees of other clubs and associations in the matter of 
pending legislation. The next meeting will be held February 


18 and will be preceded by a banquet and followed by a social 
evening. 


The Traffic Club of the Cincinnati Chamber of Commerce 
will hold its fourteenth annual dinner and election February 
12. Henry A. Palmer, editor of The Traffic World, will address 
the meeting on “The Function of the Traffic Club.”  Introduc- 
tion of the new officers will follow the dinner. 





The Traffic Club of Oklahoma City held a special meeting 
February 4 at which the club was addressed by G. C. Randall, 
of the American Railway Association, and J. H. Johnston, of 
the Oklahoma Cotton Seed Crushers’ Association. The next 
meeting will be held February 16 when L. O. Armstrong, 
of the Bureau of Commercial Economics, will give an illustrated 
lecture. 





The Traffic Club of Minneapolis has elected the following 
officers: President, A. A. D. Rahn, Shevlin-Carpenter & Clarke 
Company; first vice-president, C. T. Vandenover, southern Min- 
nesota Mills; second vice-president, W. J. Elliott, Great Lakes 
Transit Corporation; treasurer, L. H. Caswell, Chicago, Great 
Western; secretary, W. W. Gibson. In addition to the presi- 
dent, vice-presidents and treasurer the following constitute the 
board of directors: H. G. Christianson, Chicago & Alton; S. A. 
Eddy, Cunard Steamship Company; J. A. Hewitt, Pere ‘Mar- 
quette; W. H. Perry, Pillsbury Flour Mills; P. F. Scheunemann, 
Monarch Elevator Company; G. V. Thomson, Cream of Wheat 
Company; O. W. Tong, Tong Freight Bureau; S. A. Volkman, 
Great Northern. e 





The Akron Traffic Club will hold a luncheon meeting Feb- 
ruary 11. 





The Traffic Club, of St. Louis will hold its first annual 
dinner dance February 12 at the hotel Statler. Roland W. 
Baggott, judge of the court of domestic relations of Dayton, 
will be the dinner speaker. The club has sent a letter to all 
its members carrying the resolution against attacks on the 
transportation act as adopted by the Associated Traffic Clubs 
of America, and is urging its members to reproduce the resolu- 
tion on their business letterheads and to forward it to con- 
gressional representatives. 





The Traffic Club of Wichita, to familiarize some of its 
younger members with the procedure of rate adjustment be 
fore the Commission, has constructed a case involving an actual 
rate and movement of blackstrap molasses from New Orleans 
to Wichita and is holding a mock hearing, with John J. Lane, 
general freight agent of the Kansas City, Mexico & Orient, sit- 
ting as the examiner. The complaint was prepared by G. P. 
Nissen, traffic manager for the Sterling Oil and Refining Com- 
pany, and J. Russell Rigg, city freight agent for the Rock Is 
land. It alleges unjust and unreasonable rates, violating sec- 
tions 1, 3 and 4. Glenn Moffitt, traffic manager of the Red Star 
Mining Company, and C. A. Redden, division freight agent for 


the Frisco, appeared as defendants. The hearing was begun 
February 7. 





The Traffic Club of Nashville held its first annual dinner 
January 21, with an attendance of 135. E. S. Jouett, vice-pres! 
dent and general counsel for the Louisville and Nashville, was 
the principal speaker, addressing the club on the threat to the 
country’s business contained in the proposals of Senator La 
Follette and other radicals. George E. Boulineau, of Atlanta, 
member of the executive board of the Associated Traffic Clubs 
of America, and T. B. Curtis, secretary-treasurer of the Atlanta 
Traffic Club, also spoke. 





The Traffic Club of St. Louis, at its meeting on February 
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When Winter Comes 
on the 
Baltimore and Ohio 


Freight Train Operation 
Continues Uninterruptedly 


The average annual temperature in the states traversed 
by the BALTIMORE & OHIO RAILROAD is 52 Deg. 
Below zero and above 100 deg. records are unusual. 
Snow except in the mountains is seldom over two or 
three feet maximum, and rarely of long duration. Fifty 
per cent or more of the 365 days are fair with good 
daylight. 


The moderate Winters and low snowfall result in fewer 
transportation delays, and larger train loads. 


The BALTIMORE & OHIO RAILROAD during past 
years has been very free from service interruptions 
due Y weather conditions, and then for only short 
periods. 


In support of these statements, the Baltimore & Ohio 
invites attention to the following performance of its 
important through New York-Chicago-St. Louis freight 
trains. Eastbound, No. 94 arrived New York in time 
for 7 A. M. delivery 87% during November and 100% 
during December. Westbound, No. 97 arrived Chicago 
in time for 7 A. M. delivery 90% during November 
and 87% during December, and arrived St. Louis 93% 
during November and 97% during December. 


During the last year the BALTIMORE & OHIO RAIL- 
ROAD has expended $22,000,000 on track, bridge, and 
terminal improvements; $23,000,000 for new equipment 
including $17,000,000 for cars, and $6,000,000 for mod- 
ern, powerful engines. Nearly 800,000 tons of coal have 
been stored in 16 locations for Winter use. The Rail- 
road is thus in better condition for Winter traffic and 
its demands than ever before. 















altimore 8 Ohio 


eight of America’s ten largest cities-serves twelve of her richest states 
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Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 


MOUNT CARROLL..... Feb. 14 {WESTPHALIA ° 
*ALBERT BALLIN..... Feb. 19 THURINGIA .......... Mar. 13 
MOUNT CLINTON..... Feb. 28 








eeereees 





¢Cabin and 3rd Class Passengers. *ist, 2nd and 3rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 





BOSTON TO BREMEN AND HAMBURG 


ERMLAND (via Phila., Baltimore & Hampton Roads...... Feb. 29 
EMDEN (via Phila., Baltimore & Hampton Roads) 






ere eeee 





PHILADELPHIA TO BREMEN AND HAMBURG 


FURST BULOW (via Baltimore & Hampton Roads)...... Feb. 13 
ERMLAND (via Baltimore & Hampton Roads)............ Mar. 5 
EMDEN (via Baltimore & Hampton Roads) 





eee ee ee) 


BALTIMORE TO BREMEN AND HAMBURG 


FURST BULOW (via Hampton Roads)..............esee0: Feb. 19 
ERMLAND (via Hampton Roads).............see+ceeseees Mar. 11 
EMDEN (via Hampton Roads)............ccceeceeeeeeees ee 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
FURST BULOW 


ee ee eee eee ee eee ee ree ee 


COPPER SHHHSHEEEEEEH SEE HEREEEH EHO HERE EES 


ee 









NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD............. ep caethenabetd Last half of February 





ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 









Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle 
















From From From 
Vessel Baltimore New York Savannah 
8.8. PETER KERR ...... eee Feb. 16 SS) See 
8.8. SEEKONK .............0. Feb. 26 Mar. 1 Mar. 5 
BB. TRBWICH ..n wc ccccccccce Mar. 8 |S hoe 
Bi EEE, Sic Siveiccccocssde Mar. 18 Mar. 22 Mar. 26 
WU EEE. cc vgwavcwrticccsssc Mar. 29 me BS:  céekeeee 













Through bills of lading issued to Hawaiian Islands, transhipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


Pier No. 9, B. & O. R. R., Locust Point 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 827 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 


BALTIMORE. 2.2... ccccccccsccedcccccvccsccess Hearst Tower Bidg. 

IBURGEE....cccccccccccccccccccces 4128 Jenkins Arcade Bldg. 
SYRACUSE.......... Oooo cccccccccccccceccccccs 201 Mitchell Bldg. 
SAN FRANCISCO..... Co cccccccvcccccccsccccces 230 California St. 


ee eee eee eee ee eee ee ee eee ee ee 


titnhs coi 6% 06s sess s¢ived cadens Trosdal, Plant & Lafonta 
PHILADELPHIA.................ee008- Trosdal, Plant & Lafonta 


Da Riieh Foods obe Wie mac ceSAe ip eoateaenie M. J. Hogan & Co. 
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5, was addressed by Dr. Arthur L. Holmes, of the University 
of Pennsylvania, on “The Psychology of the Executive.” 





The Michigan Traffic League held a meeting at Lansing on 
January 30 at which the following officers and directors were 
elected: President, Ralph L. Tuttle, T. M., American Box Board 
Company, Grand Rapids; vice-president, V. M. Parshall, T. M., 
Amendt Milling Company, Monroe; secretary-treasurer, John T. 
Ross, traffic commissioner, Chamber of Commerce, Lansing; 
directors, George J. Bolender, T. M., Kalamazoo, Michigan; 
Donald ‘MacDonald, T. M., Board of Commerce, Saginaw; Ernest 
L. Ewing, T. M., Grand Rapids; E. C. Nettels, T. M., Postum 
Cereal Company, Battle Creek; A. W. Dahlstrom, T. M., Cham- 
ber of Commerce, Muskegon; G. E. Riley, T. M., Chamber of 


Commerce, St. Joseph; S. H. Montgomery, T. M., Board of Com- 
merce, Pontiac. 





The Central Traffic Club, composed of graduates of the Chi- 
cago Y. M. C. A. traffic classes, February 5, held its regular 
meeting at the Traffic Club of Chicago club rooms. Frank T. 
Bentley, traffic manager of the Illinois Steel Company, gave a 
talk on the history of transportation and why things are as 
they are today. Mr. Bentley also answered a good many ques- 
tions that came to the minds of the members present. B. F. 
Scott, of the Beatrice Creamery Company, told a good deal 


about perishable freight and enlarged on Mr. Bentley’s subject 
of “Why.” 





The Traffic Club of New England will hold its thirteenth 
annual banquet February 19. The speakers will include R. H. 
Aishton, president of the American Railway Association; Win- 
throp L. Marvin, vice-president of the American Steamship 
Owners’ Association, and Louis A. Coolidge, treasurer of the 
United Shoe Machinery Corporation. 





The Traffic Club of the Providence Chamber of Commerce 
held its sixth annual dinner February 5. Archibald Fries, vice- 
president of the Baltimore & Ohio, and E. D. Kyle, vice-presi- 
dent of the Norfolk Southern, were speakers. 





The Traffic Club of Kansas City, at its luncheon, February 
5, was addressed by Colonel E. M. Stayton, of the 110th En- 
gineers, who spoke on “Our Plans for National Defense.” 





The Traffic Club of Sioux City held an “Express” dinner 
January 23. W. D. Llewellyn, superintendent of the American 
Railway Express Company at Sioux City, spoke on “The His- 
tory of Express.” He said express service was a purely Amer- 
ican institution, having its inception 84 years ago when a con- 
ductor between New York and Boston began to charge for carry- 
ing parcels. With the help of the pony express, he said, the 
express companies were the first to inaugurate transcontinental 
service. Other speakers were: E. H. Stevens, of Chicago, who 
spoke on “Loss and Damage,” and E. A. Steadman, vice-presi- 
dent of the American Express Company, who spoke on, “The 
Express Situation Today.” He said the express companies were 
now making surveys relative to the establishment of fast ex- 
press trains carrying no other goods and that the demand for 


such service might necessitate its establishment within a few 
years. 





The Traffic Club of Kansas City installed the following new 
officers at its annual dinner January 30: President, L. BE. Ayer, 
General Agent, Grand Trunk Railway System-Canadian National 
Railways; first vice-president, Chas. W. Miller, traffic manager, 
Swift & Company; second vice-president, Fred Sobotta, D. F. R., 
Pennsylvania Railroad; secretary-treasurer, Peter J. Rose, Gen- 
eral Agent, Cincinnati, Indianapolis & Western. Directors, O. P. 
Bennett, general agent, Chicago & Alton; A. W. Mackie, man- 
ager, Combustion Equipment Co.; G. L. Walker, traffic manager, 
Mutual Oil Company; J. D. Yates, A. G. F. A., Missouri Pacific 
R. R.; Geo. Bristow, A. G. P. A., Chicago Great Western R. R.; 
F. C. Broadway, traffic manager, Exchange Sawmills Sales Co.; 
W. T. Price, general agent, Union Pacific System; I. R. Sher- 
win, traffic manager, Kansas City Fibre Box Co. A resolution 
was passed and ordered sent to legislative representatives, in 
which the club states its confidence in the ability of the carriers 
to solve the transportation problems with which the country 
is confronted and stating that the club is opposed to altera- 


tion of the present transportation act until it has had a longer 
fair trial. 


SHIPPERS MEET RAIL OFFICIALS 


The Trafic World New York Bureau 


The outstanding feature Wednesday of the first meeting 
in New York of the regional advisory board was the confidence 
expressed by the shippers that trade in 1924 would increase 
considerably above the record levels established in 1923. Esti- 
mates made by individual industries ranged from nothing to 
25 per cent, with an average of about 10 per cent. 


THE TRAFFIC WORLD 
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The first conference of the Middle Atlantic States Regional 
Advisory Board since its organization about a month ago was 
held at the Hotel Commodore. It was the eighth of its kind 
to be put into operation. 

M. J. Gormley, chairman of the car service division of 
the American Railway Association, speaking of the achieve. 
ments of the railroads in 1923, said that their success in han- 
dling the heaviest traffic in history without embargoes had 
been the result of better co-operation with the shipping public. 
He said there were 113,000 more box cars on the tracks west 
of Chicago today than ever before. W. J. L. Banham, general 
chairman of the regional advisory board, presided. 

As part of the co-operation which the shippers were asked 
to furnish, 37 committees representing the various industries 
submitted reports of the needs of transportation for the coming 


year. Practically all expected greater demand for railway 
equipment. The estimates of increases submitted were as fol- 
lows: 


Copper, 0 to 10 per cent; lumber, 10 per cent; cement, 
10 per cent; petroleum and petroleum products, 10 per cent; 
autos and accessories, 10 per cent; paper and pulp, 10 per cent 
for immediate future; sugar, 10 per cent; salt, 10 per cent; 
textiles, slight; milk, 18 to 20 per cent; leather, 18 to 20 per 
cent; slate, 22 per cent; confectionery, 25 per cent; fertilizer, 
5 per cent; brick, sand and gravel, slight increase. 

Five additional committees were «appointed as follows: 
Milk, I. Elkin Nathans, secretary of the Milk Conference Board; 
leather, W. C. Mitchell, Central Leather Company; confec- 
tionery, W. R. Moore, Traffic Bureau, Eastern Manufacturers 
of Confectionery & Chocolates; cordage, John de Fhazo, Cordage 
Institute; and fertilizer, A. J. Whitman. 





ADVISORY BOARD MEETING 
The next regular bi-monthly meeting of the Great Lakes 
Shippers’ Regional Advisory Board will be held at Grand Rapids, 


Mich., Tuesday, February 19, at 10 a. m., in the ballroom of the 
Hotel Pantlind. 


INTERLOCKING DIRECTORATES 

Henry A. Stahl has been authorized to hold the positions 
of assistant treasurer and assistant general treasurer with the 
New York Central Railroad Company and numerous other rail- 
roads in addition to a directorship and/or any other office or 
offices with the Addison Railroad Company and various other 
lines. 

Guy J. Bunting has been authorized to hold the positions 
of vice-president and comptroller of the Illinois Central Railroad 
Company and Yazoo & Mississippi Valley Railroad Company 
and director and comptroller of the Batesville Southwestern 
Railroad Company and numerous other lines. 

Henry W. Johnson has been permitted to hold the office of 
director of the Chattahoochee & Gulf Railroad Company in 
addition to positions previously authorized. 


N. Y. BARGE CANAL TRAFFIC 


The Trafic World New York Bureau 


Prospects for maintenance of the New York State Barge 
Canal at the full legal depth of 12 feet and for an increase in 
traffic in 1924 are favorable, according to Frank S. Gardner, 
secretary of the N. Y. Board of Trade and Transportation, who 
returned this week from a conference at Albany of the executive 
committee of the Barge Canal Conferences, of which he is also 
secretary. 

Mr. Gardner said that an increase in traffic last year was 
prevented by the fact that, at the opening of the season, the 
depth in several places was only eight feet, six inches, and that, 
in August, there was only a depth of nine feet, six inches. 
The result of this, he explained, was that boats on the waterway 
could load only to about one-half of their capacity and that new 
enterprises were discouraged. 

The executive committee met in Albany for action on the 
mandate issued by the Barge Canal Conference at Syracuse last 
September to seek better maintenance of the canal. Ten mem: 
bers were present. George Clinton, Chairman, of Buffalo, 
presided. 

The committee decided to suspend for the present its fight 
on the constitutionality of the Walker act consolidating the canal 
affairs with the Department of Public Works, Mr. Gardner said, 
and offered its cooperation with Superintendent F. S. Greene 
in improvement of the waterway. A subcommittee was a) 
pointed to confer on methods to accomplish this betterment. 
This consists of Major Elihu Church, engineer for the Port 
Authority; F. B. Shepherd, president of the Oswego Harbor Coll- 
mission, and Capt. M. H. Tracy, chairman of the Cana] Committee 
of the Board of Trade and Transportation. 

Before leaving Albany, Major Church talked with Superil- 
tendent Greene and was told that the Department of Publi¢ 
Works would bend every effort to keep the canal at full depth 
this season. 

Another committee of five was authorized to keep track of 
legislative developments in the State Legislature affecting the 
canal. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





A CRITICISM OF BEVERIDGE 
Editor The Traffic World: 

Your comment on the article in the Saturday Evening 
Post by Albert J. Beveridge was timely, but you did not go far 
enough. You might have said that well posted people reading 
the article were almost certain to be disgusted before they got 
through reading it. For instance, in one place he states that 
rates have been declining for the last ten years. As you well 
know, this is an absolutely hundred per cent misstatement, 
diametrically opposed to the facts. Freight rates have been 
steadily advancing for the last ten years and, if Mr. Beveridge 
had been in daily contact with transportation in this last 
decade, he would not have dared to make such a ridiculous 
statement. I do not think the railroads need any such state- 
ments, even as propaganda, as there is nothing to be gained 
by trying to deceive the public. 

Lumber freight rates, carloads, were advanced about sev- 
enty-three per cent from Louisiana mills to Chicago, from 1918 
to 1920 alone. There has been a slight reduction since that, 
and the rate now stands at about sixty-five per cent higher than 
it was in 1914, or ten years ago. The lumber rates have not 
been advanced as much as many other carload rates and, in 
general, freight rates, including L, C. L. rates, are approxi- 
mately one hundred per cent higher than they were in 1914, 
considering that in many cases the classifications have been 
changed, always invariably being revised upward, so that rates 
may bring the railroads more money in some cases where they 
have not been advanced but little. 

As a writer on transportation matters, Mr. Beveridge has 
made a show of himself and has done more harm than good. 
There can be no meeting of minds over that sort of stuff. My 
personal opinion is that the railroads have a good case to 
present to the public, but the farther away they get from 
politicians, or former politicians, the better they will be served. 

There may be a strong demand for lower rates on agri- 
cultural products, but I can say for the lumber people that 
if a few inequalities were straightened out and a few unfair 
charges of penalizing nature were eliminated from the tariffs, 
the lumbermen who are delighted with the service they are 
now getting from the railroads, would be content to let the 
present rate structure stand until the railroads reach such an 
economically sound basis that they can afford to make some 
concessions, for instance, on such items as No. 3 common oak, 
ash, and gum. This grade of lumber has gone into the fire pit 
for the last four years. The seventy-three per cent advance 
in rates was more than this grade could stand, so now the 
hardwood mills throw all such lumber away. It formerly netted 
an average of $10 per M. board feet. While this was not 
much, it covered at least a part of the cost of stumpage, sawing 
and stacking. 

I am simply using this illustration to show you that lumber 
manufacturers, especially the hardwood people, have really 
suffered on account of the change in the rate structure, but 
they have gained first-class railroad service, plentiful supplies 
of cars in which to load promptly, and, feeling that the addi- 
tional rates have helped the railroads to move their shipments 
more satisfactorily and to give them better all around service, 
which was what they were crying for from 1918 to 1920, they 
are doing very little kicking. So I repeat that articles of the 
sort referred to help the railroads little with people who know. 

W. A. Anderson, President, 


: Shreveport Lumber Co. 
Shreveport, La., Feb. 4, 1924. 


McCAULL-DINSMORE DECISION 
Editor The Traffic World: 

In re the “Peter Mendax” attempted answer. in The Traffic 
World of Jan. 19th, to my comment on Judge Spell’s interpre- 
tation of the McCaull-Dinsmore case, I would suggest that 
“Peter” take off his mask and reveal his identity so that the 
public might know who this great latin scholar is who quotes 
Euclid so fluently and with such force. I hardly think that Euclid 
reviewed the McCaull-Dinsmore case, but the Supreme Court did 
and put its O.K. on it and declared that the decision was no 
“arbitrary fiat” but that the common law governed and that the 
carriers had no right, nor never had the right, to limit their lia- 
bility by any clause in the bill of lading or otherwise, and that 
they must make the consignee whole by paying him the “market 


value at destination at the time the goods should have been de- 
livered in good condition.” If that applies only to “wheat” why 
did the carriers strike that clause out of their bill of lading? It 
looks like they would have left the clause in there and made a 
little reference mark and made a reservation to the effect that 
“this does not apply on wheat in carloads shipped from Three 
Forks, Minn., to Omaha” and “by McCaull-Dinsmore Company.” 
The admitted value of the wheat at Three Forks was about 
$1,200 and the market value at destination was (including in- 
terest) some $1,405 and the court made the carrier cough up 
some $205 more than it contended it owed. The wheat was 
shipped to be sold and so was the “gun” about which I spoke. 
The market value of the gun was $60 at destination and of the 
wheat $1,405, and both shipments would have been for sale 
at destination had they reached it. “Peter” says, “it can’t be 
done.” How does he know it can’t? Did he ever try it? The 
carrier told McCaull Company it couldn’t be done, but the court 
ruled differently, Now I am going to quote from Euripides who 
said that one way to get by was “argumentum-ad-Ignatorium”, 
that is, “argument based on the ignorance of the opposition” and 
that is the only reason “it can’t be done.” 

Listen to “Peter”: Ed might make an honest penny by 
having the gun or guns come up missing.” How in the name 
of “Mike” could the consignee have the guns come up missing 
unless they were missing. I have consulted quite a few traffic 
men, both railroad and commercial, as to how to accomplish 
this feat of having the guns “come up missing” and nobody 
seems to know how that could be done. Wish that “Peter” 
would enlighten us on that as we might want to try it some time 
when times were hard and not much doing. Of course, if we 
made it appear that the guns were missing when they were not 
we would be $51 per gun ahead of the game anyhow, so why 
be a piker and not get the whole $60, or the market value at 
destination, to which the court said we were entitled? I judge 
so long as the railroads’ interests are being looked after by 
such brilliant men as “Peter Menax” the chance of making the 
guns “come up missing” is rather slim. 


Now, Peter, please face the court and speak out loud (no- 
body’s going to hurt you) and tell us how much you are willing 
to pay for the gun you lost, which cost $50 in New York, freight 
$1 (paid), and the regular price in Waco is $60. If you say 
$51, tell us on what you base your statement. Would you not 
be willing to allow something for “overhead” expense? 

I desire to take this opportunity to challenge Judge W. E. 
Spell for a joint debate on the McCaull-Dinsmore case, before 
the Waco Traffic Club at such time as suits him and the club. 

Waco, Tex., Jan. 31, 1924. W. E. Edgar. 





We regret very much that ‘Peter Mendax” was permitted to have 
published his communication, submitted under a fictitious name. 
is contrary to our policy to publish any communication unless signed 
by the correct name of the writer. This is the first time a thing of 
this sort has happened in recent years, that we recall.—Editor The 
Traffic World. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 26 totaled 
$91,326 cars as compared with 895,276 cars the preceding week 
and 869,464 and 740,386 cars the corresponding weeks of 1923 
and 1922, respectvely, according to the weekly report of the 
car service division of the American Railway Association. The 
loading for the week ended January 26, and also that of the pre- 
ceding week, was the largest on record for the period of the 
year involved. An estimate of the total loading for 1924 will 
be made shortly by car service officials. If the present record 
is maintained, the total for the year may exceed that of 1923. 

Loading by districts the week ended January 26 and the 
corresponding week of 1923 was as follows: 





Eastern district: Grain and grain products, 8,359 and 7,203: 
live stock, 3,675 and 3,584; coal, 52,994 and 56,077; coke, 2,779 and 
3,235; forest products, 6,826 and 5,895; ore, 907 and 2,667; merchan- 
dise, L. C. L., 61,567 and 54,274; miscellaneous, 75,507 and 74,493; 
total, 1924, 212,614; 1923, 207,428; 1922, 177,189. 

Allegheny district: Grain and grain products, 2,535 and 3,623: 
live stock, 2,998 and 2,961: coal, 51,906 and 57,512; coke, 60,46 and 
7,235; forest products, 3,106 and 3,277; ore, 2,279 and 2,823; mer- 
chandise, L. C. L., 45,533 and 43,840: miscellaneous, 65,500 and 
70,742; total, 1924, 179,903; 1923, 192,013; 1922, 147,873. . 

Pocahontas district: Grain and grain products, 275 and 226; 
live stock, 90 and 65; coal, 27,240 and 20,490; coke, 434 and 551; 
forest products, 1,496 and 1,419; ore, 103 and 177: merchandise, 
L. C. L., 6,451 and 5,758: miscellaneous, 3,896 and 3,651; total, 1924, 
39,985; 1923, 32,337; 1922, 32,787. 
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THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


Direct handling of import and export shipments between warehouses 


located on the river front. 


and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 
WACO, TEXAS [THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 










COLUMBUS 









FOR CE STATES 
pisTRi JERCHANDISE 








MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Seddon Gutiictiesmatinn dim Given. 


SheitLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO é; 







TOLEDO MANSFIELD 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. é 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


OF wn 1 OF ANET® 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Reuiiintion eres Delivery Service 
and Carload Distributors 









Merchandise Storage and Pool Car 
ccs and tenes y's DESEPIDULION — 2%,cazroan 


CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 

Centrally located to all jobbers and freight houses. Private siding 

Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 














Petry Express & Storage Co. lnc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


y WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


Serves Twe Millien Population 



















Attention, Traffic Managers 


We have handled, without inter- 
ruption, for as long as I5 years, 
the large majority of factory 
stocks in this field — indicating 
how effectively our organization 
. could serve YOU. 





Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
tocustom ers and satisfaction to you. 
The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


Write for information 


Spokane Transfer & Storage Company 


SPOKANE, WASHINGTON 






Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 


Polk Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Leop” WILSON V. LITTLE, Supt. 
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Southern district: Grain and grain products, 4,324 and 4,187; 
live stock, 2,261 and 2,367; coal, 29,571 and 25,213; coke, 1,054 and 
1,209; forest products, 21,615 and 20,774; ore, 1,421 and 1,171; mer- 
chandise, L. C. L., 38,269 and 36,629; miscellaneous, 40,294 and 39,-. 
776; total, 1924, 138,809; 1923, 131,225;-1922, 112,365. 

Northwestern district: Grain and grain products, 12,874 and 
15,599; live stock, 11,364 and 10,555; coal, 10,221 amd 8,956; coke, 
1,668 and 1,717; forest products, 21,451 and 22,173; ore, 696 and 
1,078; merchandise, a ,319 and 24,979; miscellaneous, 30,- 
242 and 32,194; total, 1924, 118,835; 1928, 117,251; 1922, 97,107. 

Central Western district: Grain and grain products, 14,846 
and 11,934; live stock, 12,762 and 12,964; coal, 24,781 and 20,816; 
coke, 310 and 430; forest products, 9,689 and 8,289; ore, 2,683 and 
2,879; merchandise, L. C. L., 33,988 and 32,929; miscellaneous, 45,690 
and 44,261; total, 1924, 144,749; 1923, 134,502; 1922, 117,951. 

Southwestern district: Grain and grain products, 5,535 and 
4,023; live stock, 2,556 and 2,478; coal, 7,683 and 5,318; coke, 174 
and 120; forest products, 8,425 and 7,650; ore, 440 and 458; merchan- 
dise, L. C. L., 14,497 and 13,507; miscellaneous, 22,121 and 21,154; 
total, 1924, 61,431; 1923, 54,708; 1922, 55,114. 


Total, all roads: Grain and grain products, 48,748 and 46,795; 
live stock, 35,706 and 34,974; coal, 204,396 and 194,382; coke, 12,465 
and 14,497; forest products, 72,608 and 69,477; ore, 8,529 and 11,253; 
merchandise, L. C. L., ,624 and 211,816; miscellaneous, 283,250 
and 286,270; total, 1924, 891,326; 1923, 869,464; 1922, 740,386. 


CONDITION OF LOCOMOTIVES 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads on January 15 had 11,341 locomotives in need of 
repair, or 17.6 per cent of the ownership, according to reports filed 


by the carriers with the car service division of the American Railway 
Association. 


This was an increase of 966 over the number in need of repair on 
January 1, at which time there were 10,375, or 16.1 per cent. 

Owing to a change just es in effect by the car service division 
in the form used by the railroads in reporting locomotives in need of 
repair, comparisons with previous figures of the number of locomotives 
in need of both light and heavy repair on January 15 cannot be made. 
Under the change in form the carriers are required to report, in addi- 
tion to the locomotives in need of “running” repair, the number of 
locomotives in need of other repairs by classes as follows: : 

Class 1—New boiler or new back end. Flues new or reset. Tires 
turned or new. General repairs to machinery and tender. 

Class 2—New firebox, or one or more shell courses, or roof sheet. 
Flues new or reset. Tires turned or new. General repairs to ma- 
chinery and tender. 


Class 3—Flues all new or reset. (Superheated flues may-be ex- 


come. Tires turned or new. General repairs to machinery and 
tender. 


Class 4—Flues part or full set. Light repairs to boiler or firebox. 
Tires turned or new. Necessary repairs to machinery and tender. 
Class 5—Tires turned or new. Necessary repairs to boiler, ma- 


chinery and tender, including one or more pairs of driving wheel bear- 
ings refitted. 


In accordance with the revised form, reports showed 6,138 locomo- 
tives, or 9% per cent, of the ownership in need of classified repairs and 
5,202 locomotives, or 8.1 per cent, in need of ‘‘running’’ repairs. 

In the first fifteen days in January, 21,004 locomotives were re- 
paired and turned out of the shops, an increase of 1,203 compared 
with the last half of December. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of January 15 was 66.6, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
58; refrigerators, 66.9; coal and coke, 72.4; stock, 80.8; flat, 
74.8; others, 96.2. By districts, for all classes of equipment, 
the percentages were as follows: Eastern, 57.4; Allegheny, 73.7; 
Pocahontas, 64.5; Southern, 66.4; Western, 69.6. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership (class I roads) as of January 15 showed 
the following: Eastern district, 96.7 as against 105.4 a year 
ago; Allegheny district, 103.8 as against 100.5 a year ago; Poca- 
hontas district, 80.1 as against 80.7 a year ago; Southern dis- 
trict, 98.6 as against 95.8 a year ago; Western district, 98.3 
as against 94.5 a year ago; all districts, 98.2 as against 98.1 a 
year ago; Canadian roads, 92.8 as against 88.9 a year ago; 
National Railways of Mexico (no figure for 1924). 


SERVICE ORDER CASES 


The Commission has been advised of pleas of nolo con- 
tendre made in cases at Greensboro, N. C., based on violations 
of Service Order No. 23. The Pomona Terra Cotta Company, 
manufacturers of sewer pipe, building tile and other clay prod- 
ucts, according to that advice, has entered a plea of that kind 
to five counts alleging violation of the Elkins act and been fined 
$1,000 and costs. The company was accused of receiving ani 
accepting coal billed to “Pomona sewer works” which, under 
the service order, was in class 2 and entitled to receive coal 
for current use as a public utility. The coal was billed to 
Greensboro and switched to Pomona. 

The West Virginia Coal Company of Richmond, Va., is re- 
ported to have made a similar plea and been fined $1,000 and 
costs for causing the coal to be shipped from mines on the 
Chesapeake & Ohio when that railroad had no cars for furnish- 
ing coal for users in class 5, to which the Pomona company was 
alleged to belong. 

The Bluefield Coal and Coke Company of Bluefield, W. Va., 
is likewise reported to have entered that plean in a similar 
transaction and been fined a like amount. That coal was 
shipped from mines on the Norfolk & Western. 
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UNIFORM METHOD RECOMMENDED 


The committee on freight handling service of the transporta- 
tion division and the committee on freight claim prevention of 
the freight claim division, A. R. A., after joint consideration, 
have approved the attached method of handling over and astray 
freight and matching against shorts and the American Railway 


Association recommends the plan for uniform adoption by all 
carriers: 


1. All over and astray freight (see definitions section 6) shall be 
tagged with an over tag completely filled out at destination, and shall 
be covered with astray “freight bill,” ‘“‘waybill,”’ or ‘‘over report.” 


2. All over and short freight at destination shall be immediately 
recorded on debit and credit record. 


3. (a) All over and astray freight not matched at déStination 
must be carefully examined as to contents and marks and accurately 
weighed and consignee notified when possible. When freight is not 
delivered within ten days, or when delivery is made on other than 
revenue waybill, notice of the overage must be given to agents of all 
connections (or to matching bureaus) at common points. 

( The delivery to consignee of over or astray freight must be 
made only upon surrender of the original bill of lading, presentation of 
paid freight bill upon which the shortage has been noted, original in- 
voice, definite advice from shipper of forwarding of freight of similar 
character and quantity, or other conclusive proof of ownership car- 
rying with it information as to name of shipper and point of origin. 


Marks alone on packages will not of themselves be considered proof 
of ownership. 


(c) A record of these notices from connections should be kept by 
all lines (or by matching bureaus) at common points which will give 
them a complete record of overs. 


(ad) When such freight is subsequently delivered notice should be 


given to all agents (or to matching bureaus), who shall promptly close 
their records. 


(a) Deliveries to fill shortages must be recorded on the station 
ry ey by, ee on office copy of freight receipt as well as on 
lo ee . record. 


(b) If a shortage is located after claim has been recorded, agent 
must hold freight and immediately ask freight claim officer for in- 
structions, quoting all claim numbers. 

(c) When the paid freight bill or bill of lading cannot be pro- 
duced and delivery is effected upon invoice or other conclusive proof of 
ownership, destination agent must secure from agent at point of origin 
an exact copy of the billing, to enable him to complete the record and 


protect the interested carriers in establishing the correct delivery and 
collection of revenue. 


5. Agents representing lines at common points should, unless 
otherwise instructed, hold meetings periodically for the purpose of 
checking reports submitted by carriers to see that over shipments are 
eer gg | matched with section 3 above. 


To insure proper supervision of the delivery of over and 
astray freight and the matching of over with short freight at desti- 
nation, the astray freight waybills or destination over reports should 


._ and cleared in the office of a designated supervising 
officer, 


7. Definitions: 


(a) “‘Astray freight.’’ Less than carload freight which has become 
separated from the regular revenue waybill and is covered by an 
astray waybill. 


(b) “Over freight.’”’ Less carload freight with or without marks 
(including articles in excess of quantity on waybill), which is found 
at any point without a regular revenue or astray waybill and carload 
freight not accompanied by billing. 


COMMERCIAL AVIATION 


Legislation providing for an aeronautical safety code, which 
is held to be essential to the development of commercial aviation, 
is recommended in a statement issued by the transportation de- 
partment of the Chamber of Commerce of the United States. 

“Such legislation,” the bulletin states, “will do more than 
anything else for the encouragement of aeronautics. The United 
States is the only country of any importance which does not 
have an aeronautical safety code. Canada has a complete code, 
patterned after the International Convention on Aerial Naviga- 
tion, and at present United States fliers are permitted in Canada 
only through international courtesy, and then only after a cer- 
tificate of inspection has been issued by our army or navy.” 

The advantages to business derived from the expediting of 
the delivery of mail by aeroplane is emphasized in the bulletin. 
“From the standpoint of the banker,” it continues, “dealing 
extensively with interest payments in one form or another, 
speed of movement of mail is an extremely important factor, 
and any reduction in the time in transit of collections and 
other security items will benefit business by cuting down the 
amount of capital required to carry accounts, or by making 
such capital available for other purposes.” 

“The National Chamber,” the bulletin states, in conclusion, 
“stands for the enactment of suitable enabling legislation by 
Congress to govern the flight of aircraft and the airways over 
which they operate, thus encouraging aviation in the develop- 
ment of new services to commerce and as an important means 
of defense. Given this, the designation of air routes and the 
assignment of air terminals will naturally follow. Such legis- 
lation will not only make for greater safety in flying by elim! 
nating the irresponsible element, but should tend to stimulate 
commercial aeronautics in all its phases.” 


OPERATION OF TEXAS LINE 
The Commission has authorized the Marshall, Elysian Fields 
& Southeastern Railway Company to operate a line of railroad 
from Marshall to Elysian Fields, Tex., a distance of about 18 
miles. The line was formerly a part of the railroad of the 
Marshall & East Texas Railway Company. A request for per 
mission to retain excess earnings under section 15-a was denied. 
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BIRMINGHAM, ALA. 


In the Heart of the. South | 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 
Let us have your inquiries 
Offices, ground floor Chamber of Commerce Building 


TAYLOR 


Transfer and 


EDWARDS 


Storage Co. 


Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 
DISTRIBUTION CARS _ POOL CARS 


Furniture Packed, Shipped 
Delivered, Forwarded or stored. or Stored 


No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


: The only modern MERCHANDISE WARE- 
HOUSE fully equipped and centrally located 
in the City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


Located on private siding of the BUFFALO, 
ROCHESTER & PITTSBURGH RAIL- 
WAY, enjoying switching at flat Rochester 
rate with all steam roads. 


B. R. @ P: Warehouse, Inc. 
Rochester, N. Y. 
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“Burlington Service” 


Plus 


On all important passenger trains the loco- 
motives are fitted with SPEED RECORDERS 
located in front of the engineer, which make 
a record of the rate at which the trains 
travel and make possible a uniform speed 
which insures for BURLINGTON patrons a 
safe, smooth, comfortable ride at a con- 
stantly regulated, even speed—and at night 
this means a more restful trip. 


THIS IS THE ONLY RAILROAD WEST 
FROM CHICAGO EQUIPPED WITH THE 
RECORDING DEVICE, which is one of the 
PLUS features of ‘‘BURLINGTON SERVICE.”’ 


P. S. Eustis, 


Burin GTON | ideale 
" 0 T fp pi eg 


MUNGON 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Sailings from. ..Baltimore and New York 


S. S. Munindies — Feb. 9 — Feb. 13 
S.S. Munaires — Feb. 20 — Feb. 23 


DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 
SEATTLE 
Regular and Frequent Sailings Thereafter 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson a 67 Wall St., New York 
anch Offices 


St. pen Pittsburgh, Baltimore 
Ia ee Te Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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K. C. M. & O. LIEN 


The Trafic World iVashington Bureau 


No steps have been taken by the government, either through 
the Commission or the Treasury, for foreclosure of the govern- 
ment’s lien on the Kansas City, Mexico, and Orient. The court 
at Kansas City that ordered the receivership has been contem- 
plating entry of a foreclosure decree as the first step toward 
sale of the property. The government’s lien for about $2,800,000 
is practically the first lien on the property. It must be taken 
care of ahead of other liens. MJnofficial reports from . Kansas 
City said the court had foreclosed the lien so that the govern- 
ment could recover its loans. The treasury department said 
it had made no move in the matter. 


RAILROADS ACT ON TRAIN CONTROL 


The Trafic World New York Bureau 


Concerted action by the railroads for modification of the 
recent order of the Commission on the installation of automatic 
train control devices was forecast this week by the announce- 
ment of the appointment by the carriers of a committee repre- 
senting the Eastern Lines to confer with similar committees of 
the Western and Southern companies. 

L. F. Coree, chairman of the Eastern Presidents’ Conference, 
announced the membership of the committee, in addition to 
himself, as follows: Samuel Rea, president of the Pennsylvania; 
E. J. Pearson, president of the New Haven; A. H. Smith, presi- 
dent of the New York Central; and W. J. Hanrahan, president 
of the Chesapeake & Ohio. 

Mr. Loree said the committees of the three regions would 
hold a joint meeting within the next week or ten days to dis- 
cuss the question of mitigating the effects of this order, which 
is said to be one of the most costly ever issued by the Commis- 
sion. There seems to be little doubt that an appeal from the 
decision will be made. Railroad men are hopeful that enforce- 
ment of the decree will be postponed until it has been demon- 
strated that practical train control equipment has been per- 
fected. 

The Commission’s order was the second of its kind. It 
was received by the railroads on January 15 without previous 
warnings or hearings on the subject. The carriers, accord- 


ingly, will raise the question whether the order was just or 
reasonable. 


TRANSIT TARIFF MUDDLE 


- The Trafic World Washington Bureau 


The Commission’s board on suspension, after considerable 
correspondence, has straightened out a transjt tariff tangle at 
Meridian, Miss., so that the only question before it is as to 
whether Alabama & Vicksburg, I. C. C. No. A188, cancelling its 
I. C. C. A131, shall be suspended. -The tariff in question is dated 
to become operative February 29. 

Early in December C. W. Hayward filed a protest against 
the cancelation of transit on lumber at Meridian coming from 
Gulf & Ship Island and Gulf, Mobile & Northern stations. He 
said a tariff providing for cancelation on December 15 had been 
sent to the Commission by the Alabama & Vicksburg, but the 
Commission said nothing of that kind had been received. Mr. 
Hayward came back with the allegation that nevertheless and 
notwithstanding the Alabama & Vicksburg was proceeding on 
the assumption that the cancelation would become operative 
December 15 and that he had received a copy of the cancelation 
_ supplement on December 4. 


Correspondence with the railroad revealed the fact that such 
a supplement had been prepared and the railroad officials were 
proceeding on the assumption that it was in Washington. Later 
the railroad said it had discovered that the tariff, while pre- 
pared for filing and sent to the interested shippers had not been 
sent to Washington. But it sent a supplement of that kind; 
which, as before set forth, is now on the files and protested by 
Meridian interests through Mr. Hayward as their spokesman. 


DEVELOPMENT OF BRITISH RAILWAYS 


“The consolidated railroads of Great Britain are rapidly 
attaining a post-war height of efficiency that surpasses pre- 
war operations in many respects,” says Trade Commissioner 
H. B. Allin-Smith in a report to the Commerce Department. A 
summary of the report follows: 








The outstanding accomplishments of 1923 fall into the following 
eategories: Further co-ordination of new groups; introduction of 
modernized equipment and revised operating schedules; expanded re- 
placement programs for unemployment relief; reduction of charges; 
preparation of standard tariffs and revision of goods classification; 
adjustments of hours and service conditions of railway staffs; in- 
ereases of traffic accompanying better trading year which require 
additional facilities. : 

By order of the Amalgamation Tribunal, the effective date of con- 
solidation of the four railway groups was fixed at January 1, 1923. 
Ry the end of September the members found their task completed, 
so that the Tribunal dissolved in October, 1923, leaving the new 
groups—London, Midland & Scottish, London & North-Eastern, Great 
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Western, and Re ern—comtrelling. total route mileage of 7,790 
6,590, 3,800, and 2,200, respectively. This area arrangement has paved 
the way for many co-operative changes that are hardly apparent to 
the railway user except in improved service. © 

' The rolling stock of all — is in process of standardization, 
both as to color and design, and a small part already done stands 
to the credit of the first year & poaptne. 

Many innovations were in uced in twelve months of grouped 
running, and others are foreshadewed. Some of the non-stop long- 
distance runs are entirely new features. One is the North-Western 
arg A from London (Euston) to Prestatyn, a distance of 205 miles. 
The North-Eastern has developed a Harrogate special from London 
which makes a 3-hour and 25-minute run to Leeds, the first stop, a 
distance of 185 miles. The Great Western established a speed record 
on its Swindon-to-London service, covering 77% miles in 75 minutes, 
or an average speed of 61.8 miles an hour. Longer runs have been 
speeded up, as, for instance Paddington (London) to wyth, 
Wales, 234 miles, now advanced from a 7-hour to slightly under a 
6-hour journey. 

The modernization of rolling stock equipment covers a_ wide range. 
Larger and more powerful locomotives are being introduced. New 
passenger engines of the Great Western, the most powerful used in 
Great Britain, have a tractive force of 31,625 pounds, compared with 
previous four-cylinder types of 27,800 pounds. The ‘North-Eastern 
lines have installed higher-powered freight locomotives for the coal, 
steel, and other heavy traffic of east coast industrial areas served 
by that system. : 

The Great Western Railway has been pioneering steadily during 
1923 for larger freight cars and offers 5. per cent freight rebates to 
private owners for the adoption of 20-ton coal wagons. The Great 
‘Western also intends to adopt Pullman vestibules, articulated car- 
— electrical cooking and lighting, steam heat, automatic couplings, 
and to experiment on bufferless short-counling trains, an entirely 
original departure for English lines. 

The year opened witha cut in all passenger fares to 50 per 
cent above 1914 levels from the existing 75 per cent. Freight tariffs 
underwent a sweeping reduction about August 1 to a general aver- 
age of 50 per cent over pre-war on merchandise traffic. Dock charges 
at railway-controlled ports, such as the Great Western chain along 
the Bristol Channel, or at the railway-owned facilities of the North- 
Eastern in North Sea ports, have also become less burdensome to 
traders during the year. The railway groups have gone so far in 
these several concessions that there is little immediate prospect for 
further reductions. 

The Railway Rates Tribunal set up by the Railways Act, 1921, was 
entrusted with the So of a revised commodity classification 
and the adoption of an agreed schedule of standard charges. The 
first has appeared in published form and the second is in process of 
publication. The classification will include 21 separate numbered 
classes of merchandise instead of 8 at present used, some of the 
exceptional items in current tariffs having been made distinct classes. 
Its actual adoption now awaits the selection of the ‘‘appointed day” 
on which the proposed standard charges, when agreed, will come into 
effect in conjunction with the classification. 

Because of inherent difficulties, as much as two years may elapse 
before the prescribed rate bases can come into use. 

Satisfactory smoothness has been continued in the adjustment of 
railway labor matters ei | 1923. Wages have altered but slightly 
downward with the cost of living decline, until the mid-year. Since 
then a steady recovery of the index to 77 per cent in November will 
mean that workers entitied to a bonus on the standard wage will 
receive an increase of one shilling weekly from Jan. 1, 1924. 





REVISED RATES ON COAL 


The Illinois-Indiana Coal and Coke Committee of the IIli- 
nois Freight Association announced, Feb. 1, that revised rates on 
bituminous coal have been checked out from mines in Illinois, 
Indiana, and Western Kentucky to various destinations in 
Arkansas, Colorado, Mlinois, Iowa, Kansas, Michigan, Minne- 
sota, Missouri, Montana, Nebraska, North Dakota, Oklahoma, 
South Dakota, Wisconsin and Wyoming, to restore rate rela- 
tionships disturbed by decision of the Commission in Ex Parte 


74, and to conform with differentials fixed by the Commission 
in Illinois Coal Cases, 1920. 


The revised rates are now in pamphlet form and are be- 
ing furnished to boards of trade, chambers of commerce, and 
other similar organizations representing communities located 
in the origin and destination territories from and to which 
rates apply. This pamphlet is also on file at the general offices 
of the initial and destination carriers. 


The figures are open to inspection on part of anyone inter- 
ested. Thirty days will be allowed for such inspection and the 
filing of objections by any interested shipper or receiver to any 
portion of the adjustment. 1, 

In the event any shipper or at ie af bituminous coal 
originating in the territory of origin mentioned and destined 
to points in the states mentioned desires to record objections 
to any portion of the adjustment as proposed, such objections 
must be filed promptly with the chairman of the Illinois Freight 
Association, Chicago. Full and complete reasons and the basis 
for objections to rates proposed must be given. 

It is the intention of the carriers to publish and file the 
revised rates with the Commission and various state commis- 
sions involved as soon as practicable, after the expiration of 
the thirty day period allowed for inspection. 





ABANDONMENT OF B. & O. BRANCH *~ 


The Baltimore & Ohio has been authorized by the Com- 
mission to abandon its Magnolia branch-in Tuscarawas county, 
Ohio. The branch is a little over 2 miles long. The branch 
served a coal mine that has ceased operations. No freight serv- 
ice has been maintained over the branch since March, 1923, 
and no passenger service had been given since August, 1918, the 
Commission said. 
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Digest of New Complaints 


No. 15513, Sub. No. 1. The Marion Machine, Foundry & Supply Co., 
Marion, Ind., vs. C. R. lL. & G, et al. 

Unjust, unreasonable and prejudicial rates on cants, arms and 
pins from Tulsa, Okla., to Graham, Tex. Asks reparation. 

No. _— J. S. Kloeber et al., Selah, Wash., vs. Northern Pacific 
et al. 

Alleges that defendants have refused to establish ‘‘a rate en- 
abling the shipment of apples in basket and bulk to all points on 
their lines and lines of their connections’’ from the Yakima Valley, 
Wash., while giving competitors such a rate. Asks cease and 
desist order, just and reasonable rates. 

No.15553. E. Crosby, a traveling salesman for Bacteriological Lab- 
oratories of G. H. Sherman, Detroit, Mich., vs. St. Louis-San Fran- 
cisco et al. 

Charges discrimination against colored passengers. Asks cease 
and desist order, and just and reasonable rules of service ap- 
plicable to persons of African descent and $120,000 damages. 

No. 15554. Steinhardt & Kelly, New York City, vs. Erie et al. 7 

Unjust and unreasonable rates and charges on fresh vegetable 
and green fruit from points in Colorado, California, Washington 
and Oregon, to New York, and reconsigned to Philadelphia and 
Washington, D. C, Asks cease and desist order, just and reason- 
able rates, and reparation. - : 

No. 15555. The Sinclair Crude Oil Purchasing Co. et al., Tulsa, Okla., 
vs. Chicago & Erie et al. 

Unjust and unreasonable rates on iron and steel tank material, 
k, d., from Meadville, Pa., to Healdton, Okla. Asks just and rea- 
sonable rates and reparation. 

No. 15556. E. C. Lee Farms Co., Evergreen, Ala., vs. L. & N. et al. 

Unjust, unreasonable, discriminatory, preferential and_ prejudi- 
cial rates, in violation of section 4, on strawberries from Castle- 
berry, Ala., to Mansfield, O., as compared with rates to Sandusky, 
O. Asks cease and desist order, rate not exceeding that to San- 
dusky, and reparation. . 

No. 15557. Schloss & Kahn Grocery Co., Montgomery, Ala., vs. St. 
Louis-San Francisco et al. 

Unjust and unreasonable rate of 77 cents on sorghum seed from 
Kansas City, Mo., to Montgomery, Ala. Asks cease and desist or- 
de,r just and reasonable rates, and reparation. 

No. 15558. Dixie Portland Cement Co., Chattanooga, Tenn., vs. N. C. 
& St. L, et al. 

Unjust and unreasonable rates, in violation of the long-and- 
short-haul clause of section 4, on cement from Richard City, Tenn., 
to Normal, Tenn. Asks reparation. 

No. 15559. Western Indiana Gravel Co., 
York, Chicago & St. Louis et al. " 

Unjust, unreasonable, preferential and prejudicial rates on sand 
and gravel from Lafayette, Ind., to points in Illinois on lines of 
defendants. Asks cease and desist order and just and reasonable 
joint commodity rates. 

No. hae ze Marion Glass Dash Co., Marion, Ind., vs. Pennsylva- 
nia et al. 

Unjust, unreasonable and prejudicial rates on cullett from points 
in Pennsylvania, Ohio and Illinois, to Marion, Ind. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No.. ag “eg Tea Co., Inc., Chicago, Ill., vs. Central of New Jer- 
sey et al. 

Unjust and unreasonable rates, in violation of section 6, on 
L. C. L. shipments of tea, coffee, rice, spices, macaroni, flavoring 
extracts, china, glassware, earthenware, etc., from Hoboken, N. 
J., to points in New York, Pennsylvania, Maryland, and states 
west and south thereof on or reached via the Central of New 
Jersey. Asks reparation. 

No. 15562. Connersville Lumber Co. et al., Connersville, Ind., vs. L. 
BE. & W. et.al. 

Unjust and unreasonable rates on coal from points in West Vir- 
ginia to Connersville and New Castle, Ind. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 15563. United Paperboard Co., Inc., New York City, vs. Central 
of New Jersey et al. 

Unjust, unreasonable, preferential and prejudicial rates on sili- 
cate of soda from Grasselli, N. J., to Thomson, N, Y. Asks cease 
and desist order, just and reasonable rates, and reparation, 

No. 15564. Hanford Produce Co., Sioux City, Iowa, vs. American Rail- 
way Express et al. 

Unjust, unreasonable, prejudicial and preferential rates on milk 
and cream in cans from stations on the Minneapolis & St. Louis 
Railroad in Minnesota and South Dakota to Sioux City by way of 
Hanley Falls. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 15565. Live Stock Traffic Association, Fort Worth, Tex., vs. Abil- 
ene & Southern et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges, in violation of section 4, on live stock from Texas pro- 
ducing points to Kansas pasture points. Asks cease and desist or- 
Ger and just and reasonable rates. 

No. 15566. Berkman, Philadelphia, Pa., vs. Pennsylvania et al. 

Unjust, unreasonable, preferential rates on cotton goods between 
Philadelphia, Pa., and Bridgeton, N. J. Asks reparation. 

No. 15567. The Kindred Farmers Elevator Co., Kindred, N. Dak., vs. 
Director General, as Agent, Great Northern. 

Unjust and unreasonable rates on car of wheat from Kindred, 
Seen to Superior, Wis. Asks cease and desist order and repa- 
ration. 

No. 15568. The Duluth Chamber of Commerce, Duluth, Minn., vs. 
Chicago, St. Paul, Minneapolis & Omaha et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
packinghouse products and fresh meats from Duluth-Superior on 
the one hand to St. Paul-Minneapolis on the other hand. Asks 
cease and desist order and the same rates that now apply from 

_ St. Paul-Minneapolis to Duluth-Superior. 

No. 15569. The Procter & Gamble Co., Cincinnati, O., vs. Baltimore 
& Ohio et al. 

Unjust and unreasonable charges on three cars of stearine 
from Macon, Ga., to Jersey City, N. J. Asks reparation. 

No. 15570. Wellsville Fire Brick Co., Wellsville, Mo., vs. Director 
General, as Agent. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates, in violation of section 4, on fire brick from Wellsville, Mo., 
to various points in Oklahoma and Texas. Asks reparation. 

No. 15571. J. Kerber & Co., Inc., et al., Albuquerque, New Mexico, vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 


Lafayette, Ind., vs. New 
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rates, in violation of the long-and-short-haul clause of section 4, 
on automobiles from points in Detroit-Cleveland territory and 
Dayton-South Bend territory to Albuquerque and New Mexico 
poste directly intermediate to El Paso, Texas. Asks cease and 
esist order, rates which will not exceed those in effect to El 
Paso, and reparation. 

No. 15872, ta ai hae Axle Co., Detroit, Mich., vs. Missouri Pa- 
cific et al. 

Unjust and unreasonable rates, in violation of section 6, on fuel 
oil and petroleum and petroleum products from Eldorado, Kan- 
sas, to Detroit, Michigan. Asks reparation. 

No. P ogy aaa & Co., Jersey City, N. J., vs. Old Dominion S.S. 

0. et al. 

Unjust and unreasonable rates, in violation of the long-and- 
short-haul provision of section 4, on less carload supepents of 
soap powder, cleaning compounds and analogous articles taking 
the soap rate, from New York City to points in Virginia on the 
Norfolk & Western. Asks reparation. 

No. 15574. Texas Pacific Coal and Oil Co., Thurber, Tex., vs. Texas 
and Pacific et al. 

Unjust and unreasonable rates, in violation of the long-and- 
short-haul clause of section 4, on wrought iron pipe from Ranger, 
Tex., to Louann, Ark., and to Smackover, Ark. Asks reparation. 

No. 15574, Sub. No. 1. Same vs. Same et al. 

Unjust and unreasonable rate on carload of wrought iron pipe 
from Ranger, Texas, to Taylor, Ark. Asks reparation, 

No. 15575. Old Ben Coal Corp., Chicago, IIl., vs. Cc. & St. L. 


et al. 

Unjust, unreasonable, preferential and_ prejudicial rates and 
charges on bituminous coal from West Frankfort Mine_No. 18, 
Christopher, .Christopher-Mine-No. 20, Johnston City and Buckner, 
in the Southern Illinois rate group, to points in Indiana. Asks 
com and desist order, just, reasonable and non-discriminatory 
rates. 


No. 15576. John F. Jelke Co. et al., Chicago, Ill., vs. Chicago & North 
Western et al. 

Unjust and unreasonable rates on carload shipments of oleo- 
margarine from Chicago to New York, Philadelphia, Pittsburgh, 
South Bend, Ind., and Syracuse, N. Y. Asks reparation. 

No. 15577. Frank B. Haviland, New York City, vs. Appalachicola 
Northern et al. 
Unjust and unreasonable rate§ on two carloads of lumber from 
* eeters, Se. bes Janey ow. N. J; a peparedion. 
oO. " ineralite ucco Corporation, Omaha, Neb., vs. Chicago, 
Rock Island & Pacific. "7 

Excessive, unjust and unreasonable rates and charges on ground 
calcined magnesite from Joliet, Ill., to Omaha, Neb. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 15579. Massee Gin & Machine Works, Inc., Macon, Ga., vs. Macon, 
Dublin & Savannah et al. 
. Unjust, unreasonable, discriminatory, prejudicial rates on plow 
irons, castings and parts, in less than carload lots, from Macon, 
Ga., to Jacksonville, Fla., and beyond. Asks cease and desist 
order, reasonable and non-discriminatory rates, and reparation. 

No. yng General Baking Company, New York City, vs, Pennsylvania 
e 4 

Unjust, unreasonable, preferential or prejudicial rates, ratings 
and charges on waxed wrapping paper, printed, in boxes, bundles, 
crates or rolls, less carloads, from various paper producing pts. in 
official classificaticn territory to complainant’s various bakeries. 
Asks cease and desist order, just and reasonable classification 
rating, and reparation. 

No. 15581. Gentile Bros. 
Georgia et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on peaches from Fort Valley, Ga., to ‘Boston, Mass., and 
points taking the same rate. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. 15582. Standard Steel Car Co., Hammond, Ind., vs. Indiana Har- 
bor Belt Railroad Company. 

Alleges that complainant has been subjected to the cost of main- 
taining terminal service for account of defendant which was un- 
duly preferential or prejudicial in violation of section 3. Asks 
cease and desist order, terminal switching allowance for service 
performed on account of defendant, and reparation. . 

No. 15583. Certain-teed Products Corporation, New York City, vs. 
Atlantic Coast Line et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
linoleum, cork carpeting, paper felt carpeting, mats and rugs 
made thereof, and oil cloth, in straight and mixed carloads, from 
Philadelphia, Pa., and Trenton, N. J., to Memphis, Tenn., as 
compared with rates to St. Louis. Asks cease and desist order, 
just and reasonable rates, and reparation. 


Company, Orlando, Fila., vs. Central of 


SANTA FE LEASE 


The Atchison, Topeka & Santa Fe has been authorized by 
the Commission to acquire control by lease of the Grand Can- 
yon Railway Company railroad, extending from a connection 
with the Santa Fe at Williams to the Grand Canyon in Coconino 
county, Arizona, a distance of 63.56 miles. The capital stock of 
the Grand Canyon is owned by the Santa Fe, excepting directors’ 
qualifying shares and 20 shares owned by individuals. 

The Commission said the Santa Fe stated that it had made 
“diligent but unsuccessful efforts to locate the owners of the 
20 shares, and that the person in whose name the shares stand 
on the books of the company disclaims ownership.” 

At the hearing it was agreed on behalf of the Santa Fe 
that if the owners of the stock should be discovered it would 
buy the 20 shares at an agreed price; that if it could not agree 
with the owners, it would pay the value of the shares as fixed 
by three impartial arbitrators, and that this offer would apply 
during the term of the lease—ten years. The Commission said 
its order was based on such assurances. 


ST, LOUIS SOUTHWESTERN CERTIFICATES 
The St. Louis Southwestern Railway Company, has applied to 
the Commission for authority to issue $1,800,000 of 5% per cent 
equipment trust certificates. The proceeds will be applied on the 
cost of 1,000 box cars. The certificates have been sold to,,Har- 
ris, Forbes & Company at 100.723 per cent of par value and ac- 
crued dividends, subject to the approval of the Commission. 
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Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


Security Warehouse Company 


100,000 Square Feet Floor Space 


‘“‘Bankers of Merchandise’’ 


Cai 
ULF L Nb 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 
— - red 5 Mena | issued — Gulf Ports to ya Australia, New 

Dutch East Indies, for Transhipment at San Francisce. 


S, bills a lading, from Pacific Coast Ports to Mexico, Cuba, Porto 
Rice, West Indies, Central America, South America, Europe 


Rates quoted, bookings got information furnished upon 
a 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS ane 
424 Whitney Central Building, New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 


Galveston, Texas Sansome St. New York City 
San Francisco, Cal. 
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ATLANTA 
GEORGIA 


1,500,000 SQUARE FEET 
of 
Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 


Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 
Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space booked when requested 


serve you in some capacity and would suggest that you 
complete ‘yo your file by requesting the rates for our specialized service. 
Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


FORT WORTH, TEXAS 


a 


ee 


eS 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront de with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
wil? give his opinion in answer to any si es question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer A yee pamper yy | practical traffic 


paghtoane. We do not desire to traffic man but to 
elp him in his work. 


1e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Delay—Excuse for—Weather Conditions 


West Virginia—Question: Shipment tendered carrier with- 
out notation in bill of lading “subject to delay” and was more 
than one month en route, whereas it originally requires one 
week. Jobber’s price greatly declined during interim, as well 
as wholesale market value at destination. Carrier declines 
claim on account of one of the intermediate lines having been 
handicapped by snow and sleet. Please advise your views, 
supported with court decisions, etc. 

Answer: Extraordinary weather conditions, such as floods, 
snowstorms, and the like, will ordinarily constitute a sufficient 
excuse for delay in transportation, and the carrier is not bound 
to use extraordinary efforts and incure great expense in order 
to avoid delay, or to divert the goods from its own to another 
route over which it has no control, unless in the exercise of a 
sound discretion it appears that the change of route would 
probably have prevented the loss from delay without incurring 
other dangers. It is bound, however, to use reasonable care to 
avoid delay, and should make reasonable provision for operat- 
ing its trains in all kinds of weather, such as is expected in the 
particular latitude where its business is carried on. And al- 
though there is a delay or interruption in the transportation 
due to an unexpected cause, yet for loss subseuently occurring 
by reason of an independent cause the carrier will be liable. 
But it is only negligence of the carrier in not avoiding the 
threatened loss which will thus render it liable. Missouri, etc. 
R, Co. vs. Truskett, 104 Fed. 728, 44 CCA 179; Palmer vs. Atchi- 
son etc. R. Co. 101 Cal. 187, 35 Pac. 630; Williams Co. vs. Pensa- 
cola, etc. R. Co., (Fla.), 48 Sou. 630; Chicago, etc. R. Co. vs. 
Manning (Neb.), 37 N. W. 462; St Louis, etc. R. Co. vs. Jones 
(Tex.), 29 S. W. 695. 

Through Rates—Short Haul Provision of Section 15 of Act 

Virginia——Question: Please explain that portion of Section 
15 of the Act which reads as follows: “The Commission shall 
not require any company to embrace in such route, without its 
consent, substantially less than the entire length of its road, 
etc.” 

Answer: The following statement appearing on page 228 
and 229 of the Commission’s opinion in Docket 8339, West Coast 
Lumber Manufacturers’ Association vs. Tacoma Eastern R. R., 
45 I. C. C. 227 outlines quite clearly the scope of the applica- 
tion of this provision of the Act. The issued presented, there- 
fore, is whether the Milwaukee, which through its subsidiary 
originates the traftic and transports it to Tacoma, can be com- 
pelléd to deliver it at that point to the Northern Pacific, or 
whether it is justified in reserving as far as possible the haul 
to its own rails. That the law upholds the carrier in retaining 
tonnage on its line where the transportation can be performed 
with reasonable dispatch and without undue discrimination is 
well settled; see Suffren Grain Co. vs. I. C. R. R. Co., 27 I. C. C. 
192, 194; Wheeler Lumber Bridge & Supply Co. vs. A. T. & S. 
F. Ry. Co., 30 I. C. C. 348, 344. It is also settled that our au- 
thority under section 15 of the act to establish in the first in- 
stance, or to continue in force voluntarily established through 
routes and joint rates, is limited to the extent that we may not 
require a carrier, without its consent, to embrace in such 
through route substantially less than the entire length of its 
railroad between the termini of the through route, unless to 
do so would make such through route unreasonably long as 
compared with another practicable through route which could 
otherwise be established. Marble Rates from Vermont Points, 
29 I. C. C. 607, 608; The Ogden Gateway Case, 35 I. C. C. 131.” 

See also Cincinnati & Columbus Traction Co. vs. B. & O. 
S. W. R. R., 20 I. C. C. 486 (492); Lumber Rates From North 
Pacific Coast Points, 30 I. C. C. 111; Grain to Arkansas Points, 
40 I. C. C. 49 and Increased Passenger Fares via The Denver 
& Rio Grande Railroad Through Ogden and Salt Lake City 
Gateways, 35 I. C. ©. 131. 

Division of Joint Rate Applicable Via Route Via Which No, 
Established Basis for Divisions Is Applicable 

Virginia.—Question: In a tariff containing no routing di- 
rections the rates are applicable between the points specified 
via lines of any and all carriers that are parties thereto. If 
a shipper specifically routes his shipment via a line or route 
via which the carriers have not agreed to divisions is the 
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initial carrier guilty of misreuting if he allows the shipment 
to move according to shipper’s instructions? How and on what 
basis should the carriers divide the revenue? 

Answer: The division of a through rate applicable on a 
shipment which has moved via a route over which there is no 
established basis for divisions is a matter for arbitration or 
agreement between the carriers at interest, in which question 
the public has no interest. 

The initial carrier should, where the routing between two 
points is not restricted in a tariff, forward shipments via that 
route over which there are established divisions and failing to 
do so must make the best settlement possible with its connec. 
tions.’ The proper thing to do is to limit the application of the 
rate to routes via which there are applicable divisions. See, in 
this connection, paragraph 6 of Section 15 of the Act, as con- 
strued by the Commission in Diamond Alkali Co. vs. F. P. & 
BE. R. R. Co., 62 I. C. C. 161. (165). 

Damages—Measures of 

Louisiana.—Question: We note your answer on page 1626 
of the Traffic World of Dec. 29th, to letter received from New 
York, regarding the effect of the McCaull-Dinsmore case, and 
you state “how this destination value is to be arrived at is an- 
other matter, and one to be determined only from consideration 
of each individual case.” 

Now, this is exactly what is causing all the trouble. Would 
you consider the destination value what the goods could be 
sold for at destination, in accordance with the proven market 
value at destination as indicated by sales at that point on the 
date the goods should have been delivered in good condition, 
or do you consider the destination value the cost of laying the 
goods at destination, or in other words the invoice value plus 
freight charges? 

The railroad carriers and the shipping public seem to agree 
perfectly with regard to the application of the McCaull-Dins- 
more decision, with the exception of the proper method of ar- 
riving at the destination value, and the writer would very 
much appreciate an expression from you in this regard. 

Answer: The market value at place of destination is the 
criterion of value by which the amount of damages for loss of, 
or injury to, goods is ordinarily to be determined. This state- 
ment of the law is simple enough but its application to particu- 
lar instances is not always such, for, in the absence of an es- 
tablished market at destination for the commodity shipped it 
is not, as the decisions of the courts are evidence of, always 
an easy matter to determine at a given time what the market 
value of that commodity is at the time the shipment was de- 
livered or at the time it should have been delivered, in case 
of the loss thereof. 

For this reason the courts have found it necessary to em- 
ploy various methods or to admit testimony of various sorts 
tending to prove what in a given case is the market value of 
the article at its destination or if a market value cannot be es- 
tablished what is the fair and reasonable value of the commodity 
at destination, if it is one which has no market value in the 
accepted use of that term. 

As illustrating the difficulty of laying down any one rule 
by which to determine the market value of a commodity we 
refer you to the decisions in Heidritter Lumber Co. vs. C. R. 
R. of N. J., 122 Atl. 691; Brown Coal Co. vs. Ill. Cent. R. Co., 
192 N. W. 920; American Ry Express Co. vs. Parisian Hat Co., 
240 S. W. 947; Smith vs. N. Y. O. & W. R. R. Co., 195 N. Y. S. 
521; Merchants & Manufacturers’ Transportation Co. Vs. 
Branch, 232 Fed. 494; Liberty Sales Co. vs. Davis, 198 N. Y. S. 
252; A. C. L. R. R. Co. vs. Stovall-Pace Co., 118 S. E. 62; Feelyater 
vs. C. M. & Et. P. Ry. Co., 190 N. W. 193 and B. & O. C. T. vB. 
Becker Milling Machine Co., 272 Fed. 933. , 

A comparison of the first ‘two cases cited above, which in- 
volve the liability of a carrier for the loss of part of a carload 
shipment, the two courts have arrived at opposite conclusions 
pon the question of whether or not the retail value could be 
recovered. In the Brown Coal Company case, the court held 
that inasmuch as the evidence showed that the consignee was 
a dealer in coal at both wholesale and retail; that he had on 
hand at the time in storage a sufficient quantity to meet all 
demands of his business; that the coal was not needed to fill 
any outstanding orders; that appellee intended to store the coal 
and sell it as occasion might demand; and that it was not nec 
essary for him to go into the market to replace the lost coal, 
his measure of recovery was the cost of the amount of the 
¢oal delivered at the mines plus freight if paid, and war tax 
and no more. 

On the other hand, in the Heidritter Lumber case, the 
court held that the consignee was entitled to recover for the 
shortage at the time of delivery, not the wholesale value at 
place of shipment, but the retail value at the place of destina- 
tion, where it was impossible to replace the coal at destination 
at wholesale rates. a 

In the Parisian Hat Company case, 240 S. W. 947, referre 
to above, which involved delay to a shipment consisting of 4 
hats, elastic veils and two bolts of veiling, the court held that 
the term market value as to the facts under which the com 
signor sought to recover, must be considered as meaning the 
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price at which such merchandise would sell in the open market 
in quantities as shipped at Ranger, Texas, the destination of 
the shipment, and that in the absence of a wholesale market at 
that place at the time said merchandise should have been deliv- 
ered at destination, then the actual value of said merchandise on 
said date at the nearest wholesale market to Ranger, Texas, 
would be admissible to be considered with other evidence in 
determining the actual value of said merchandise at Ranger, 
Texas. * 

In the Smith Case, 196 N. Y. S. 521, which involves the 
liability of a carrier for conversion of a carload of coal, the 
court said: “The common-law rule of damages-in a case like 
this is the value of the goods at the place of destination at the 
‘time they should have been delivered. Parsons vs. Sutton, 66 
N. Y. 92; Saxe vs. Penokee Lumber Co., 159 N. Y. 371, 54 N. 
E. 14. It does not appear in the stipulated facts that the plain- 
tiff should go into the open market and purchase coal of the 
kind and quality that was wrongly delivered in this case; the 
stipulation being that the invoice cost and replacement value 
at Fulton was, including freight, $424.59. The plaintiff did not 
actually purchase coal to supply the place of that not delivered, 
and pay therefor the retail rate, so the rule applied in Haskell 
vs. Hunter, 23 Mich. 305, has no application. The true rule 
is the market price of goods of the kind specified in the quan- 
tities specified at the place of destination. Wendnagle vs. 
Houston, 155 Ill. App. 664. The plaintiff is not entitled to re- 
cover his prospective profits upon the resale of the coal at re- 
tail, for that would constitute special damage. The facts which 
would entitled him to special damage are not pleaded in his 
complaint, and consequently cannot be recovered here. Stecker 
vs. Weaver Coal & Coke Co., 116 App. Div. 772, 102 N. Y. S. 89, 
affirmed 192 N. Y. 856, 85 N. E. 1116. It follows that plaintiff 
is entitled to judgment for the sum of $424.59, with interest 
from December 8, 1920.” 

In the Branch case, 282 Fed. 494, the wholesale price at 
which the shipper had agreed to sell the goods was adopted as 
the fair wholesale market price in the absence of other evi- 
dence, it being held that the carrier was not liable for the re- 
tail value. This case covered a carload shipment of potatoes. 

In the Stovall-Pace Company case, 118 S. E. 62, which cov- 
ered an L. C. L. shipment of merchandise, the invoice price of the 
shipper to the consignee, the plaintiff, was held sufficient to 
support a finding of value where there was no rebuttal testi- 
mony as to the value, and the goods were seasonable standard 
merchandise and not a fluctuating commodity. 

In the Feelyater case, 190 N. W. 193, it was held that the 
price fixed in the sales contract was some evidence of value at 
destination. 

In the Becker Milling Machine Company case, 272 Fed. 933, 
it was held that in ascertaining damages there is no objection 
to profits as such, and it is only when an attempt to ascertain 
profits leads to conjecture and speculation that profits are re- 
jected; that, though there is no market place or public ex- 
change in which by competitive offers and bids the market 
price of a special type of machine can be determined, the 
amount purchasers are willing to pay is evidence of the sales 
value in an action against a carrier for their destruction; that 
where owner of a special type of machine, two of which were 
destroyed by a carrier, sold them through manufacturers’ 
agents, who were neither purchasers on their own account for 
resale at a uniform price, or selling agents on commission, 
such uniform selling price, without deduction of the selling 
cost, was not the measure of damages. 

In addition to the above referred to cases there are numer- 
ous other cases which hold that the retail value is not the 
basis upon which to base the computation of the damages to 
which a shipper is entitled. See the following cases: Tex. & 
Pac. Ry. Co. vs. Payne, Tex. Civ. App. 58, 38 S. W. 366; Heiden- 
heimer vs. Schlett,-63 Tex. 394; C. R. I. & P. Ry. Co. vs. Broe, 
16 Okla. 25, 86 Pac. 441; Cincinnati, N. 0. & T. P. Ry. Co. vs. 
Hansford, 125 Ky. 37, 100 S. W. 251, and Cent. of Ga. Ry. Co. 
vs. American Coal Co., 28 Ga. App. 95, 110 S. E. 320. 

From the above cases it is apparent that there are numerous 
methods of arriving at the amount of damages for which a car- 
rier is liable in the event of delay to, loss of, or injury to a 
shipment, and these necessarily vary with the proof which is 
available in a given case, as well as the circumstances under 
which the shipment is made. 

Reparation—Long-and-Short-Haul Violation 

illinois. —Question: Please refer to your answer in The 
Traffic World of January 12, page 124, subject, “Illinois, Repara- 
tion, Long-and-Short-Haul Violation,” and advise if, in your 
opinion, the decision is applicable to all traffic in all territories 
or is just applicable to grain in the territories mentioned in 
the decision. 


Answer: The decision to which you refer, namely, McCaull- 


Dinsmore Co. vs. Great Northern, 191 N. W. 42, is limited in . 


its application to the shipments which were the subject of the 
suit, although, if the findings of the court in this case are 
affirmed by the Supreme Court of the United States, to which 
the case has been appealed, the principle thereof will neces- 
sarily be binding upon the courts in general in their decisions 
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involving the recovery of so-called overcharges on shipments 
which move from and to points between which the rates are 
higher than from more distant points. The decision of the 
court in this case and that of the court in Davis vs. Parrington, 
231 Fed. 10, is directly contrary to what the Commission has 
held in such cases as the Iten Biscuit Co. case, 50 I. C. C. 
ue and the Oregon Fruit Co. vs. Southern Pacific, 50 I. C. C. 
Tariff Interpretation—Combination Rates—Application of the 

Combination Rule of Jones’ |. C, C. US-1 to Commodity 

Rate Factors Where the Local of One Line Is Less than 

the Arbitrary to Be Deducted 

Alabama.—Question: Southern Railway I. C. C. A-9469 car- 
ries rate of 34 cents per 100 pounds on cotton, in bales, from 
Uniontown, Ala., to Selma, Ala., and Western Railway of Ala- 
bama I. C. C. 1144 carries rate from Selma to West Point, Ga., 
of 45 cents, Chattahoochee Valley I. C. C. 49 carries rate of 12% 
cents from West Point, Ga., to Shawmut, Ala. Both the South- 
ern Railway and Western Railway of Alabama issues are gov- 
erned by Agent Jones’ I. C. C. U. S-1, but the issue of the Chat- 
tahoochee Valley carrying the rate of 12% cents does not carry 
this reference. } 

How can the principle enunciated by the Interstate Com- 
merce Commission in the Sligo Iron Stores case be applied to 
this 12%-cent rate, which is lower than the amount of the 
deduction allowed in Jones’ US-1? 

Answer: According to the traffic director’s office of the 
Commission, the proper method for constructing combination 
rate under Jones’ I. C. C. US-1 plan, where one of the local com- 
modity rates is less than the amount to be deducted from 
each factor, the deduction is made only where possible to do 
so by arithmetic calculation. Thus, in the example you cite, 
the factors would be, after deducting the 18-cent cotton arbi- 
trary, 16 cents, 27 cents and 12% cents, respectively, to which 
would be added 18 cents, making your through combination 73% 
cents, it being impossible to deduct 18 cents arbitrary from 
the 12%-cent local. The Commission’s traffic bureau had con- 
sidered the algebraic plan, but rejected it in favor of the 
the arithmetic. Under the former, of course, your rate would 
be made by adding the factors of 16 cents, 27 cents, minus 5% 
cents, plus 18 cents, total 55% cents. 

Limitations—Time for Bringing Suit for Loss or Damage— 
Waiver of Bill of Lading Provision 

Wisconsin.—Question: Car forwarded August 2, 
robbed in transit, and claim filed October 13, 1920. 
declined settlement on December 22, 1921. 

We, however, got the carriers to reopen file and continue 
investigation. In fact, we had four separate communications 
from them during 1923. The lines interested now admit lia- 
bility, but decline to make settlement, claiming the item is 
outlawed, account settlement originally declined. Kindly let us 
have your opinion, giving court ruling, if any. 

Answer: Whether or not recovery can be had on your 
claim at this time, in view of the fact that two years have 
elapsed since the claim was declined by the carriers on De- 
cember 22, 1921, when taking into consideration the provision 
of paragraph B, section 2, of the Uniform Bill of Lading, that 
suit shall be instituted not later than two years and one day 
after notice in writing is given by the carrier to the claimant 
that the carrier has disallowed a claim or any part or parts 
thereof specified in the notice, is, as we see it, dependent upon 
whether or not the carrier in question has or can, by ‘admitting 
liability, waive the limitation provision of the bill of lading 
that suit must be brought within two years and one day from 
the date a claim is declined in writing by the carrier. See in 
this connection Jacob E. Decker & Son vs. Director-General, 
55 I. C. C. 453. 


Assuming that the two-year provision in the bill of lading 


1920, 
Carriers 


‘is a statutory provision and that a carrier may, by proper agree- 


ment, waive the provisions thereof without subjecting itself 
to liability for discrimination, it is our opinion that in the 
instant case, unless, in addition to the admission of liability 
on the part of the carrier for the loss, the carrier has expressed 
a willingness to pay the claim, which, judging by your letter, it 
has not done, recovery cannot be had on the claim at this time. 
This by reason of the fact that the Supreme Court of the 
United States has established the rule that the admission oF 
recognition of the debt which would amount to a new promise 
must be something more than an acknowledgment consistent 
with the implication of a promise to pay; that it must be such 
as fairly to indicate both a liability and a willingness to pay. 
See Clementson vs. Williams, 8 Cranch (U. S.) 72; Wetzell 
vs. Bussart, 11 Wheat (U. S.) 310; Bell vs. Morrison, 1 Pet. 
(U. S.. 352; Moore vs. Columbia Bank, 6 Pet. (U. S. 92; Shep- 
hard vs. Thomson, 122 U. S. 231; Ft. Scott vs. Hickman, 112 
U. 8. 150. 

This view has been largely followed in the courts of the 
various states, although by statute in some jurisdictions and 
by judicial constructions in others a much more lax rule is 
applied. See Pritchard vs. Hornall, 1 Wis. 131, 60 Am. Dec. 
368; Pierce vs. Seemore, 58 Wis. 372, 38 Am. Rep. 737, which 
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Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
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follow the noldings of the United States Supreme Court. The 
general rule with reference to the effect of a new promise or 
acknowledgment is furthermore confined to cases where the 
original right of action rested upon some contract, express or 
implied, and has no application to causes of action arising 
ex delicto. 

Demurrage—Liability of Consignee for, Which Accrues Under 

Average Agreement 

Wisconsin.—Question: Kindly advise whether or not a Car- 
rier can legally collect demurrage charges from a consignee 
that accrued at shipping point under the average agreement 
plan. 

The circumstances involved in the above question are these: 
A carrier in Wisconsin entered into an average agreement con- 
tract with a certain shipper to cover the loading of his ship- 
ments; notwithstanding the shipper failed to pay the demur- 
rage that accrued under the average agreement plan, the carrier 
did not cancel the contract for such failure until it had been 
in force for seven months, and then, because of the shipper 
having become insolvent, the carrier presented the bills that 
had accrued under the average agreement to the consignee for 
payment, 

The consignee did not become the owner of the goods until 
they had been loaded on the cars and receipt for them received 
from the carrier, the consignee having purchased the goods 
f. o. b. cars at shipping point. 

If the above question has been passed upon by the Commis- 
sion or the courts, citation of such cases will be appreciated. 

Answer: While there is no contractual relation between 
the carrier and the consignee by the mere designation of the 
latter as consignee, which obligates him to receive the goods 
or to pay the freight charges, the receipt of the goods by the 
consignee constitutes an implied promise to pay the freight 
@harges thereon. Duncan vs. United Steel Co., 244 Fed. 258. 

However, notwithstanding the above statement, we do not 
see how, under an average agreement contract with a shipper 
covering all cars loaded by that shipper within a month’s period 
of time, it is possible to apportion the charges, represented by 
debits in excess of credits unless all of the cars are consigned 
to the same party. If the carrier should bring suit for the un- 
paid demurrage charges against a particular consignee of cer- 
tain of the cars included in a particular month’s average agree- 
ment record, the burden is upon the carrier to show what amount 
is due upon each of the cars included in the petition to the court. 

Notice of Refused or Unclaimed Goods 

Nebraska.—Question: Your answer to “Tennessee,” page 
186, issue of The Traffic World, January 19, 1924: 

The question as submitted does not state as to whether or 
not shipment carried tag showing shipper’s name and address 
preceded by the word “from,” nor does your answer state that 
the rule quoted begins with the provision that “where shipments 
have been plainly marked with the consignor’s name and ad- 
dress, preceded by the word ‘from’............ o 

Under the provisions of the tariff there is no obligation upon 
the carrier to notify the shipper of unclaimed or refused L. C. L. 
freight unless the shipper’s name and address preceded by the 
word “from” appears on the package. 

Answer: The provisions of the storage tariff relating to 
notice to the consignor provide for such notice only when the 
word “from” precedes the name and address of the consignor 
and, therefore, whether storage charges are collectible is de- 


pendent upon whether this requirement of the tariff has been 
complied with. 


See in this connection our answer to “Ohio” on page 254 
of the January 26, 1924, Traffic World, under the caption “Notice 
of Refused or Unclaimed Shipments—Obligation of Carrier to 


se Consignor When Word ‘From’ Does Not Precede Shipper’s 
ame.” 


Tariff Interpretation: Joint Through Class Rate Takes Pre- 
cedence Over Combination of Commodity Rates, Although in 
Contravention of Fourth Section of Act 
Georgia.—Question: There is a commodity rate published 

from A to B and from B to C, but no commodity rate is pub- 

lished direct from A to C—only class rates. A shipment was 
billed from A to C and no routing shown on the bill of lading, 
and the class rate was applied to this shipment. Claim was 
filed for overcharge based on combination rate, commodity, pub- 
lished from A to B and from B to C. Claim has been declined 
on the ground that the combination commodity rate cannot be 
protected in view of through class rates being published from 

A to C. I contend that two published commodity rates com- 

bined have the same right, as if through commodity rate was 

published on basis of combination of commodity rate. In other 

words, this combination commodity rate A to B and B to C, 

the route the shipment moved, takes precedence over the elass 

rates, published through from A to C via a different route than 
the shipment moved. As a matter of fact, since this shipment 

moved through commodity rates have been published from A 

to C, which is the same as the combination commodity rate 

A to B and B to C, and on which-we based our claim. Of 

course, we can file claim for reparation with the Interstate 
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Commerce Commission, but I believe that we are entitled to 

the combination rate as stated above. 

Answer: If the through class rate applies via the same 
route as the lower combination of commodity rates the through 
class rate must be applied until such time as the tariff has 
been amended providing for its non-application. To the extent 
that it exceeds the lower combination of intermediates, how- 
ever, it is prima facie unreasonable, although legally applicable. 
Grain Rates from St. Paul, Minn., 32 I. C. C. 96; Board of Trade 
of Kansas City vs. C. M. & St. P., 34 I. C. C, 209. 

If the through ‘class rate is not applicable via the route 
over which the lower combination of either class or commodity 
rates applies, the carrier is liable, under the principle of Con- 
ference Ruling 214-C, with respect to unrouted shipments, for 
the difference between such higher through class rate and the 
lower combination for failure to forward the shipment via the 
cheaper route. Southern Veneer Association vs. A. C. L., 62 
I. C. C. 669. The carrier is not excused, according to this de- 
cision, for forwarding an unrouted shipment via a higher rated 
route, merely on the grounds that the joint through rate ap- 
plies via such route, and that the rate via the cheaper route is 
made on combinations. Its duty is to forward via the cheapest 
available reasonable route, whether the rate via such route is 
joint or combination. 

Routing—Error in Destination Shown in Bill of Lading 

West Virginia—Question: We recently tendered carload 
shipment to carriers X & Y, with routing specified “X & Y 
shortest route.” Destination shown in bill of lading is name 
of the mine instead of the station, and car was forwarded to 
the only destination by that name in the state, which is located 
on Z railroad, necessitating reshipment at quite an additional 
expense. After reviewing Conference Ruling 474, will you 
kindly advise your opinion as to the liability of the carrier, 
citing decisions of the Commission, etc.? 

Answer: If the abbreviated routing term “X & Y,” used 
in your letter, in the bill of lading indicated or rather clearly 
specified routing via two lines, one the “X R. R.” and the other 
the “Y R. R.,” the initial carrier is, in our opinion, liable for 
the additional expense incident to delivery of the shipment at 
the proper destination by reason of diverting the shipment to 
the “Z R R,” unless the latter line, in connection with “X R. R.” 
and “Y R. R.,” formed a reasonable route from point of origin 
to the point of destination shown in the bill of lading and the 
shipment was forwarded over that route. 

See in this connection Iola Portland Cement Co. vs. M. 
K. & T., Unreported Opinion 444, in which case the carrier 
was held liable, under somewhat similar facts, for misroute. 
The case above referred to, however, contains elements which 
are not present in the instant case, so far as your statement 
shows. 

Tariff Interpretation—Proportional or Basing Rate Combination 
Takes Precedence Over Combination of Full Locals, Class 
or Commodity, Even Though the Latter Makes Lower 
Indiana.—Question: Under date of May 5 we forwarded a 

car of cooperage stock from point A in Indiana, to point C 

in North Carolina, lowest rate applying via point B, which 

would make the rate base on the Virginia cities. 

As an overcharge in freight existed, we filed claim, using 
Jones’ Tariff I. C. C. 1107 and I. C. C. US-1 and A. C. L. I. C. C, 
B-1946, which tariff carries a mileage rate from B to C. 

It is the contention of the carrier that inasmuch as Cot- 
trell’s I. C. C. 297 carries a class P rate on this commodity 
from B to C, and is used as a basis for constructing through 
rates from Indiana, this tariff must be applied, regardless of 
the fact that the A. C. L. tariff carries a lower rate. 

Answer: Cottrell’s I. C. C. 297 is a basing or proportional 
tariff. The rates published therein have no application except 
as parts of through rates from the points covered thereby, 
which includes many points of origin in Indiana, and perhaps 
your Station “A.” The application of these proportional or 
basing rates is thus: “In the absence of joint through rates 
via route of shipment to points of destination named in this 
tariff, the rates published’in tariff will apply as basing rates in 
constructing through rates from points in (Indiana).” . 

The commodity rates published in the A. C. L. tariff are 
local or “flat” rates. To use them in preference to the propor 
tional class rates would have the effect of removing the principle 
set forth in Rule 5-c, I. C. C. Tariff Circular 18-A, that where 
there is a specific basis established for constructing combina- 
tion rate, that basis must be used in preference to any other 
combination, whether the latter be higher or lower. In Cor 
poration Commission of North Carolina vs. Ry. Co., 33 I. C. C. 
487, shipments moving from Indiana to points in North Carolina 
were charged at the Virginia cities combination, using the 
rates from Indiana points of origin to Virginia cities, and the 
basing rates (published in a predecessor of Gottrell’s I. C. C. 
297), beyond. A lower combination of locals made over Burke- 
ville. The Commission, calling attention to its Rule 5-c, Tariff 
Circular 18-A, stated: 


The provisions of (the basing or proportional tariff), made the 
tariffs the bases for constructing in a specific manner through ra ot 
from the points of origin in Central Freight territory that did 1 
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View at Smith’s Cove Public Terminals—Showing Piers 40 and 41 


Port of Seattle Public Terminals are unexcelled on the Pacific 
for handling your Imports from the Orient 
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Write Traffic Dept. for Information 


Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 


between the following rail- 
Pe 


‘eoria & Pekin Union Railway Company. 


Seattle, Washington 


PEORIA. ILL*~ 
The gateway 
between the 
Bastern and 
Western tamk 
Tine territories 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion 
thus affording regular sak 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 


Company has unexcelled facilities 


Minneanolis, & St. Louls Railroad Company 

8 
New York. Ch Chicago & St. L. B. B. Co. (L ma & W. Dist.). for carrying on local and indus- 
atoage & Alton Railroad Company. 


ret ay Topeka & Santa Fe Railway Company. 


. Ponnayivanis 
icago & Northwestern Railway Company. 

Chicago, Burlington & Quincy Railroad Company. 

Chicago, Peoria & St. Louis Railroad Company. 
Chicago, Island & Pacific  Baitway Company. 


Bock 
Cleveland, Cincinnati, Chicago & - Louis Hailway Co. 
linois Central Railroad Company 


trial traffic at between Pe- 


Terminal oria and Pekin, Ill, and serves 
Toledo, a, toe & Western Railroad. efficiently all industries located upon 


le —_ Be ade pap ae 3 
reight Rates through traffic via other gateways between ply an rom a ndustries in 
“"Hastern and and. Western Railroads equalize via Peoria, Illi- 


the Peoria-Pekin Switching Dis- 
trict. 


PEORIA & PEKIN UNION RAIDWAY G 


INQUIRIES SOLICITED UNION STATION ~ PEORIA, /LL. 
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have joint through rates to North Carolina destinations. It follows, 
therefore, that the Burkeville combinations were not the lawful rates. 


From the above you will see that the rates made by use 
of the basing rates in Cottrell’s tariff, must be applied. 
Demurrage—Notice to Consignor of Refused or Unclaimed 

Shipment—Unclaimed Shipment—What Constitutes 

In our answer to “Michigan,” on page 1622 of the December 
29,.1923 Traffic World, under the above caption, we referred to 
a complaint before the Commission under Docket 13464, Re- 
public Coal Co. vs. C. St. P. M. & O., which covered the ques- 
tion of whether a shipment which has not been refused by the 
consignee, but as to which the consignee had advised the car- 
rier that he will later accept, is an unclaimed shipment. The 
Commission in its report in the above referred to case (85 I. 
C, C. 331), has held that such a shipment is an unclaimed ship- 
ment, 

Scrap lIron—Application of, Rates On 

Georgia.—Question: Shipment moved in here from an in- 
terstate point with bill of lading calling for scrap iron bolts, 
same being sold and received on basis of scrap iron prices 
but carrier set shipment up to iron bolts plain. Subsequently 
the scrap iron dealer sold the material to a party in another 
city as scrap iron, the same as he purchased it and the material 
was actually remelted. We are trying to secure refund of 
freight charges on interstate haul on basis of scrap rates. On 
the second haul the carrier assessed scrap iron rates. Can you 
refer us to any decision supporting our claim that scrap iron 
rates should be protected. 

Answer: The Commission has held that the bill of lading 
description is not conclusive and that it can be shown by parol 
evidence that the shipments were something other than as de- 
scribed by the shipper therein. See Harris Brothers Co. vs. 
Director-General, 60 I. C. C. 428. 

However, in the determination of whether the scrap iron 
rate is applicable on the shipment in question, the wording of 
the tariff naming the scrap iron rate, between the points from 
and to which the shipment moved may have some bearing on 
the determination of whether the rate may be applied on the 
commodity shipped. See Fargo Iron & Metals Co. vs. N. P. 
Ry., 55 I. C. C. 65. 


Reconsignment—Rate Applicable Where More Than One Re- 
consignment is Made Which Does Not Involve Change in 
Destination: 

West Virginia.—Shipment from point in Southwest is made 
by A consigned to himself to a point in West Virginia. Carrier 
is ordered to deliver shipment to B at billed destination. B 
places reconsigning order with agent at billed destination to 
forward shipment to another point in West Virginia. Agent de- 
clines to accept reconsigning order account construing order to 
make delivery to B as having the effect of one reconsignment. 

Please advise if shipment should have moved on through 
rate or is carrier correct in assessing through rate to first billed 
destination and local rate to second destination. 

Answer: The through rate from point of origin to final des- 
tination may, in our opinion, be applied on the shipment in ques- 
tion. This for the reason that the change at the first destina- 
tion was either a turnover for which, under the provisions of 
the exceptions to which the rules apply, no reconsigning charge 
is to be made, or a reconsignment which did not involve a 
change in destination, the only class of reconsignment which, 
where more than one is made, under Rule 5, subjects a ship- 
ment to the local rate to and from the first reconsigning point, 
plus the reconsigning charge. 


Limitation of Liability—Live Stock 

Virginia.—Question: Please explain that portion of Section 
20 of the Act, as amended, which reads, in part, as follows: 
“That the provisions hereof respecting liability for loss, damage, 
or injury, shall not apply, first to baggage * * * second to 
property, except ordinary live stock * * *. Please explain 
the exception of live stock. 

Answer: Paragraph 11 of Section 20 of the Interstate 
Commerce Act prohibits any limitation of liability as to baggage 
or other property, except when the Interstate Commerce Com- 
mission has expressly authorized or required by its order the 
establishment and maintenance of rates dependent upon the 
value declared in writing by the shipper or agreed upon in 
writing as the released value of the property. 

However, so far as ordinary live stock, that is live stock 
other than for breeding, racing, show purposes or other special 
purposes is concerned there can be no limitation of liability 
thereof by a carrier in any respect, the Commission having no 
power to authorize or order the establishment of rates thereon 
dependent upon declared or agreed valuations, as in the case of 
baggage and other kinds of property. 


Shipper’s Load and Count 
Ilinois—Question: We have filed numerous claims with 
the railroad company covering damages for broken barrels of 
apples, broken baskets of grapes and shortages on grapes under 
shippers load and count, with the original loading seals-intact 
upon arrival at destination. The reply with reference to the 
apple claims as follows: 
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., I have investigated the handling of each of the cars involved and 
fail to find where they were improperly handled at any time by the 
carriers, the shipments were loaded by the shipper and so receipted 
for, and the damage complained of we consider as ordinary damage 
due to the nature of the commodity, and not to any fault of the car- 
riers. These items cannot be entertained for payment. 


They reply to the grape claims as follows: 


These claims are filed for alleged shortage and I find that these 
shipments were received as shippers load and tally, they were re- 
ceived at destination with the original loading seals intact, which 
would preclude the possibility of any shortage occurring which would 
be chargeable to the railroad company. These claims cannot be al- 
lowed by this office. 


We are under the impression that claims of this nature are 
legitimate as other carriers have paid to us claims of a similar 
nature, 

Can you advise us the next course to follow, summarizing 
if possible, some decision pertaining to claims similar in nature? 

Answer: Section 21 of the bill of lading act provides: 
“The carrier may also, by inserting in the bill of lading the 
words ‘Shipper’s weight, load, and count’ or other words of like 
purport, indicate that the goods were loaded by the shipper and 
the description of them made by him; and if such statement be 
true the carrier shall not be liable for damages caused by the im- 
proper loading, or by the non-receipt or by the misdescription 
of the goods described in the bill of lading. 

In M. C. Johnson Motor Company vs. Payne, Director-Gen- 
eral of Railroads, 107 S. E. 252, the court held that the rule as 
to shipper’s load is the same as shipper’s count, and where car- 
load lots are taken on “shipper’s load and count” there is the 
assumption, but it is only prima facie and not conclusive, that 
goods loaded by shipper in interstate commerce were as de- 
scribed and were properly loaded, this presumption being one 
which the carrier may overcome by evidence of improper load- 
ing on the part of the shipper. See also Souken-Galamba Iron 
& Metal Co. vs. Hines, 2388 S. W. 135 and A. C. L. R. Co. vs. 
Norfolk Southern, 65 S. E. 355 

In Producing Trading Co. vs. Norfolk: Southern, 100 S. E. 
316, it was held that “The letters on the bills ‘S. L. & C,’ mean- 
ing ‘Shipper’s load and count,” merely changed the burden of 
proof; that they had not been there and the carrier had loaded 
and counted the goods, the burden would have been upon it, 
if there had been any loss or damage; but, where the shipper 
undertakes to load and count the goods, this burden is shifted, 
and the latter must affirmatively show his damage; that this 
burden was properly placed on him by the judge, and, there 
being some evidence of the loss and damage, there was no error 
on this score.” See also Nairn vs. M. K. & T., 106 S. W. 102. 

Under these decisions of the courts, if it be shown that the 
goods were improperly loaded or, presumably, in bad order when 
delivered to the carrier, no recovery can be had against the 
carrier. The decision of the courts, in effect, hold that the bill 
of lading, as a receipt. in the event that it contains a shipper’s 
load and count stipulation, is a qualified receipt, and it becomes 
a question for the determination of the jury as to whether the 
amount stated in the bill of lading was actually loaded or prop- 
erly loaded, the fact that the receipt is not unqualified being a 
circumstance which the jury may take into consideration in 
arriving at their conclusions. 


Demurrage—Legal Holidays 


Ohio.—Question: With further reference to the above. 
Since taking up with you we have referred this back to the 
New York. World, and they advise us that Nov. 11th, the day 
of the burial of the Unknown Soldier at Arlington Cemetery, 
was a National Holiday in 1922 by proclamation of the Presi- 
dent, but was not known as a National Holiday previous to that 
year or since, and was only a State holiday on proclamation of 
the governor of Ohio although several states had declared it a 
state holiday, and in taking up with our Ohio Governor we were 
advised that the 11th of November had never been declared a 
holiday in this state although it was generally observed as 
such, this of course would not allow free time in car service at 
this place, but if it was a National Holiday in 1922 as the New 
York World advised it was allowed in that year, but accord- 
ing to your reply to our inquiry it has never been, there seems 
to be some variation for 1922. 

Answer: So far as the federal government is concerned, 
November 11, 1921 (not 1922) became a holiday by a joint 
resolution of the Senate and the House of Representatives, 
which resolution authorized the President to issue a proclama- 
tion declaring November 11, 1921, a holiday and requesting the 
President to recommend to the governors of the various states 
that a proclamation be issued by them for the same purpose. 
This resolution of Congress is known as Public Resolution No. 
26, approved November 4, 1921. 

This joint resolution is to be found on page 211, Vol. 42, 
Part 1, Public Laws, 67th Congress. 1921-1923. The President's 
proclamation of November 4th, 1921, which was authorized by 
Congress in Public Resolution No. 26, is to be found on page 
2225, Vol. 42, Part 2, Private Laws. Concurrent Resolutions, 
Treaties and Proclamations of the 67th Congress, 1921-23. | 

So far as the federal government is concerned, Armistice 
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Day was a holiday only during the year 1921. Whether or not 
Nov. 11, 1921 was a legal holiday in the various states of the 
Union and whether or not it has been a legal holiday since 
that time, that is during 1922 and 1923, is dependent upon 
whether or not it has been made so by legislative action in 
each of the several states of the Union. : 

Statutes of certain of the several states, if not all of them 
(see in this connection Ohio G. C. Section 5976, 5978, 8301, 101 
O. L. 34; 1080 O. L. 132), have pravisions which make certain 
days such as New Year’s Day, Thanksgiving Day, Christmas 
Day, Memorial Day and other days, holidays by proclamation of 
the President of the United States, or the governor of the state, 
legal holidays within that state for certain purposes, generally 
with relation to commercial paper. The statute of Ohio re- 
ferred to above, as well as the statute of Indiana which is the 
subject of construction in State vs. Atkinson, 39 N. E. 51, relate 
to commercial paper, it being held in the case last referred to 
that the Indiana statute does not make the holidays enumerated 
therein general legal holidays but only legal holidays in rela- 
tion to commercial paper. The Indiana Statute which is con- 
strued in State vs. Atkinson, 39 N. E. 51 reads in part as fol- 
lows: “The following days, to-wit, the first day of the’ week, 
commonly called Sunday, the first day of January, commonly 
called New Year’s Day, the fourth day of July, the twenty-fifth 
day of December, commonly called Christmas Day, and any day 
recommended by the President of the United States or the gov- 
ernor of the State of Indiana as a day of public fast or thanks- 
giving, the twenty-second day of February, commonly called 
Washington’s Birthday, the thirtieth day of May, commonly 
called Memorial Day, and the first Monday of September, com- 
monly called Memorial Day, the day of any general, national 
or state election, shall be legal holidays within the state of 
Indiana, etc. * * * *” 

Therefore, the determination of whether or not armistice 
day or any other holiday is a legal holiday in a certain state is 
dependent upon whether or not there are statutes in each of 
the several states making certain days legal holidays. In con- 
struing such statutes in their application to the collection of 
demurrage charges, it is apparently necessary, in view of the 
use of the word “legal” as defining holiday in. Rule 3 of the 
National Demurrage Rules, that consideration be given to the 
question of whether or not the statute makes the holidays 
enumerated therein general legal holidays or merely holidays 
for a specific purpose, such as the Ohio statute referred to above 
which relates to commercial paper. There may, of course, be 
other statutory provisions in Ohio which make Armistice Day 
a legal holiday for other purposes than those relating to com- 
mercial paper, but this is hardly possible. As a matter of fact, 
there are no so-called national holidays which are legal holidays 
within the several states, in the absence of statutory provisions 
nf the several states making such holidays legal holidays, either 
reneral or for specific purposes. 

Liability of Shipowner for Failure to Transport Cargo As 

Agreed 
California.—Question: Just recently we made a shipment of 
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grain in sacks from San Francisco of a United Kingdom Port. 
’ The steamship. company. issued. negotiable shipping docu- 
ments showing that the grain was. loaded.on board the Steam- 
ship “Blank” but it later developed that only a part of the 
cargo was loaded on the steamer, and the balance remains on 
their dock awaiting to be forwarded by their next vessel. 

In our opinion the steamship company is liable for any and 
all losses that we may sustain by reason of their issuing an 
On Board Bill of Lading, when in fact the greater part of the 
at “og did not clear on the vessel indicated on the bill of 
ading. 


Can you give us reference to any court decisions in similar 
cases? 

Answer: Owners of vessels, like other carriers of goods, 
undertake to transport and deliver goods received for carriage, 
not only in safety but in due time; and for damage caused by 
— delay in carriage or delivery both vessel and owner are 
iable. 

For breach of contract by the shipowner, where he fails to 
supply a ship, or to take in goods as agreed, he is liable in 
damages. ‘The freighter loses the benefit of the agreed means 
of conveyance. He can, however, ordinarily obtain other means; 
but that may involve delay, and also increased freight. If so, 
he is entitled to recover the amount of the extra freight and 
charges to which he may be put, and also compensation for 
the delay in the transit. 


EASTERN MAINE PETITION DISMISSED 


The Commission has dismissed an application of the Hast- 
ern Maine Railroad asking authority to issue $2,000,000 of cap- 
ital stock, the proceeds to have been used in connection with 
the construction of a proposed line from Houlton to Bancroft, 
Me., because the application asking for permission to build 
the line had been previously dismissed for want of prosecution. 


TELEPHONE REVENUES:. 


Operating income of 70 telephone companies having annual 
operating revenues in excess of $250,000 totaled $11,739,776 in 
November, an increase of $1,174,852 over November, 1922, or 
11.1 per cent, and $124,752,461 for the eleven months ended with 
November, an increase of $9,561,914 over the same period of 
1922, or 8.3 per cent, according to compilations made from re- 
ports by the bureau of statistics of the Commission. 

Operating revenues totaled $55,278,105 in November, an in- 
crease of $4,076,484 over November, 1922, and $590,493,186 for 
the eleven months, an increase of $51,016,102 over the same 
period of 1922. 

Operating expenses totaled $39,395,947 in November, an in- 
crease of $2,886,379 over November, 1922, and $417,725,450 for 
the eleven months, an increase of $36,799,267 over the same 
period of 1922. 

The number of company stations in service at the end of 
November was 11,248,719, an increase of 842,894 over November, 
1922. 


Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


February 11—Chicago, Ill.—Examiner Butler: 


—— Manufacturing Company et al. vs. N. Y. C. R. R. 
et al. 


15415—Armour Fertilizer Works vs. Western Pacific R. R. et al. 
February 11—Fort Smith, Ark.—Examiner Howell: 

-15296—Harding Glass Company vs. Santa Fe Ry. et al. 
February 11—Mayfield, Ky.—Examiner Trezise: 

1 —Mayfield Chamber of Commerce et al. vs. A. & W. Ry. et al. 
' 15301—Mayfield Chamber of Commerce et al. vs. A. C. & Y. et al. 

15302—Fulton Chamber of Commerce et al. vs. A. C. & Y. et al. 
February 11—Milwaukee, Wis.—Examiner Satterfield: 

15369—John Schroeder Lumber Company vs. A. C. & Y. et al. 
February 11—Jackson, Miss.—Examiner Cassidy: 

15273—Jackson Traffic Bureau vs. Gulf & Ship Island Ry. et al. 


February 11—Phoenix, Arix.—Examiner Pattison: 

Finance No. 3340—In the matter of the application of the Southern 
Pacific Co. to acquire control, by lease, of the railroads of the 
Arizona Eastern R. R. Co. and the Phoenix & Eastern R. R. Co. 

February 11—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 130—In re tentative valuation of the property of the 
Kentwood & Eastern Ry. Co. 

February 12—Chicago, Ill.—Examiner Butler: 

15430—Ford Roofing Products Company vs. Director General, C. & 
N. W. Ry., et al. 

February 12—Cincinnati, Ohio—Examiner ener: 

=a Philip Carey Company et al. vs. C. N. O. & T. P. Ry. 
et al. 

Peres SO Wesbingten. D. C.—Examiner Sweet: 


Val, . No. 97—In re tentative valuation of the property of Luf- 
kin, Hemphill & Gulf Ry. Co. 


February 12—Washington, D. C.—Examiner Kelley: 


Val. Dkt. No. 117—In re tentative valuation of the property of 
the Moshassuck Valley R. R. Co. 


February 13—Washington, D. C.—Chairman Hall and Examiner Gerry: 
15007 (and Sub. No. 1)—Pittsburgh Coal Producers’ Association et 
al. vs, Ashland Coal & Iron Ry. et al. 
nk oo Coal Operators’ Association vs. B. & 
le . et al. oan 


February 13—Dallas, Texas—Examiner Howell: 


15395—Live Poultry & Dairy Shippers® Traffic Assn. vs. Abilene &; 
Southern Ry. et al. c 


February 13—Chicago, Ill—Examiner Butler: 

15450—National Laundry Owners’ Association vs. Amer. Ry. Ex- 
press Co. et al. 

February 13—Argument at Washington, D. C.: 

14561—R. E. Givens vs. Director-General, 

14614—The Kansas City Brick Company vs. K. C. S. Ry. et al. 

14765—The McCloud River Lumber Company vs. Director-General, 
Santa Fe et al. 

February 14—Little Rock, Ark.—Examiner Trezise: 

9702 and related cases—Memphis Southwestern Investigation (further 
hearing in so far as they relate to the rates on fruits and vege 
tables, except potatoes). 

February 14—La Crosse, Wis.—Examiner Satterfield: a 

1. and S. No. 2000—Grain and in products from Minnesota an 
Wisconsin to various destinations. 

February 14—Chicago, Ill—Examiner Butler: al. 

15410—United Fig & Date Company etal. vs. A. G. S. R. R. et 
February 14—St. Louis, Mo.—Examiner Money: 

16201—Liggett & Myers Tobacco Company vs. Director General. 
February 14—Argument at Washington, D. C.: 

12349—Kingan & Co., Inc., vs. Director-General. 

ee Fibre Package Company, etc., vs, C. & N. W. Ry: 
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es ret Sand and Gravel Co. vs. Director-General, 


veareny 15—Washington, D. Sone Bartel: 
15562—J. K. Dering Coal Company vs. C. C. C. & St. L. Ry. 
February ey eer Miss.—Examiner private at 
i and 8S. 2004—Cancellation Cc. L., commodity rates on cit- 
rus gait’ ination cities to Alabama and Mississippi. 
7 emery 15—Argument at Washington, D. C.: 
14018—Watertown Chamber of Commerce vs. 
14444—Wash-Co. Alfalfa Milling Company, and R. W. Rice, trustee 
in bankruptcy, vs. Director-General. 
February 15—Casper, Wyo.—Examiner Jewell: 
15200—Chamber of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 


et al, 
1. and S&S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points 
prey S —— Worth, ‘Texas—Examiner Howell: 
I. an 1988—Grain and grain products from defined terri- 
tories ‘ pr Fe om points in Texas. 
February 16—Argument at Washington, D. C.: 
13936—Richardson Sand Company vs. Director-General, Cc. &N. W. 


Ry. 

14794 Virginia Can Company vs. A. > V. Ry. et al. 
14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 

14902—Savannah Traffic Bureau vs. A. G. S. R. R. et al. 

February 18—Washington, D,. C.—Examiner Pattison: 
Val. Dkt. No. 327—In re tentative valuation of the Great Northern 
Railway et al. (continued hearing). 

February 18—Memphis, Tenn.—Examiner Trezise: 

=. et kb Freight Bureau for Bry-Block Mercantile Co. et al. 
vs. A. C, R. R. et al. 

February to--thbenes Ill.—Examiner Butler: 

Il. and S. No. 1962 (and first supplemental order)—Terminal 
charges, privileges and allowances applicable on transconti- 
nental traffic. Further hearing.) 

reaery 18—Fort Worth, Texas—Examiner Howell: 
15467—Acme Brick Company et al. vs. Abilene & Southetn Ry. et al. 

February 18—Watertown, S. D.—Examiner Wagne 

* Fourth Section Application No. 3400—Filed by °C. B. & Q. R. R,, 
relative to rates on coal from Illinois to points in Minnesota, 
North Dakota, South Dakota, Iowa, Nebraska and Canada. 
(Further hearing.) 

Februar oe Ge S. D.—Examiner Kephart: 

1. and S. No. 2007—Coal from Illinois, Indiana, Wisconsin and St. 

Louis, Mo., to Iowa, Minnesota, North Dakota and South Dakota. 
Peheuery, 18—Argument at Washington, D. C.: 
14028—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 
14245—Jackson Traffic Bureau vs. A. & V. Ry. et al. 

Finance No. 2722—Abandonment fo line by Central New York South- 
ern Railroad Corporation. 

February 18—Washington, D. C.—Examiner Marchand: 

* Val. Dkt. No. 316—In re the tentative valuation of the property of 
the Akron Union Passenger Depot Company. 

February 18—Washington, D. C.—Examiner Sweet: 

Val. kt. No. 0 ing re tentative valuation of the property of 
Muncie & Western R Co. 

February 18.—Buffalo, N. Y.—Examiner Wagner: 

. No. 1989—Protective service against cold on perishable 

reig 


February 18—Duluth, Minn.—Examiner Satterfield. 
14792—Duluth Boiler Works vs. Nor. Pac. Ry and Director General. 


February 18—St. Louis, Mo.—Examiner Money: 
15279—St. Louis Live Stock Exchange vs. Wabash Ry. 
——— and James E. Manter, receivers, et al. vs. B. & O. R. R. 
et a 


February 19—Memphis, Tenn.—Examiner Trezise: 
1. and 8. No. 1977 (and first and second supplemental orders)—Grain 
and grain products from Memphis, Tenn., to Carolina territory. 


renee 19—Chicago, Ill._—Examiner Butler: 
i ae, City Brick & Tile Co. vs. Director General, Santa Fe, 


A. & W. Ry. et al. 


12708 Ballou Brick Company et al. vs. Santa Fe et al. 


rearuery 19—Montgomery, Ala.—Examiner Cassidy: 
16407—Alabama-Georgia Syrup Company vs. A. C. L. R. R. et al. 
* 45447—Montgomery Buick Company et al. vs. L. & N. R. R. et al. 


February 19—Washington, D. C.—Examiner Oberlin: 


Finance No. 3399—In the matter of the application of the Texas & 
Pacific Railway Co. and Missouri Pacific R. R. Co. for authority, 
among other things, for the issue of stocks and notes and the 


assumption of obligations, etc. 
February 19—Austin, Texas—Railroad Commission of Texas: 


Finance No. 3197—Construction of line by Waco, Beaumont, Trinity 


& Sabine Railway. 


February 19—Minneapolis, 
15280 (and Sub. Nos. 
vator Company vs. Director General, Great Northern Ry. 


Minn.—Examiner Satterfield: 


15454—County of Becker, State of Minnesota, vs. Director General. 


February 19—Fort Worth, Texas—Examiner Howell: 


DIRECTORY OF ATTORNEY 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal Commissions 

: and Departments 


TRANSPORTATION BUILDING Claims settl 





2 and 3)—The St. Anthony & Dakota Ele- 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. Complete traffic department service. Freight 
and demurrage _ —_ 
. acing 
WASHINGTON, D. C. pon furnished. Reference: St Duke 
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..—_—d. and S. No. 2011—Petroleum oil from Texas to salen, aes and 


related points. 


Februaty 19—Argument at. Washingtor > DD. C.: 
erst is oe Board of Commerce, Inc., of Lockport, Ne Yoo ween. Y. 
et 


al. 
bee ot as eh “Is Motor Company of California vs. Director-General, 
bee a cis Match Company vs. Director-General, N. Y. C. R. R. 


ba ag a Match Company vs. Director-General, N. Y. C. 


February 20—Washington, D.-C.s—-Examiner Boles: 

* Finance No. 3426—In the matter of the application of the New Or- 
leans, Texas & Mexico Ry. for authority to acquire control, by 
purchase, of the _ outstanding capital stock of the Houston 
& Brazos Valley Ry. Co. 

February 20—St. Louis, Mo.—Examiner Money: 

I. and S. No. '2012—Trackage charges at St. Louis, re 

February 20—Washington, D. C.—Examiner Marchan 

Val. Dkt. No. 320—In re tentative valuation of the “Wisconsin and 
Michigan Railway Co. (continued a 

gery 20—Argument at Washington, D. C.: 
14342—Tidewater Coal Exchange, Inc.,, Howard Adams, Chas. A. 

February 20—Aberdeen, S. D.—Examiner Kephart: 

l. and S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 

February 21—Mason City, Ia.—Examiner Baspertens: 
15362—Jacob E. Decker & Sons et al. vs. C, R. I. & P. Ry. et al. 

February 21—Wichita Falls, Tex.—Examiner ptand 
1. and S. No. 1994—Routing on — and grain products om ,Sta- 

tions in Oklahoma to Mobile, Ala, 

February 21—Auburn, N. Egan Wagner: . 
12656—Michael S. Goss et al. vs. Director General, L. V., et al. 
12610—Albert H. Traphagen et al. vs. L. V. R. R. 

February 21—Kansas City, Mo.—Examiner Money: 

1. and S. No. 2008—Transit nee on grain and grain products at 
points on the St, L.-S. F. Ry. Co. 

February 23—Kansas City, Mo.—Examiner Money: 
15546—Iola Cement Mills Traffic Association et al. vs, Santa Fe et al. 

February 23—Detroit, Mich.—Examiner Butler: 
11980—Michigan Railroad Company vs. Pere Marquette R. R. et al. 

February 23—Birmingham, Ala.—Examiner Cassidy: 
15390—Ingham-Burnett Lumber Company vs. A. G. S. R. R. 

February 23—New York City, N. Y.—Examiner Wagner: 

I. and S. No, nae fares between points on the N. Y. 
N. H. & H. R. 

February sob City, Mo. —Examiner Money: 

I. and S. No. 1996 (and first supplemental order)—Cement from Kan- 
sas City, Mo., district to St. Joseph, Mo., and related points, 

February 25—Washington, D. C.: 

* 13528—Investigation of power ‘brakes and appliances for operating 
power brake systems (hearing on reopening). 


roa, 25—Washington, D. C.—Examiner McChord: 


14950—United Collieries, Inc. vs. Southern Ry. et al. continued 
hearing). 
February 25—Washington, D. C.—Examiner Kelley: 


Val. Dkt. No. 152—In re’ tentative valuations of the properties of 
the Chicago, Rock Island & Pacific Railway Company, and others. 


February 25—El] Paso, Texas—Examiner Howell: 
15027—Peyton Packing Company et al. vs. Arizona Eastern et al. 
15028—Peyton Packing Company vs. Abilene & Southern et al. 


February 25—Birmingham, Ala.—Examiner Cassidy 

1. and S. No. 2014—Grate bars, East faradagietet, ere, to Memphis, 
Tenn., for beyond. 

15167—Watters-Tonge Lumber Company vs. A. & W. R. et al. 
Portions of fourth section application No. 1952, filed by L. & N. 
R. R., concerning rates on —" dressed pine lumber from 
Mobile, Ala., to Atlanta, Ga., etc. 

15196—J. J. Laumer and J. M. — a business as Laumeé! 
Lumber Company vs. A. L. R. al. 

15226—Birmingham Traffic piven 3 vs. St. ae S. F. Ry. 


February 25—New York City, N. Y.—Examiner Wagner: 
15043—A. C. Martin et al. vs. P. R. R. et al. 
15173 (and Sub. Nos. 1 to 4, incl.)—Nestle’s Food Company, Inc., V5. 
Director General, Middletown & Unionville R. R. et al. 


February 25—Muscatine, Iowa—Examiner Satterfield: 
15388—Pioneer Pearl Button Company vs. St. L.-S. F. Ry. et al. 


February 25—Bismarck, N. D.—Examiner Kephart: 
Il. and S. No. 1953—Lignite coal from North Dakota to stations 
in North Dakota, South Dakota and Minnesota. 
15321—-Zap Colliery Company vs. Nor. Pac. Ry. 


February 26—Columbus, Ohio—Commissioner C. B. Aitchison: 
* 10122—Standard Time Zone Inv estigation (further hearing). 


fey, 26—Kansas City, Mo.—Examiner Money 
1. and S. No. 2027—Transit rules on grain at ‘Atchison, Kan. 


February 26—New York City, N. Y.—Examiner Ses: 
13470—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
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RECENTLY COMPLETED SACKING PLANT, PUBL]C GRAINELEVATOR; SACKING CAPACITY 6,000 BUSHELS PER HOUR 


NEW ORLEANS 


(Second Port U. S. A.) 
NO CONGESTION—NO DELAY 
THIS PORT IS OPEN THROUGHOUT THE YEAR 


RELIABLE SERVICE AT ALL TIMES 


NEW ORLEANS’ Port Facilities are equal to every NEW ORLEANS is the focal point of ten trunk line 
demand. Railroads and the great Mississippi Valley Inland 
NEW ORLEANS is the best balanced port as to Waterway System. 
exports and imports. 


NEW ORLEANS is the centrally located port for connect NEW ORLEANS by frequent sailings 
the most productive hinterland on earth. with all ports of the world. 


Ships of the first class in ever increasing numbers 


For further information address 


THE BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
NEW: ORLEANS, LA. 
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fi... the shortest cut oe 
“Your consuming Markets 


WE BRIDGE! THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 


are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your promt, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and 
establishment with up-to-date methods, sunnetniio non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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FASTEST STEAMERS 
BETWEEN SAN FRANCISCO = 
AND THE ORIENT g 


PLACING ASIA 
AT YOUR VE 
DOORS | 


ECSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Hie! Passengers and Express-Freight 


Foreign 
Marine From San Francisco to Honolulu, Yokohama, Kobe, Trade 
Classification Shanghai, Hongkong and Manila Dept. 
February 19 San Fancisco, 

at Shippers’ 
Service 
April 15 Always 

and every 14 days thereafter 


ees Ss. S 
, Lowest .¢ 
Insurance Ss. S. 
Rates S.sS 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


Managing Agent U. S. SHIPPING BOARD 
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The San Antonio and Aransas Pass Railway Co. 


of fe 
Vice-Pres. & Gen. Mgr., YF Wa Wa Uy Benid 9 
San Antonio, Tex. Yj, 
J. C. Mangham, Y . 
Gen. Frt. Agt., ° EI Rieno 
San Antonio, Tex. U. ie T © QOklahomeCity 
J. B. Brooks, 
A. G 


y Muskogee 


x Kj 
° '° e °y "Chicka a 
San Antonio, Tex. Do McAlester 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. A 
San Antonio, Tex. 
A. R. Canfield, 
Com. Agt 


Little Rock, 


Houston, Tex. 


AROS 


Ke BTM 


4 
Y 


Sierra Blanca 
. 


SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
stom. ; “ Gulf Coast Lines 
an Antoni . . = Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from es and River crossings: Sicscart, Maiaoe ET a Ry. 
Houston | San Antonio | Corpus Christi Alice |Laredo via Alice san kane Taek Gulf R. R. 
eo rit) days ea San Antonio Southern Ry. 
a« si, « 34 « a6 St. Louis Southwestern Ry.(Cotton Belt) 
3 days 3% °* - Silos ek, 34 ** Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. fontiath Ry 








390 





Sipe eer oT ACir ik. LINES 


Where they reach 


THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINES 


SERVICE 


The spirit of service is the realization that it is one’s cénért- 
bution to the world rather than what one gets from the world tha} 
counts. .So conceived, the rendering of service becomes an inspira- 
tion and a joy, and it matters little whether services rendered are 
always repaid directly in kind. Sometimes that is impracticable, 
but pass it along—serve another, and so balance your account or 
obtain a credit in the world’s clearing house of helpfulness. 


‘Inasmuch as ye haye done it unto one of the least of these 
my brethren, ye have done it unto me”’ and ‘‘Cast thy bread upon 
the waters: for thou shalt find it after many days” are passages 
from a Book bearing no I. C. C. number, but possessing, neverthe- 
less, great authority. 
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Where to reach them 


